


;SSION

RY.
16.1*98



V









11>V «*•

MAR 11 WOSTHE

RAILROAD RECORD,
AND

Journal of Commerce, Banking, Manufactures and Statistics

;

EDITED BY

E. D. MANSFIELD AND T. WRIGHTSON,

VOLUME XVIII.

CINCINNATI:
Wrightson & Co.. Printers and Publishers, 167 Walnut Street.

1870-71.





INDEX TO VOLUME XVIII.

Absurd Inventions 102

Accident, A Id ost an 4113

Accidents, Railway '^12

A Curious Substitute for Cemeteries.. 102

Address of Prominent Citizens. 163

Adjustable Gau^e Car Trucks 198

A Good Appointment 339

A Good Move 2-J3

A Grind Project 274
A Great Mistake 410

Air Line Railroad 142, 1G2

Air we Breathe—Extraordinary Dis-

covery 309
Albany, Jay Gould at 43

Albany Kailroad 11

Albany & Susquehanna Railroad 30
Alexandria & Fredericksburg Railroad 143

American Bessemer Steel 157

American BondB in Europe 101*

American & European Railroad 159

American Horse Railroads in London 143

American Institute of Civil Engineer-
ing 206

American Land Grants 158

American Marbles 1H1

American Product of Gold and Silver

302 317

Amtrican Steamships "0

American Steel Rails 102
Ancient Railroad History 93

A New Kind of Choir.... 219
A New Tuodeof fixing Railway Bridges 348

A New Railroad Opem-d 313
Anglo-Russian War 348
An Ingenious Railway Lamp 278
An Interview with Coal and Iron-

Ohio Mineral Region..; 217
Annual Report of the Milwaukee At

St. Paul Railway 123

An Old Railroad Abandoned 101

Another Pacific Railway 2C2
Another Settler 338
Antidotes for Copper Poisoning 324

A Prompt Declination 34
Arkansas Railroad 238
Artificial Building Stone 339
A Square Look Back and a Glimpse

Forward 105
Atlantic & Great Western Railway 140, 346
Atlantic & Great Western Railway to

be Reorganized 299
Atlantic & Lake Erie Railroad 265
Atlantic & Lake Erie Railroad— Extra-

ordinary Mineral Resources of

Sunday Creek Valley 41

Atlantic Railroad 217
Atlantic & Richmond Air Line Rail-

way 179
Atlantic Terminus of the Southern

Pacific Railroad 283
Assurance, Life 11

Atmospheric Brake 205
A Want in Locomotive Engineering... 232
Axial Line from the Lakes to the

Southern Atlantic 177
Baltimore, Finances of. 37
Baltimore & Ohio Cut-off 306
Baltimore & 01 io Railroad. ..188, 244, 269
Baltimore &. Ohio Chicago Extension 316
Baltimore, Pittsburg &. Western Rail-

way 197
Baltimore, Pitisburg & Continental

Railroad 49
Baltimore and the West 141

Bankers of the World 50
Best Book for Everybody 243
Best Lubricating Oil 282
Best Railroad Signal in the World 390
Big Sandy Railroad to be Built 387
Bo»rd of Trade 129
Board of Trade—Report of the Jcint

Committee 15}
Bonds in Europe 100
Bonds as an Investment, Railroad 386
Bonds, Northern Pacific Railroad 387

Bonds, Railroad 275
BoBton Ac Albany Railroad 11

Boston. Hartford &. Erie Railroad 13
Bonds in Kansas 198
Bridges 36
Bridges, a New Mode of Fixing 348
Bridge Business in Cincinnati, and the

Interests of the City 305
Bridge at Parkershurg, Railroad 379
Bridge, St. Louis 34U
Bridge, Wonderful 290
Broadway Pneumatic Railway 43
Brooks Insulator 62
Building in Iowa in 1870, Railroad... 307
Building Stone, Artificial 339
Burlington, Cedar Rapids & Minne-

sota Railway 85,262, 403
Business Problem of the Hour 382
Business Prospects of the South 414
Cable System, Navigation of Kiversby 403
California, Railroad Work of 187u in... 125
California Silk 151

Canadian Pacific Railway 275
Canals, Free 309
Canal,Great Dutch 230
Canal from the Mississippi to Lake

Borgne 294
Canals, New York State 29
Canal Steam Navigation 69
Canal, Suez 78, 331
Canil, the Interoceanic 235
Carbolic Acid 228
Car Builder, National 170
Car Brake .Electrical 278
Cars, Freight 62
Cars, How to Unload 197

Car Trucks, Adjustable Gauge 198
Car Wheel, Rubber ! 252
Causes of Broken Axles 152
Cause of Rusliug of Iron 23(1

Cast Steel Works of Fried. Krupp 315
Cattle, Exports 164
Cemeteries, a Curious Substitute for... 11)2

Census, Ohio Cities in the 284
Central Water Line 86
Chamber of Commerce, Report of the

Joint Committee 155
Change in Railroad Officials 333
Chapter of Railroad History 211
Charlotte, Columbia & Augusta Rail-

road 124

C , H. & D. R. R Co. and the 3d of

May Election..

Cheap Fares
Cheap Freight Transportation by Rail

Cheap River Freights
Chesapeake &, Cincinnati Railroad

Survey
Chesapeake &. Ohio Canal 69, 142,
Chesapeake & Ohio Railroad. ...50, 93,

411,
Chesapeake At Ohio Railway Connec-

tion
Chinese Libor
Chinese, Railroad
Choctaw & Chickasaw & 35th Parallel

Railway
Choir, a New Kind
Cincinnati & Chesapeake Road
Cincinnati Connection with Chesa-

peake &0hio Railroad
Cincinnati & Dayto.i Short Line
Cincinnati, Hamilton & Dayton Rail-

road Company 6 ?
, 91,

Cincinnati At Indiana Railroad
Cincinnati, Indianapolis & Lafayette

Railroad
Cincinnati Industrial Exposition
Cincinnati Interests
Cincinnati, its Growth and i's Needs...

Cincinnati, its Growth, Manufactures
a:id Future

Cincinnati, its Wealth and Prospects..

Cincinnati, Lebanon & Delaware Rail-

road

82
355
365
2<)2

145

ISO

3fl4

253
156

165
219
57

re
liC

163
398

307
122
276

21)7

321

Cincinnati & Mackinaw Sl Stillwater
Valley Railways

Cincinnati & Newport Bridge
Cincinnati Railroad
Cincinnati, Railroad N<-eds
Cincinnati and its Railroad Interests..

Cincinnati, Richmond Ac Chicago Rail-
road Company .*.„..

Cincinnati, Sandusky & Cleveland
Railroad

Cincinnati & Springfield Road, Short
Line 249, 290, 29H,

Cincinnati Southern Railway 25, 139,

145. 146, 17l>, 331, 371,
Cincinnati Water Works
Circumterrestrial Telegraph
City Debts in the United States
Cleveland, Cjlumbus, Cincinnati &.

Indianapolis Railroad
Cleveland Iron Company
Coal Fields of British America, Ext -nt

of the
Coal Fields and ihe Future of Manu-

factures
Coal Shalt on the Ohio
Codify the Laws
Codorus Ore
Color Blindne*sin Railroad Employes
Combinations around Cincinnati, New

Railroad
Corning Hail way ;

Commerce of l incinnati
Commerce of Cities along the Ohio

River
Commerce of tl e United States. In-

ternal and External
Commissioners of Massachusetts, Im-

portant Report of Railroad
Compressed Air as a Motor for Subter-

ranean Railways
Conne-Jting Track of L. C. & L. Rail-

road aDd the L. & N. Railroad....
Consolidation oi Trunk Lines
Contract. Raihoad
Convention of Railroad Representa-

tives

Copper
Copper Poiaoning, Antidotes fur

Corporations, Hailway
Correction
Cost of Labor and Subsistence in the

United States

Cotton Manufacture in the South
Cotton Seed for Smyrna
Cytton Seed and its Uses
Cotton Trade of England with India...

Cultivation of Way Business
Cumberland & Ohio Railroad 155,

Curious Facts about Cupper
Curious Facts in regard to Sound
Cylinders in Narrow Gauge Locomo-

tives

Dayton Coal Road Survey
Dayton &: Cincinnati Short Line Rail-

road 91,
Dayton & Cincinnati Short Line to be

Built Immediately
Dayton, Stillwater Valley & Saginaw

Railroad
Death of Mr. A. II Lewis, late Vice

President of the O. &. M.Jtailroad
Death on the Rail ..;..>..

Death of Zerah Colburn. ...,'.£*.

Debt Statement .......

Debt Statement fur August.^.
Debt Sttement for July 1...1

Debts in the United States..;.*

Decision c*f Judge PeuneWell, its Con-
stitutionality Atbrmed

Denver Railroad Business
Depth of Rail Section
Details of Air and Supply Shafts

Directors and Officers of the Cincinnati
& Springfield Railway Elected....

10
ao4
169

361
108

174

268

316

418
390
230
66

100

52

133

?65
159

59
308
317

161

196
229'

14U

227

364
211
139

354
37

324
260
99

1P0

149

350

301
109

195
201
69
125

270
322

162
414

91

323
221
1F2
Gd

190
342
35
125

Directors of the Union Pacific Rail-
road, Repoitof the President 36

Discoveries and Inventions 308
Distribution nnd Extent of the Coal

Fields of British America 133
Distrib tiou of Public Lands. 126
Dover Straits 21
Duluth & Sioux City Railroad 3.#7

Dust 319
Dust and Cinders 284
Earnings from Jan. 1 to June I 149
Earnings of the Great New York Lines

for 1809
Earnings, Kailroad 363, 419
East River Bridge 125
Economy of Narrow Gauge Railways.. 317
Economy ot Steel Rails 68
Editorial Correspondence 1"8, 18ii, 1 94,

201,209, 218
Effects on the Country and its Pros-

perity 73
Ellect of the Earth's Rotation on Rail-

way Trains 198
Elasticity in Track and Rolling Stock 61
Electric Buoy 291
Electrical Car Brake 278
Election of Directors and Officers 316
Eleftric Signals 403
Enameling Slate , 349
English Railway? 3U0
English View of American Railways... i>29

Enterprising Men, the Trials 410
Erie and Atlantic & Great Western

IWilway 148
Erie, knglish War.... 43
Erie Railroi(1..11.2l, 4tj, JtlH 2 9,339. 122
European Cities, Growth of 86
European Powers. Military Strength... 221
Kurope. Railway System < f 347
European War and its Influence upon

the Trade of this Country 310
European War, Railroad in the Pre-

sent 237
Europe anil the United States Rail-

roads ii 203
Eveila^iing Short Line 250
Evil cf Cheap Fares 355
Explosive Materidt 94
Exports of Texas Cattle ]G4
Extraordinary Discovejy in the Ail

we Breathe 309
Fair, RailroaJ Arrangements for 190
Farming in Kansas Resultof 310
Fast J47
Fast Train i'olly 340
Ferguson Railroad Act J39
Fergu«on Railroad Bill jgo
Finances of Baltimore 37
Financial Condition of the Country.,.. 13?
Finances, .Naiionil 341
Finance and Trade 22, 09
Fires from Locomotive Sparks 317
Flexibility and Elasticity 246
Fluctuaiion of Securities 197
Furl Wayne &, Chicago Railroad 13
Foitunes of Railway Officials, How

they are Made 381
Fourteen States 109
France, Northern Railway 2J0
Free Canals 309
Free Delivery System 307
Freight Agents' Convention 78
Freight Car^, New 62
Freighis, Kiier.. 292
Freights to the West 220
Fulton, Texas 243
Future of Manufactures. Coal Fields... 365
Future of the Southern States 253
Gateway from the Atlantic to the Pa-

cific. Railroad 329
Gaoge for " The Railways of the Fu-

ture 1
' 299

Gen. Hiram Walbridge 354
General Ticket Agent, New 306
Geological Report.... 393



iv INDEX
Geologists and their Work in Ohio 385

Glass Paper Weights are Made, and
How 221

Glue which will Unite even Polished

Steel 292

Gold and Silver. American Product of
302. 317

Good Old Knickerbocker 334

Good Scheme 3~9

Good Sen-e 338

Gould and Fisk 84

Grain Depot, Pennsylvania Railroad.. 37

Grand Rapids & Indiana Railroad 274

Great Britain, Manufacture 310

Great Britain as a Money Lender 110

Great Circle Traveling 229

Great Convention of Railroad Repre-
sentative* 3>4

Great Dutch Canal 230

Growth nf Cities -. 378 3Hf»

Growth of Kurope.m Cities... £6

Hannibal & St. Jo-eph Railroad Com-
pany 166

Hartford <St LJrie Railroad rr 13

Hastings & Dakota Railroad 92

Ho! for Mackinaw : H5
Homes for All 34
Homogeneous Iron Rails 126

Hoosac Tunnel, Progress 160, 238, 34*

Hot Boxes 234

How can we Construct the Cincinnati

&C e*apeake Road - 57

H<.>w the Duration of a Flash of Light

ning is Measured. HO
Ho.v Fast can a Wheel be Mads to

Revolve 414

How Glass Paper Weight* are Made... 22!

How Phosphorus is Mido 102

How Steel Rail- are Made in Swansea 349

How thev Do Things in Georgia 243

How t Unload Gravel Cars 197

Hudson River Railroad Ace dent 421

Hun toon Governor 371

Illinois Central Railroad 59, 76 93

Illinois Central Railroad in Iowa. 307

Illinois. New Constitution 116

Important Railroad Connection 356

Important Railroad Meeting. 160. 187

Important to Railway aud Other Cor-
porations 260

Imporant Suggestions 34

Improved Method of Treating Wood.
for the "rodtftion of Paper Pulp 158

Improvement in Permanent Way 182

Indianapolis, Cincinnati & Laf iyette

Railway 373 394

Indianapolis Junction Railroad 3.2

India Rubber 285

Indian Rubber Car Wheel 252
Indian Territory 310
Industrial Agent of the Kansas Pacific

Railway
:

2P3

Industrial Kxposition, Cincinnati 122

Inclined Planes 42

Influence o: the War on American Se-

curities and Produce Market 209

Injunction against the 0. & M. Rail-

road 422

Insula ter, the B"Ooks 62
Interesting Antiquities 3-5

Interoc^anic Canal 235, 324

Iowa Railroads 36, 78

Iron. Cau^eof Rusting 230

Iron and Copper Mines acd the Com-
merce nf 18R9 70

Iron Manufactures 293

Iron Manu acture in Ohio 66

Ironton, Portsmouth & Cincinnati

Railroad 2:2
Iron Rails 126

Iron Railway Tie 341

Iron Region of 'Jhio 233
Iron Trade, War and the 293
Iron re. Wooden Railway Cars 349

Jacksonville, Pensacola& Mobile Rail-

road 164

James R ver & Kanawh 1 Canal 44

Jer-ey Railway, We t 14

Kanawha C-al Fields 45

Kansas Pacific Railway 75, 13-1, 164,

241 244 274, 340
Kansas Pacific Railway. A^ent of the 283
Kentucky Legislature 145

Kertuckv University 214
Knickerbocker Life Insurance Com-

pany 99.2:0,205 2*2. 354
Lake Superior 70
Lake Superior Railroad 91

Lamp, an Ingeni u 1* 278
Land-Grab^ and Land«Swindle* ... 134
Land Grants. American 158
Lar-d Grant Railroad 283
Land Grants t'» Railroads. Necessity

for Regulating 84
Land Grant "Swindles" 162
Law Concerning Putting Off Passen-

gers... 381
Leas** of the New Jersey Railroads hy

the Pennsy'vania Railroad 356
Leading Wheat States .".. 198

Leavenworth, Lawrence & Galveston
Railroad 374

Lebanon Short Line 370
Legislation Influence on 148
Legitimate Investment 381
Legislation, Railroad 74
Letter from Commissioner Wright 322
Letter from Engineer Lovest 188
Letter from Mr. John Campbell, of

Nova Scotia 133
Liability for Fires from Locomotive

Spjrks 317
Life Assurance 11
Life Insurance. 398
Lime and Mortar 347
List of Railroad Purchasing Agents... 295
Louisville Railroad Strategy... 202
Locomotives without Rails 292
London Street Railways 43
London Underground Railway. ...r 213
Louisville Canal 137
Louisville, C<nc'umati & Lexington

. Railrond 266
Loveland & Hamilton Railroad 29^
Lumber on the Pacific Coast , 229
Lyceum of Natural History 118
Mackinaw & Stillwater Valley Railways 10

Manners, Railroad 205
Manufactures of Great Britain 310
Manufactures of Iron 393
Manufactures of Tar Pavement 301
Marshall, Meeting at 135
Mason's and Dixon's Line 382
Massive Iron 135, 143
Material Progress of the South 150
Mechanic and Inventor Published at

Detroit 571
Medical Properties of Eggs 358

Memoranda Concerning Nails 126

Memorial of the Stateof Icwa 41
Meeting, Important Railroad 162

Meeting and Oners to the Cumberland
& Ohio Railroad to Sell out 202

Meritorious Invention 398

Metalino 227
Metals, Strength of 22
Metallic Paint 134

Metropolitan Railroad, Proposed v20

M :ami Valley, New Railroad in 315
Michigan Iron Works 237

Military Power, Railroads «s 226
Military Strength of European Powers -iil

Milwaukee & St. Paul Railway... 123, 131

Mines and their Development in regard
to Cincinnati... 345

Mines and Future of Sunday Cretk
Valley 225

Mineral Region of Ohio, and its De-
velopment 377

Mineral Resources of Sunday Creek
Valley 41

Mineral Wealth of Virginia and West
Virginia 118

Missouri Pacific Railroad 245

Missouri, Rtitroaclin 117

Mistake, a Great 410
Mitchell, Indiana, to be a Grand Rail-

road Junction 303
Mobile & Ohio Railroad 269
Mobile and New Orleans United by

Rail 3"7

Modern vs. Ancient Construction 234
Montana and the Northern Pacific Rail-

road so

Mortgage Bondholders, the Rights of.. 52
Mont Cenis Tunnel 143,235, 412

Mountain Railroad 197

Narrow Gauge Railways 150, 260, 261,

2?3, 330, 373, 379, 422

Narrow Gauge Railroads in America.. 355

Narrow Gauge Suspension Railway*.. -93

Narrow Gauire in Pennsylvania 357

Nerrow Gauze Railway*. Economy of 317

National Car Builder 1"0

National Kin noes 341

National Land Company 257

National Railway Co pany 142

Navigation of Rivers by the Cable Sys-

tem 403
Necessity for Regulating Land Grants

to Railroads 84
New Albany & St. Louis Air Line

Railroad 170

New American Stei-1 Atrain 308

New Application of Baryta 93

New Brid<res.,'.v 36
New Tivift oNftfrhev C 'pital 347
New EngiarinVHaiboads in 35

New Erie Sleeping Coaches* 339, 412

New Interest.... 135

New Jersey Central Dividend 381

New Jersey Railroad 142
New Jersey West Line Railroad 105

New Motive Power ,. 270

New Music 122.' 154, 219
Newport News, Va 156

New Railroad 162, 193

New Railroad Bridge at Parkersburg.. 379

New Railroad Combinations around
Cincinnati 161

New Railroad Enterprise 3 >7

New Rai'road in the Miami Valley 315
New Railroads of Ohio, and the Man-

ner of Making them..; 105

New Railroads and what they Propose 17

New Schemes in Ohio 93
New Silver Mmes 102
New Tariff 195
New Thames Tunnel..... 109
New Turn in AQ'airs 234
New Virginia Ctr 4^2
New York Central 99, 142, 152
New York Central Railroad Taxes 355
New York El. vated Railroad 196

New York Lines for 1869, Earnings of
the 13

New York. Railways into 341
New York Stare Canals 29
Nine Davs' Wonder 229
Northern Central Railway 34
Northern Pacific Railroad Bonds 387
Northern Pacific Railroad 65,226,270,

381, 401, 417
Northern Railway of France 220
North-western Railroads in Connec-

tion with Cincinnati 337
Ohio Cities in the Census 284
Ohio Mineral Region 217
Ohio Mines and their Development in

regard to Cincinnati 345

Ohio Railroads 169,316, 332

Ohio Railroad Laws 74
Ohio Railroad Movement in 9

Ohio River., Commerce of Cities along
the 285

Ohio River, its Tributaries, Commerce
and Navigation 81

Oil that Don't Freeze 371

Oil, Lubricating 282

O. & M Railroad. Death of Mr. A.H.
Lewis, late V ce Pr^s dent 162

Opening Excursion ol the Kansas Pa-
cific Railroad 244

Operations of the Free Delivery Sys-
tem 207

Organic Matter in Water 333
Oregon & California Railroad 99

Our Inland Seas 220

Our Textile Fab ics 110

Outlet from Celina Southward, Rail-

way •• *38

Pacific R'ilway 262, 333

Pacific Railroad of Missouri 117, 133

Passengers, Railroad 196

Peninsular Railway Company 13
Pennsylvania Central Railroad 346
Pennsylvania Railroad Company's 2^d

Annual Report 18

Pennsylvania andthe Erie 155
Pennsylvania Railroad Grain Depot,

West Philadelphia 37
Pennsylvania Railroad Going South.. 262
Pennsylvania Railroad, its Influence

in the Kentucky Legislature 145

Pennsylvania Railroad's Leases, a Mis-
take Corrected 51

Pennsylvania Steel Works at Harris-

burg 237

Personal 251, 363

Petroleum as a Fuel 358

Philadelphia &. Erie Railroad Lease... 198

Piketon. Railroad Mee'ing at 166

Piqua, St. Mary's & Celina Railroad
31)5, 313

Pittsburg & Chicago Railroad 154

Pittsburg & Connellsville Railroad 159,

163.213, 238

Pittsburg & Continental Railroad 49, 99
Pittsburg, FortWayne & Chicago Rail-

road 13, 52, 57. 331
Putting Off Passengers, Law Concern

ing 381

Pittsburg in a Nutshell 303
Pneumatic Passenger Cars n<Chicago 306
Pneumatic Railway 43
Pneumatic Transport Extraordinary.. 253
Point of Rocks Railroad 166

Polytechnic College Commencement . 107

Population of Cities 315
Populating Railways 78
Population. Railway 358
Population of the Country and the

Distribution of Public Lands 129
Potomac Railroad 143

Powerful Turhines 38
Power of a State to T ix Railroads 357
Prevent the Decay of Travel.. 197
Preservation of Stone 70
Preservation oT Timber 245
Principles of Tractive Power in Loco-

motives 2-i1

Printing of Stamps 411
Prohlem of the Hour 382

Proceedings on Change 137

Production of Lumber on the Pacific

Coast 220
Progress of Railroads 73, 157

Progress of the South, Material 150

Proposed Paris Metropolitan Ra'lroad 220

Proposed Ship Canal 70
Protector 411

Protecting Iron, 166
Provisions in regard to Railroads 116

Public Debt Statement 38
Puhlic Debt Statement for July 1 182

Public Finances, Statement 259
Public Lands and R dlrnad* 276
Pablic Lands of the United States in

reference to Products and Rail-

roads '13

Purchasing Agents, List 395
Pure Water 134

Quicksands Working in 222
Railroad Approaches to Cincinnati 121
Riilroads of Arkansas -38
Railroad Arrangements for the State

Fair 196

Railroad Bonds as =tn Investment 386
Railroad Bonds in Kansas 193
Railroad to be Built 116

Railroad Building.. 77
Railroad Building in Iowa in 1870 307
Ra'droad Business of Denver 342
Railroad Chinese 156
Railmad Companies not Bound to

Keen Open their Ticket Office Be-
yond the Time Fixed for the De-
parture of Trains 50

Railroad Compani-a, when Common
Carriers of Passengers by Freight
Tra'ns 19

Railroad County Subscription Decision 220
Radroid Earnings from Jan'y 1 to

June 1 149
Railway Enterprise 139
Railroad Freight Agents' Convention 78
Railroad Gates 339
Railroad Gateway from t.ie Atlantic to

the Pacific Ohio 329
Railway Influence on Legislation H8
Railroad Interests of Cincinnati 108

Railroad Items 14,82, 3). 46, 53, 126,

150, 166, 175, 182, 199, 206,222,
238, 254

Railway Law 14, 118

Railroad Legislation 74, 164

Railroad Meeting 180, 187

Railroad Meeting at Marsha 1 135

Railroad Meeting at Piketon 166

Railroads as a Military Power 226
Rdlroad Movements 298
Railroad Movement in Ohio .-. 9
Railroad Needs of Cincinnati-. 361
Railroads in New England 35
Railroad Operations in Virginia 103
Railroad Orders 123

Railway Outlet from Celina Southward 338
Railroad Passengers 196

Railway Populations , 358
Railroads in the Present European

War 23T
Railroad Progress 157

Rapid Prngrt ss of Cincinnati's Shortest

Line to the Atlantic 411

Railroad Prospects 116

Railway Reform 49
Railway Returns .... 197

Railroads in Russia 270
Railwaysand the Sea '80

Railway Signals 273, 340

Railroad Statistics 109

Railroad Stocks Watered 410
Railroad to the Stra">ts 421

Railway System of Kurope 347
Railroads their Growth and Future... 330
Railway Track 252
Railways into the :'»an3-Missi sippi

Country « 20
R ilroadsintheUniiei States 2i'3, 325,

38H.3-8 396,401, 413
Railroad Work of 1870 in California... 125

Railroads and What they Propose 17

Rates of Freights to the West 220
Reduction of Fares- 143

Reliable Knickerbocker 50
Remarks of Hon. Thomas Wrightson.. 25'

Reorganization of the Atlantic & G t eat

Western Railway 299
Reports of the Committees on Canals

and Transportation 129

Report of the Joint Committee of the

Chamber of Commerce and Board
of Trade 155

Report of th- Illinois Central Railroad
for the vear ISO'.1 76

Report of the President of the Union
Pacfls Railroad 36

Report on Transportation and Oi-^crimi-

nation in Rates and Freight 146
Report 6f Transportation Committee

of the B ard of Trade relative to

Facilities for Shipping Southern
Freight 187

Repudiation ofRailway Bonds in Min-
nesota .• 33©

Rea/gna'ion of Mr l/Hommedieu !55
Resu ts of One Discovery 298

I
Results of Farming in Kansas 310



INDEX.

. 14J

Resolutions of Cincinnati Merchants
Exchange

Retiring of Mr. L'Hommedieu as Pre
sident

Rights of Mortgage Bondholders..
Roads 77,

Road Engine
Ruckport b, Cincinnati Railroad
Rock port Railroad 105. 137,

Rockport & Northern Central Railroad
83, 90,

Rockport Triumphant
Rome. Watertown &Ogdensburg Kail-

road
Round the World
Russian Railway -.*

Salt Product of the Saginaw Valley
150,

Schenectady Locomotive Works
Separation of Wool Fibre ..

Severn, Great Tunnel Under
Shall the Tunnel be Made
Shenandoah Valley Railroad
Ship Buildins on the Clyde
Ship Canal. Proposed
Short Line 23.1, 2^4. 3C2. 309,

Short L nes, and Junction Lines and
Southern Lines

Short Line Railroad and its Connec-
tions

Signals, Electric

Signals. Raihvny ....273,

Signal in the World, Best
Silver

Silver Mines
Singular Arithmetical Fact ...

Sleeping C<*rs

Sleeping C*rs on the Albany & Sus-

quehanna Railroad
Sleeping Coaches, New Erie 339,

Small <',iuge Railroads
Soluble Glass in Painting, Use of

Something New 238,

South, Business Prospects

1G3
52
149

29
1F8
ig:i

97
llti

36
414
34

234
333
372
•109

198
160
70
370

193

185
4.3

340
390
337
102
2ij0

250

350
412
£91
2!'3

379
414

Southern Enterprise 202
Southern Items 139
Southern Pacific Railroad 138, 147
Southern Pacific Railroad Company

ofTex-s 314
Southern Railroad 177. 275, 277, 290, 378
Southern Railway, Cincinnati 25
Southern Railway Survey 34
Southern Transportat'on 30
Speed of the Telegraph 290
Sprin«fielri & Illinois South-eastern

Railroad - 182, 322
Springfield Short Line Railroad ....259,

338, 420
Stamps, the Printing of 411
Statement of Public Finances 259
State may not Share the Profits of a

Railroad Company 355
Statistics of Life 350
Statistics, Some Dreadful 414
Steel. Bessemer 157
Steel for Boilers 181

Steel Rails 140
Steel Rails, American 102, 308
Steel Rails, Economy of. 08
Steel Rails by a New Process of Manu

facture 165

Steel Kails are Made in Swansea, Bow 349
Ste-1 Type 317
Stocks Watered, Railroad 410
Stoves in the Cars 319
St. Louis Bridge 340
St. Loms and Chicago 38
St Louis and South-eastern Railway 286
Stillwater Valley Railway 10, 313, 359
Stone, Preservation of 70
Strength of Metals 22
Street Railways in London 43
Subscription Decision, Hailroad County 220
Submarine Lamps 101

Suburban Residences 42
Successful Ttst of a Novel Process in

England 828
Suei Canal 78, 334

Sunday Creek Valley, Mines and Fu-
ture 225

Sun's Radiant Heat, Remarkable Kx-
periinente 309

Suspension Railways, Narrow Gauge 293

Susquehanna Railroad 30
Synopsis of the Amended Patent Law 2
Tar Pavement, Manuf icture of, 301

Taxes, New York Central Railroad 355
Telegraph 325
Terminus of the Southern Pacific Rail-

road. Atlantic 283
Tennessee Railroads 122

Tennessee Roads to be S<dd 27d
Through the Virginia Valley 277
Tide Theory of Earthquakes 101

Timber, Preservation of 245
Titusville & Tidioute Railroad 204
Traffic in Europe 102

Tramways 293
Trans-Mississippi Country, Railways

into 20
Trans Russian Railway '34

Trials of Enterprising Mpn 410
Trials and Troubles of a Railroad Man,

Short Line Indignation 372
Tunnel under Dover Straits 21

Tunnel, Mont Cenis 143, 325, 412
Tunnel, Short Line 371

Tunnel under the Severn 372

Tunnel be Made, Shall the 4C9

Tunnel, the New Thames 109
Twenty third Annual Report of the

Pennsylvania Railroad 18

To Clear a House of Vermin 333
Tn Reproduce a Beautiful While on

Flannel Goods Turned Yellow ly

Age 230
Union Railroad Depot 316

Union Pacific Railroad 36
Union Pacific as a Legitimato Invest-

ment 381

Unit of Length 261

United Railroad Companies of New
Jersey 148

United States, Railroads in 2<'3, 325,
380, 3H^,39i, 404, 413

Use of Soluble Glass in Painting, 893
Utilizing the Canal 331
Valuable Railway Connections 270
Vermin to Clear a House 333
Virginia 61,62, 188
Virginia City, New 402
Vicksburg, Decatur & Cincinnati Rail-

road. 123
Virginia. Mineral Wealth of 118
Virginia Notes 178, 180.194,801,209, 218
Virginia, R-.ilroad Operations in 108
Virginia Valley, Through 277
Voice and Sound 22'
War and the Iron Trade 493
Washington A Ohio Railroad 881
Water Lne, Central 59
Waterproof Glue 385
Waterproof Paper 302
Water Trough, theRailro.d 285
Waterworks, Cincinnati 390
West Jersey Railway 14
Western Rural, an Office Opened at

Columbus ?3l
What Shall Cincinnati Do Now 33
What do wo Import, and How a e we

to Pay for it 153
What's in the Wind 353
What Southern and South-western Vir-

ginia is Doing for a R lilwav Con-
nection between Norfolk and the
Ohio Cities, 270

Wheat States 198
Wheel be Made to Revolve. How Fast 414
Wheeling, Hopedale & L. S. Railroad 279
Whitman's Improved Railway Sleeper 245
Wonderful Bridge 2'0
Wool Fibre. Separation of 333
Working Coal , 62
Working in Quicksands 223
Xenia Meeting '10









THE RAILROAD RECORD. 9

E. D. MANSFIELD, .... 1 -.,,„„„
T. WBIGHTSOJNT, }

Editors.

"W. A. IHIKSEIiL, Associate Editor.

CINCINNATI, - Thursday, February 24, 1870

PUBLISHED EVERY THURSDAY MORNING,

By Wriyhlson <& Co.,

OFFICB-No. 167 Walnut Street.

Subscriptions—%'& per annum in advance.

ADVERTISEMENTS
A square is the space occupied by ten lines ~f Nonpareil.

One square, single insertion 3 2 to
** *

4 per month 5 00
'* " six nionlbs 15 lltl

*' " peraununi .*„ 25 00
'" column. single insertion 7 INI

" " pel month 14*0
" ** six months 55 OU
* " perannum 110 IKJ
*' page, single insertion 25 on
" " per mjLth 40 (HI

*• " six mouths 135 00
" " per annum 240 00

Cards not exceeding tour lines, $7 00 per annum.

WRIGMTSON Jfc t:C, Propr's.

Tile Railroad Movement iu Ohio.

For ten years past, Obio has had scarcely

any railroad movement. This has been the

case also with all the older states. After the

shock to railroads given by the commercial

Revulsion of 1854, almost no new railroad en-

terprises were undertaken in the eastern or

central states. There was, indeed, no need of

any lor several years, for such states as those

of New England, New York, Pennsylvania,

Ohio and Indiana, were, for their population

and surface well supplied with railroad facili-

ties. Railroad making flowed on to the new

states of the North-west, and there railroad

construction has been very active, and is still

going on.

But, ten years makes a great difference in

this country, and now Ohio, Iudiana and

Kentucky are entering upon a new career cf

railroading. Perhaps it will be interesting to

trace out Borne of the new enterprises in

Ohio:

1. The completion of the Marietta &, Balti-

more road Can not be called a new enter-

prise; but there is doing, and is to be done,

much that is important in regard to this road.

The Marietta road was not, originally, finished

into Cincinnati, but leased the Little Miami

track, until within the last two or three years.

Then it made a track to within eight miles of

Cincinnati, and used the Hamilton and Day-

ton. Now, it is making ttiis eight miles of

its entrance into Cincinnati, which will soon

be completed. Then there is the bridge over

the Ohio at Parkersbnrg, which will be a very

important work. When these improvements

are made, the Marietta road will be completed,

so far as one track is concerned; but all our
trunk lines of road will have to double track

their roads, for freight can not be carried

safely in such immense quantities as is car-

ried without double tracks.

2. The Pan Handle road is, we hear, mak-
ing an improvement in its line, which will

make, comparatively, a new rouie into Cincin-

nati. Recently the Pennsylvania road, which
is the same except in name, with the Pan
Handle, bought Hie Wilmington & Zanesville

roau, iro-jj Zanesville to Cincinnati, and are

now constructing a new link from Dresden
(on the Pan Handle) to Zanesville, about lb'

miles. This makes a route from Pitlsburg to

Cincinnati via Zanesville. We aie told

there is no considerable difference in the dis-

tance, so that the Pennsylvania road will have

two routes through the interior of Ohio, Irom

Pitiaburg to Cincinnati, and both offenno-

great local advantages, iu the meanwhile,

the Pennsylvania road has leased the Little

Miami, b i that now the P •nusylvaiiia road

has an uncontrolled trunk hue trout Philadel-

phia to Cincinnati. it is also building a

bridge over the Ohio at Cincinnati, which

will connect it with the Louisville Short Line,

and thence to Memphis.

3. The Hocking Valley Ruad. This is a

new road, put in operation in the last year,

from Columbus to Nelsouville, in order to

penetrate the best portion of the mineral

region, and supply that part of this State, iu

the vicinity of Columbus, with coal, as well

as commercial facilities for the Hocking Val-

ley. This road passes through Lancaster

and is 62 miles long to Nelsonville. It is in-

tended, we presume, to go on to Athens, a few

miles farther, and finally connect with the

Baltimore road.

4. We now come to the road we have

several times cpoken of, viz : the Chesapeake

& Ohio. The moment it was well understood

that this road would be made, and thus con-

stitute a new through line to the Atlantic, a

profound interest sprung up in those parts of

Ohio, which might be expected to connect

with it. The first iu the field was Columbus,

and its neighbors. Meetings have been held

at Columbus, Circleville, Chillicothe, etc.,

with the view to make a railroad from Colum-

bus, through a portion of the Ohio Valley

to Ironton, or to South Point, connectino-

with the Chesapeake & Ohio. For this pur"

pose a charter has been taken out, and there

seems to be little doubt lhat such a road will

be made, as soon as the Virginia road actually

reaches the Ohio. For the region of country

through which it passes is very rich, and has

the greatest possible interest in a road which

shall go down from the Scioto Valley to the

Southern Atlantic.

But, the most important connection with

the Chesapeake & Ohio is that we have spo-

ken of to Cincinnati. If we except the

"Southern Road," Cincinnati has no railroad

interest greater than that she has in the

Chesapeake k Ohio Railroad. The whole

South-eastern Atlantic, even to Charleston,

may be connected with that road, so as to

concentrate the business of the Ohio Valley

with the houth-easiern Atlantic through Cin-

cinnati. Make a direct trunk line from

Cincinnati to Norfolk, and Chicago, Toledo,

St- Louis—the whole noilh and west of us

—

must come to Cincinnati and pass over that

line. Take a map and examine it and you

will see, reader, that this is a fact.

Cincinnati has long needed, and has

longed for a railroad line to the Carolinaa

and Virginia. If we can not go through Ken-

tucky, the Chesapeake & Ohio offers a very

good line, connecting at various points with

roads leading through the Carolinas. We look

to this new line as likely to be, in all respects,

one of the greatest and most profitable rail,

road lines in this country. It will be made

cheaper than any other trunk line, and there-

fore will afford its proprietors a large margin

for net profits. It will be made where there

is almost no competition, and to that part of

the Southern Aliantic where there is most

need of western products. Take all these

things into view—cheapness of construction

—

little competition, and the need of western

products, and we think we shall be fully justi-

fied in our proposition : that this road will do

an immense business, and be very profitable.

And now the question is, how shall it be

connected with Cincinnati ? Here again

there have been active movements. Meetings

have been held along the whole line—a gen-

eral meeting at Poatsmouth, and numerous

local meetings. There are four different

routes proposed for the line from Cincinnati

to South Point; or rather to a connection

with the Chesapeake & Ohio road.

1. There is the river route. This would

follow the river from the connection to Ports-

mouth ;
thence, on the bank of the river

through the various villages to the Little

Miami, and thence to Columbia and Cincin-

nati. This is entirely a river route, and is

accompanied with sume disadvantages in cost

and distance.

2. The next route considered, is from Ports*

mouth on a direct line through Adams, Brown

and Clermont counties to ihe city. This wil'

go through the best part of those counties

—

is the shortest, and can, probably, furnish the

most means.

3. The third route is a cpmpound of these

two. It proposes to go from Portsmouth on

the river to Manchester, thence up on the last

route, and this line is claimed to be the easi-

est and cheapest.

4. There is still another route, but wholly

different, because it leaves out the river coun-

ties. This takes the old Hillsborough route,

and goes through Piketon to Jackson, and to

Kanawha. This is not, at all, the same

scheme with the other; because it leaves out.
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of view the advantages, which have been de"

sired lor many years, of a railroad through

the river counties. It is doubtful, also,

whether the Baltimore road will permit any

use of their line from Hillsborough to Cincin-

nati for another trunk line. In addition to

this, we may add, that the parties interested

in the Portsmouth road, have taken out a

charter, with a capital of $t,000,000, so that,

in all probability, the road will be made on

the direct line, through the counties of Adams,

Brown and Clermont. In any event, it will

be of most signal advantage to Cincinnati,

and make a new era in her southern trade.

We had intended to mention and describe

two or three other lines of road, proposed to

be in Ohio ; but this article is already long

enough. We intend to take up the subject of

Ohio and Indiana roads, and give a review of

them. The result will show, that these new

states of a new country have made more

great works of civil and commercial interest,

than have any other similar community since

the world began.

The Cincinnati & Mackihawand Stillwater

Valley Railways.

A writer in a Northern paper, evidently

well posted in railroad affairs, speaking of the

movement in the Stillwater Valley for the

purpose of constructing a railroad from Day-

ton to some point north-westwardly, not yet

defined, says: "There is real merit in this

scheme. It has the elements of success, and

only requires an experienced executive head

to place them in a practicable working or-

der." And then he goes on to show, very

clearly, we think, that the Cincinnati & Macki-

naw road (of which we have written so much,

and still persist in asserting must and will be

made), will be very likely to reach Dayton by

this Stillwater route.

A glance at the map will convince any one

of the correctness of this position :

1st. Because it is shorter, by several miles

—

always a matter of great consideration.

2d Because the Stillwater line must reach

the Cincinnati & Mackinaw line before it is

extended very far; and each bein^ necessary

to the other, they will be combined and man-

aged as a unit, and thus an independent

outlet will be afforded to this great Northern

enterprise.

3d. Because cost of grading, directness,

accessible material for the construction of

such a work, and gradients, are all in favor

of the Stillwater route.

These three items are of great moment, and

would weigh heavily in favor of the new line

if there were no other reasons. But if these

be considered, the further facts, that the coun-

try through which this new line is proposed

is more fertile now, very much better im-

proved, containing a larger population, in

every way richer than that upon the other

route to Greenville, and entirely without di-

rect railway connections with the country

north and south of it, there can't be a second

thought but that the true course for this im-

portant road has been finally found.

From its inception, the Cincinnati & Macki-

naw road has been crippled by entangling

connections with roads south of Greenville,

that commanded the situation from that point

to this city.

Sweeping down through the center of the

lower peninsula of Michigan, and straight

through the north-western tier of counties of

Ohio to Greenville, in Darke county, and with

a country to sustain it that in extent and re-

sources is unsurpassed in this part of the

West, it is a splendid line, and a work that

promised as well as any in the country. But

at Greenville it was hedged in, and had either

to follow the meanderings of the present Day-

ton & Union road to Dayton ; or worse, a route

from Dodson's Station on that road to Car-

lisle, in Warren county, and there it was

stopped by the C. H. & D. road—or what was

nearly as bad, it could have passed on to

Eaton, in Preble county, where it was checked

again by the Eaton, Hamilton & Richmond

road. It seems to have been blocked every-

where.

A correct policy would have determined

the line to Eaton, and there have merged the

Eaton & Hamilton road into the greater work.

And to reach this city from Hamilton, if

terms fair and certain had not been granted

it, a bold and correct manager would have

crossed the river, and found a southern ter-

minus for this long line of road in the cen-

tral or north eastern side of this city.

Or, being foiled in this, the next best, and,

perhaps, all things considered, the better

course would have been to leave the direct

line at or near Celina, in Mercer county, and
crossing the lands dividing the waters of the

Wabash and Stillwater, pass into the Still-

water Valley, and follow the easy decline to

Dayton, and thence into this city by a line

east of the Great Miami river.

These were the only escapes from the diffi-

culties we have narrated. They were not

taken, and the work has been feeble from the

beginning. Some years since the grading

reached Greenville and stopped. The only

progress upon the line since has been north-

ward, as far in Ohio as Van Wert, upon the

Pittsburg, Ft. Wayne & Chicago road, and in

Michigan, from the junction of the M. S. &
N. I. road to Lansing, and it is still progres-

sing north of that place, and we believe now,

more than ever, that it will go steadily on un-

til it reaches the Siraits of Mackinaw.

Aside from local troubles that are always

the fate of a weakened scheme, and of which

we know nor care nothing, this grand project

never had the benefit of a head, and, until

lately, it seemed as though it was never to en-

joy that blessing.

But time and events are curing the inisfor- '

tunes that have pressed so heavily upon this

road. The surveys now going on upon the

Slillwater Valley line will open the way to

let it into the Valley < f the Miamis, thence it

will as naturally find its way to the Ohio, as

the Miami rivers do.

This will give it the long-desired and much-
needed head.

In the meantime, the Northern Pacific Rail-

road, that is already a " forgone conclusion,"

will advance rapidly, and attract attention to

the Lake Superior country. This will facili-

tate the completion ot the Michigan part of

this road to its Northern terminus, the Straits

of Mackinaw, and thus will be finally worked

"at, the Cincinnati & Mackinaw Railroad in

its best possible direction, and, in the main, as

we advocated it twenty years ago

The building of the Chesapeake & Ohio,

and the Southern rc^ad, will add immensely

to the importance oi this Northern scheme, as

will be patent to any one who reflects a mo-
ment upon their relative positions. They are

indeed complements of each other, and neces-

sary to that system of North and South rail-

ways that sooner or later will be carried out.

We have a few words of advice for the

friends of the C. & M. and Stillwater roads

that we believe they will do well to heed:

1st. Let the Stillwater scheme be advanced

with the aim of being part of the' great main
line.

It will be of no value otherwise, and will

not be built as soon, if at all, unless it is so

merged.

2d. Let the Cincinnati & Mackinaw Com"
pany recognize the Stillwater undertaking,

and hereafter adhere to it as the means by
which their road shall reach the Miami Val-

ley. Keep " an eye single " to this line, and

under no circumstances deviate from it.

What is thrown away is nothing compared

to the advantages that will be gained by this

new connection.

Such a policy will give the company strength

in every step they take, and at a time not far

distant, we believe it will command five hun-

dred miles of road that will do an enormous

and profitable local traffic, having its South-

ern terminus in connection with the shortest

and best line to the sea, and roads leading to

the Gulf of Mexico, and its Northern termi-

nus with the Northern route that leads to the

Pacific ocean.

The Chief of Engineers reports to the Sec-
retary of War that Middle Rock, New Haven
harbor, has been partly removed, so that the

depth of water over it has increased from
nine to fifteen feet; $10,000 will be required
to make it seventeen feet, the depth required.

The removal of Southwest Ledge and inter-

mediate rocks, in the same harbor, will cost

$55,000.

fl@"*The Slate debt of Rhode Island is

stated at $2,927,500.
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Life Assurance.

In looking over the reports of the various

leading Life Insurance Companies of this

country, we find on the whole that they are

generally prosperous, and that they are ex-

tending their business with great rapidity.

Some of the new companies organized in

the East, " with all the modern improve-

ments," are pushing their way through wiih

most commendable energy, and promise to

reach within a short period the enviable posi-

tion of the older establishments.

In this country, we may expect, within a

few years, to possess the most extensive and

the safest Life Assurance system in the world.

Our great Life Companies are so progressive

and withal so elastic, that they modify their

government as developments and experience

demand, and thus they keep up with the

times, insuring to the policy holder the great-

est possible advantages consistent with their

own safety.

It would be a curious piece of history in

the rise and progress of Life Assurance, to

show how and where the changes in their or-

ganizations have taken place. flow they

have all been, from close corporations out,

to the people who were concerned in them.

Some day this will be written, and it will

show the Republican tendency of corporations

in this country, and that our people are the

most intelligent upon this system of security

as well as the best secured in the world.

We have just reviewed the last exhibit of

the Knickerbocker Company, of New York,

and, although we do not propose to discrimi-

nate against other such associations, we must

say that, in all that goes to make up a pros-

perous, safe and reliable company, the Knick-

erbocker is far ahead of many others, and

surpassed by none.

Its management is the most enlightened

the country affords, and all its affairs are

upon such a solid basis that its advance and

prosperity comes as natural and easy to it as

the flow of the waters to the sea. What its

advantages are to the policy holder, and the

long array of figures that have passed the cri-

tical review of the Actuary, and that shows its

pecuniary condition, are given in the pamph

lets and circulars scattered broadcast among

the people. We can now only call the atten-

tion of the public to them, believing that,

upon an examination, they will reach the

same conclusions concerning this Company

that we have.

—At a meeting of the Presidents of the

freight lines leading from Louisville, the tar-

iff was reduced from sixty to fifty cents on
the fourth class, and the fast freight compa-
nies running over these lines resolved that

they would abide by the rales agreed upon by

the above officers.

B@-Nevada, in 1869, produced $13,815,000

of treasure.

The following circular from the Presi-

dentof the Erie Railroad, which, if strictly ad-

hered to, we commend to other companies

throughout the country, as a just and sure

means of enhancing the interests of their

roads, as well as that of their em-

ployes, by giving to all connected, an
equal opportunity of procuring that prac-

tical knowledge which is indispensably

requisite to good management. The pre-

cedent which it offers, not only deserves the

attention of other kindred corporations, but

it should be recognized by and followed by

the Government in procuring officiating mo-

tive power in all its departments :

" The Erie R. R. Co , President's Office, \
New York, January 31, 1870. J

"Hereafter there will be kept in the Gener-
al Office a careful and complete record of
all the employes of this company, showing
the date when each entered the service, posi-

tion first engaged in, and date of any promo-
tion or change, together with a memorandum
of any special service, or meritorious or other
noteworthy act performed, and classified, so

near as may be according to the respective
qualifications of each party.

"This record will be for the purpose of

laying the foundation of an intelligent sys-

tem of promotions in each department, so
that those occupying the lowest positions

may, by sobriety, industry and efficiency, at-

tain the highest in the service of the company.
As a consequence of this system, no person
will hereafter be taken into our employ, ex-

cept to fill up a gap, without being first em-
ployed at the foot of the scale, where they

will have the opportunity of competing with
the present employes in working their way up.

"Heads of Departments, Division Superin-
tendents, Master Mechanics, Masters of Car
Repairs, Superintendent Bridge Department,
Superintendent Telegraph, Engine Dispatch-

ers and others, will hereafter be governed by
this principle in making appointments to fill

vacancies, or supply new positions. They
will also, soon as practicable, have one of the

accompanying blanks, giving a history of ser-

vice, filled up for each and every person em-
ployed under their direction, and send to me
properly certified, and in future promptly no-

tify me of all resignations, removals, promo
tions and appointments, and of all note-wor-

thy acts, in order that the record may be cor-

rectly kept, and the whole property overlooked
by some person who will be designated to

take charge of this Roll of Honor.
Jay Gould, President."

The Boston & Albany Railroad.

The result of the operations of this road,

for the year ending Nov. 30, 1868, and 1869,

is shown by the following exhibit :

1868. 1869.

From passen-
gers $2,290,568 41 $2,557,592 33
" freieht 3,410,892 76 3,861.052 32
" mails, etc.. 373,143 85 377,811 12

—It is said to be the determination of the

Lansing, St. John and Mackinac railroad

company to commence the grade on the line

this spring, if assurances can be obtained
that will secure the iron and equipment, and
President Steele, of St. Johns, has been au-
thorized to make negotiations.

—The Supreme Court of Pennsylvania,'

Feb. 24th, decided against the Atlantic and
Great Western first mortgage bondholders, in

the matter of the lease of that line by the

Erie Company, and the lease ha3 been con-

summated. The Erie Company now control

the line from Salamanca to Cleveland and
Cincinnati-

Passenger trains are now passing regularly

over the bridge at the Falls of the Ohio.

Expenses, viz

:

Repairs of road-

6,074,605 02 $6,796,455 82

$653,812 76 $857,336 57
350,856 75 413,510 54
542,961 46 571,008 42

" engmes...
" cars
" buildinss,

ferry etc.. 224,533 50 254,033 70

Transportatio n

exp 2,328,006 15 2,625,774 33

General exp.... 56,002 19 56,663 15

$4,156,172 81 $4,778,326 71

Net balance $1,918,432 21 $2,018,129 11

From this de-

duct

:

Interest on

State loans
and exch's.... $247,948 07

One per cent.

to si n k i ng

fund 55,100 00

Ten per cent.

dividends, in-

cluding Gov.

tax 1,648,842 08

Dividends and
Gov. tax,
Pittsfield and
North Adams
Railroad 27,000 00

1,978,890 15

Surplus not divided $39,238 96

Total surplus of contingent

fund, Nov. 30,

1868 $1,717,056 21

Less payment
to Great West-

ern R. R., and
balance of

revenue tax... 3,520 82
i. 1,713,535 39

Contingent fund, Nov. 30,

1869 $1,752,774 35

SINKING FOND.

Value of Massachusetts sink-

ing fund, Nov. 30, 1868 $1,925,377 42

Contribution in '69.. $55,100 00

Earnings in 1869 ...2 1 1,860 52
266,960 62

Paid £90.000 due Oct 1, 1869

$4:80. $432,000 00

Premiums on ex

change 95,106 91

$2,192,337 94

527,106 91

Amount of fund, Nov. 30, '69... $1,665,231 03

Value of Albany sinking fund,

Nov. 30, 1868 $603,107 15

Earnings in. 1869... 29,753 39

$632,860 54
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Interest paid in'69. 33,300 00

$599,560 54

Bonds paid in '69.. 93 000 00

Value of fund, Nor. 30, 1869.. 506,560 54

Value of both funds, Nov. 30,

1S69 $2,171,791 57

It will tbus be seen that there has been,

in 1869, an increase in the gross earnings ol

this road, over those of 18b8, of $721,850 80,

while the expenses were also increased $622,-

153 90; leaving the net increase of earn-

ings, $99,696 90. This result is not as favora-

ble as might reasonably have been expected

from the very large increase of the gross re-

ceipts, but is fully explained by the very large

amount expended in repairs, new engines
j

etc.

The following abstract from the report is

interesting, in showing in more minute de-

tail the operations and purposes of the man-

agement :

The sterling debt has been reduced by the

payment from the sinking fund of £90,000,
tbat amount having fallen due on the 1st of

October last; and there remains in the hands
of the Commissioners of the fund the sum of

$1,665,231 03, for the further liquidation of

tnat debt. Of the Albany City Bonds, $93,000
have been paid and canceled during the past

year, and the Commissioners of that fund
have in hand cash and securities more than
sufficient to meet the outstanding bonds.
The dollar bonds have also been reduced by
the payment and cancellation of $44,500.
We have laid, in the repairs of track dur-

ing the past year, 9,281 tons of new rails,

1,000 tons of which were of steel, from the

works of John A. Griswold & Co., of Troy,

N. Y., and our track was never in better

condition than at the present time. We have
also effected contracts for 4,000 tons of steal

rails for early delivery next Bpring.

The equipment of the road has been in-

creased by the addition of 23 first class en-
gines, eight of which are in substitution of

an equal number sold or broken up; the ac-

tual complement of engines beina increased

by 15, tbus furnishing us witb motive power
fully equal to present needs of the business.

We have also built and purchased 20 passen-

ger and baggage cars, eight or which belong
to the Boston and New York line, and to the

freight equipment 428 new cars have been
added.

Qy reason of the elevated location of our
road, and its thorough drainage, we have suf-

fered, until the past year, but little from
freshets; indeed, the whole damage from
that source, since the road was opened for

use, would not, it is believed, equal that oc-

casioned by the extraordinary rains of Octo-
ber 4lh, when the destruction of culverts,

bridges and embankments, was so extensive
that, with all the force and material which
it was possible to command, we were-unab-le
for three days to pass a train over the whole
length of our road. The damages have, in

the main, however, been repaired, and the

superstructures rebuilt. At Wilbraham, where
the most serious difficulty was experienced,
the work of reconstruction is already in an
advanced state. The masonry for the culvert

the foundations of which are about seventy
feet below the rail, is being replaced wilh

hammered stone, in a most thorough and

bu stantial manner, and in the course of a
few days the work will be ready to commence
the filling.

The property of the corporation at East
Boston, made doubly valuable by its close

connection through the Grand Junction road,

with our main line, is now being rapidly de-

veloped. During the past year, the docks
have been dredged and improved, the

wharves and storehonses renewed and put in

good condition, and an elevator is being
built capable of storing about 380, C00 bushels

of grain, and so situated as to discharge the

products of the West directly into the holds

of vessels for foreign export. These wharves
are now accessible to all the railroads ter-

minating in Boston, the approach to tbem,
however, is now, for a short distance, over a

portion of the Eastern road. A location for

an independent connection has been made,
for the completion of which some further

outla " may be necessary.

In the city of B >ston large and valuable

additions have been made to the real estate

of the corporation in the immediate vicinity

of the depot, and at Albtm extensive car

shops are in process of election upon the ter-

ritory of the corporation, recently enlarged by

purchase for that purpose. When these im-

provements are compieled, the ground at

present occupied by workshops in the city,

will afford room for ampler accommodations
for engines.

While these and other improvements have
been steadily pressed, with a view to the im-

mediate wants of' the corporation, we have
not been unmindful of the claims which the

future will make upon us, and that full pro-

vision against any exigency might be se-

cured, we have availed ourselves of the au-

thority given by the last Legislature, to pur-

chase of the Commonwealth fifty acres of the

South Boston Flats. This contract was
closed with the Harbor Commissioners, the

duly authorized agents of the Commonwealth,
late in the season, and no steps have as yet

been taken for its development.

From the rapidly increasing volume of

tralfic over the road, and the well recognized

importance of speed and regularity in its

transportation, the attention of the Directors

has been called to the inadequacy of the

oridge over the Connecticut iiiver, at Spring-

field. The superstructure of this bridge is of

wood, and as at present constructed, its piers

will not admit of more than a single track.

To provide, as far as possible, against any in-

terruption to business, which might result

from these causes, the Directors have resolved

to begin early in the coming season upon the

construction of a double track iron bridge.

The inadequate accommodations afforded by
the passenger depot at this point to the trav-

eling public, has also engaged the serious

consideration of the Board
;
and, although

the subject presents peculiar difficulties, it is

believed that out of the several plans now
.under advisement, one will be adopted in

which the necessities and convenience of

both the public and the various roads inter-

ested may be satisfactorily met. This im-

provement may lead to the necessity of

changes in the present workshops and freight

arrangements of our road at that poitit.

At Worcester, also, the insufficiency of our

passenger depot accommodations is becoming
more and more apparent. Negotiations ure

now pending between the different roads in-

terested and the city of Worcester, for the con-

struction of a Union Passenger Depot, and

it is hoped before another season shall have

passed, some plan will be matured for its ac-

complishment.
A charier has been c blained for the erec-

tion of a new bridge over the Hudson river,

at Albany, and it is contemplated to begin

upon the work during the comins season.

In locating the bridge, special reference will

be had to securing ample and convenient

depot accommodations on the west side of the

river.

The equipment consists of 159 enginea, 114

passenger, 37 baggage, and 2,762 freight

cars, besides 137 gravel and 100 hand cars.

In addition, the Company own considerable

over one-third of the equipment of the New

York & Boston Express Line,.

The cost of the Boston & Albany, Albany
& West Stockbridge and Hudson & Boston

Railroads, to November 30, 1869, has been as

follows

:

Boston & Albany Railroad $14,040,194 60

Equipment 2,597,837 78

Albany & West Stockbridge

R. R 2,411,055 75

Hudson & Bosion R. R 203,036 01

West Stockbridge R. R. stock. 13,000 00

Grand Junction R. R 1,051,980 33

Total.

BALANCE SHEET FOB

Cost of road and equipment..

Hudson River Bridge

Notes receivable

Materials

Cash
Real estate and lands -

Ledger balances due from in-

dividuals and corporations.

Commissioners of Massachu-

setts sinking

fund $1,665,231 03
Trustees of Al-

bany sinking

fund 506,560 54

.$20,317,032 47

1860.

$20,317,032 47
175,000 00
796,791 04
695,620 45
337,425 12

100,270 80

239,734 54

2,171,791 57

$24,833,665 99

Capital stock, 164,116 shares. ..$16,411,600 00

£337,400 sterl'g

b'ds, at $4 80 $1,619,520 00

Albany bonds... 500,000 00

Dollar bonds.... 753,500 00
. 2,873,020 00

Unclaimed dividends and in-

terest 20,800 09

Dividend No. 4 863,257 89

Accumu 1 a t e d
sinking fund

profit $1,807,819 86

Less premium
paid on ex-

change 95,106 91

$1,712,212 95

Contingent fund 1,752,774 35
3,464,987 30

Loan acct. Baring Bros. & Co 1,200,000 00

$24,833,665 99

President.—C. W. Capin, Springfield.

Vice President— D. Waldo Lincoln, Boston.

General Superintendent—C. O. Russell,

Springfield.

Ass't Superintendent—Abraham Firth, Bos-

ton.

Asst Superintendent—J. B. Chapin, Al-

bany.

Treasurer— C. E. Stevens, Boston.
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Pittsburg, FortWayne and Chicago Rail-
road.

A misapprehension seems to exist in regard

to the arrangement by which the road is

operated under lease to the Pennsylvania
Railroad ; and it has even assumed a form in

one of our railway contemporaries which does

great injustice to the experienced managers
of this admirable line.

It is proper, on this account, to state that

the road, in its operating management, is

perfectly independent. Its company organi-

zation is maintained ; and its various officers

and agents perform their duties precisely

the same as before the lease

The entire interests of maintenance and
operation are still vested in J. W. McCul-
lough as General Manager, who is represen-

ted by C. E. Gorham and J D. Lavng,
Superintendents of the Western and East-

ern Divisions, respectively. These officers

have in charge the entire work of maintain-

ing and operating the line. Each division

has its master mechanic; while one master

car builder has charge of car building and
repair upon the entire line. In the various

agencies of the road the old system, and
the old officers are also retained—F. R. My-
ers, Gen. Pass, and Tiek. Agt ; W, C. Cleland,

Gen. Westn. Pass. Agt.; W. P. Shinn, Gen.
Fr. Agt.; R. C. Meldrum, Gen. Westn. Fr.

Agt. All these officers, (Messrs. Myers and
Cleland having entered service along with Mr
McCullough in March, 1864,) independent in

their spheres, under the supervision of the

General Manager, bring to the road the full

advantage of their experience on the road,

and their knowledge of the conditions of

suscessful business in their various fields.

Maintaining thus its own organization and
spirit, doing its own work "in its own way,
the road, after paying all operating expen-
ses out of gross earnings, turns over the

balance to the Penn. Railroad to be dispo-

sed of in accordance with terms of the lease.

\_Railway Review.

The Peninsula Railway Company.

We have received a copy of the report of

the President of this Company, dated at Bat-

tle Creek, Jan. 19, 1870 The condition of
the Company's affairs are represented as fol-

lows;

Subscription to capital stock $284,025 00
Municipal aid voted 285,060 00

Total $569,025 00

Collections made on subscrip-

tions $190,916 69

Municipal bonds 156 206 00

Total collections. $347,116 69

ASSETS.

Unpaid subscriptions $93,108 31

Unpaid municipal bonds. 128, 8U0 00
Municipal bonds on hand 48,000 00

has issued its first mortgage bonds to the

amount of $1,800,000. The interest is payable
semi-annually at New York or London, in

gold coin, i'he rate of interest is not stated,

but it is to be free from "government, taxes."

Iron and material for the 45 miles be-

tween Battle Creek and Lansing is purchased,

twenty miles of track laid, the rest of the

iron on the way to Battle Creek. Eish-joiut

rails, weighing 56 pounds to the yard, are

used. The Company has two locomotives,

thirty flat cars, six box cars, and one ca-

boose car.

The road from Battle Creek to Bel'evieu,

thirteen mi.es, was opened on the 1st of De-
cember, and has earned $638,77.

The several railroads from Port Huron to

Chicago, have agreed on articles of con-

solidation. A change in the articles is

recommended so as to allow the negotiators

to have two directors.

Taking the time and circumstances under
which this new enterprise was started, it

has certainly done exceedingly well. We
hope the managers will be able to complete
the entire project from Port Huron to Chi-

cago, in due time. They have been success-

ful thus far.

Upon what terms they have obtained ihe

iron, rolling stock, etc., whether by sale of

bonds or otherwise, is not staled ; but this is

a matter, perhaps, into which the " prolane

world" has no business to look, so the road
is made, the public interests will be sub-

served.

—

Kalamazoo Gaz.

Total $269,908 31

Indebtedness $40,984 18

Balance $228,924 13

The engineering for the past year cost $7,-

526 68. The road bed is done from Battle

Creek to Lansing, and half of it between Bat-

tle Creek and the State Line. The Company

Tne Boston, Hartford & Erie Railroad.

The report of an examination into the con-

dition of the Boston, Hartford & Erie Rail-

road, made by General Stark, of New Hamp-
shire, and Colonel Moore, C/f New Jersey, was
submitted to the Massachusetts House on the

26th ult. It appears from it that in order to

open the 225 miles of road between Boston
and the Hudson River, 24 miles remains to

be finished between Mechaniesville and VVillia-

mantic, and 76 miles between Waterbury
and Fishkill. 'Ihe estimates oi the engineers
have been found to be accurately calculated,

and sufficiently large for the completion of
the work ; for the Eastern Division they

amount to $430,000, and for the Western Di-

vision $2,102,522, including the cost of the

rails, &c. The work on those divisions is far

advanced. The terminal grounds, at both

ends of the road, will require large outlays
;

those at Boston, including structures and
grading, tor the immediate wants, $200,0110

;

tho^e at Fishkill and Newburg, including
shops, boats, &c , $350,000. ihe through
business, on completion of the road, will re-

quire au additional equipment of fifty loco-

motives, tweniy five passenger cars, ten bag-

gage oars, and 1,000 freight cars, costing
about $1,600,100. I'he following is the resume
ot requirements : To complete the Eastern
Division, $4311,000 ; Western Division, $1,-
600,000; iron and superstructure, $50O,0Uu;
expenditures in Boston, $200,000; expendi-
tures in Fishkill, $350,000 ; new equipments,
$1,600,000; total, $4,680,000 The report,

says the importance of the road can not, ba
over-eslimaled, and that if completed, and the

company succeed in attaining the average
business success of other roads in Massa-
chusetts, tne gross receipts would be $7,2uO,-

000; the running expenditures $4,8UU,000,
leaving a balance of $2,400,000, or six per
cent, on the capital of $40,000,000.

The following iacts in regard to the present

condition of the road are also given :

Capital slock authorized $25,000,000 00

Number of shares issued 250,000 00
Capital stock paid in or issued

(including collateral) 25,000,000 00

Floating debt last year 1,967.421 85

Floating debt this year 7,349,163 74
Funded debt last year 14.904,350 00

Funded debt this year 21,200,000 00

Total floating and funded debt 28,549,163 74
Amount expended on construc-

tion since last year 7,458,376 54
Receipts for passengers 294,335 88

Receipts for freight 332.925 80

Receipts lor other items 12,795 37

Net earnings 175,724 60

Present amount of mortgage
debts 21,848,000 00

Earnings of the Great New York; Linn
for 186D.

From the annual returns to the Legislature

of Railway Companies for the year ending

Sept 30, 1869, Ihe N. Y. Tribune makes the

following analysis :

ERIE RAILWAY CO

Capital stock $ 78,536,910 00
Funded debt 23,398,800 00

Total $101,935,710 00

Cost of road and equipment... 65,131,959 01

Earnings
Passengers $ 3.429,629 18

Freight 13,046,803 76

Other sources 245,067 40

Total $ 16,721,500 34

Expenses $13,718,005 43

Interest 1,703,773 00
Rents 824,020 00

16,245,878 43

475,621 91

NEW YORK CENTRAL.

Capital stock $28,795,000 00
Funded debt 11,3.98.425 89

Interest certificates 23,036,000 00

Total $63,229,425 89

Cost of road 37,603,696 87

Earnings.

Passengers $ 4,228,470 24

Freight 10,457,581 89

Other sources 900,564 26

Total $15,5.*fi,fil6 39

Expenses 9,055,485 18

Net $ 6,531,131 21

Interest..... $ 894,729 87

Dividends 5,418,780 00
D i v i d e n ds on

scrip 1,935,524 00

Rents..... 60,000 00

Int. revenue 107,421 7«7

Sinking fund 111,182 38-$5,527,138 02

..Surplus $ 1,003,993 19

HUDSON RITER.

Capital * $16,020,800 00
Funded debt 4,309,321) 00
Floating debt 1,167 00

Total $20,331,187 00

Cost of road and equipment... 19,919,531 42

Earnings.

Passengers $ 2,269,938 07

Freight 3,608,s()4 33

Other sources 605,715 54

Total ....$ 6,484,457 94
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Expenses.

Transportation. ..$3,770,967 51

Roadway, grad-

ing etc 1,095,312 10

Internal revenue. 57,375 HO

4,923,655 41

$1,560,802 53

Interest $ 350,829 33

Dividends 1,259,363 00
$1,610,192 33

Deficiency $ 49,389 80

NEW YORK AND HARLEM.

Capital stock $7,000,000 00
Funded debt 5,085.930 00

Total $12,085,930 00

Cost of road and equipment... 10,184,902 59

Earnings.

Passengers $1,097,670 20
Freight 1,258,542 16

Other sources 420,1)78 39

Total $2,776,890 75

Transportation expenses 1,817,145 72

Net earnings $ 959,745 03

Interest $340,904 89
Internal revenue 27,907 73
Dividends 589,473 68- $958,286 30

Surplus $1,458 73

West Jersey Railway.

The success of this railroad, under its able

management, since its completion, has been
of the most gratifying character. From
April 15 to December 31, 1857, the receipts

were $11,762 73—the expenditures were $8,-

727 80 From January 1, 1858, receipts $15,-

308, expenses $11,816.

In the

year Earnings. Expenses.
1859 $ 15 344 $11,979
1860 18,883 13,230
1861 34,802 20,452
1862 90,122 44,502
1863 139,653 80,042
1864 207,592 116,408
1865 255,593 199,000
1866 263,420 178,592
1867 '.., 283,241 150,077
1868 565,643 318 515
1869 652,184 384.852

These figures indicate the increase in the

business of the road, and prove how sagacious
wete the calculations of the gentlemen who
were the pioneers of railroading in South
Jersey. The development ol agriculture, manu-
factures, and mechanical bran.hes of indus-

try has likewise been stimulated and advanced
in a corresponding ratio with the increase of

the business of the road. Yesterday the an-,

nual meeting of the stockholders of the West
Jersey Railroad Company was held at their

office in Camden, and they re-elected' their,

old Board of Directors. Hon. T. Jones Yor'ke-

was again elected President, and George J.

Robbins, Secretary and Treasurer.

—The Franklin Countv corporators of the
Columbus and Ironton Railway, held a meet-
ing in Columbus, Feb. 22, at which were ex-

pressed gratifying anticipations of the suc-

cess of the road.

Railway Law.

Illinois.—The following is the substance
of the Report from the Committee on Rail-
ways in Constitutional Convention :

1. Requiring companies organized and op-
erated under State Laws to maintain a pub-
lic office in this State, in which shall be kept
for public inspection books showing capital
stock subscribed, and by whom, the owners of
stock, amounts owned by them ; stock paid in

and by whom; transfers; assets and liabili-

ties, and the names and residences of officers.

2. All rolling stock and other movable
property to he considered personal property,
liable to execution and sale the same as the
personal property of individuals.

3. No consideration of parallel or compe-
ting lines; and 60 days public notice to be
given of proposed consolidation.

4. The General Assembly to pass such
laws as will correct abuses and prevent ex-
tortion in the rales of freight and passengers

5. No bonds or other securities to he issued,

except fof money taken or properly received
and applied to the purposes for which the
corporation was created.

6 No obligation of the Illinois Central R.
R. Co. to pay money into the State Treasury,
nor any lien of the State upon, or right to tax,

the property of said Co ,in accordance with the
charter of Feb. 10, 1851, shall ever be dimin-
ished or impaired.

—

Railway Review.

Railroad Items.

—The Buffalo Commercial says that the
Lake Shore & Michigan Southern railroad
line has received authority to issue tickets

from Buffalo to points in China and Japan,
via San Francisco, and thence by Pacific
Mail steamships. The rates are :

1st class. 2d class.

Buffalo to San Francisco..$133 50 $103 00
San Francisco to Hong
Kong or Shanghai,
China 300 00 100 00

Total $433 50 $203 00

Buffalo to Yokohama, Ja-

pan 383 50 188 00

—At the recent annual meeting of the
stockholders of the Whitehall & Plattsburg
Railroad Company, the following gentlemen
were elected directors for the ensuing vear :

John Hammond, H. G. Burleigh, Wm. E. Cal-

kins, A. B Waldo, J. B. Witherbee, John A.
Griswold, Matthew Hale, C F. Norton, E. S
Winsiow, M. K. Piatt, N. Laphara, of Peru

;

James Rogers, of Ausable ; T. Hoyle. At a
subsequent meeting of the directors, John
Hammond was elected President, James Rog-
ers, Vice President, Timothy Hoyle, Secre-
tary and Treasurer. The business of the
road from Plattsburg to the Ausable River
has exceeded the expectations of the com-
pany.

—Among the bills introduced in the New
York Assembly on Wednesday was one to re

organize the Erie Railroad Company. The
hill was drawn by the counsel of the Erie
Railroad, and is designed to forestall the ac-

tion about to be taken by the English stock
and bondholders ol the company, and to tiut

Fiak, Gould & Co., in full possession of the
road for all time to come. The intention is

to buy the bill through the Legislature.

—At a meeting of the St. Louis Board of
! Trade, Feb. 22, speeches were made by promi-
nent persons, in favor of a railroad from that
point to Shawneetown, Illinois, which will
open a short route to Nashville and the
Southern system of railroads. Resolutions
were adopted indorsing the project and pledg-

,
ing St. Louis to furnish material aid if neces-
sary.

I —Great Britain has 14,223 miles of rail-
way, on which has been expanded $2,455 000,-
000. Last year the gross receipts wtre $200,-
000,000. Less than halt this sum wa-s re-
quired for workirrg expenses, so that upwards
of $100,000,01*0 remained available in the
form of profit.

—At a meeting of the Directors of the
Memphis aad Little Rock Railroad, held in
Memphis, Feb ?2, the old officers were re-

elected. Sufficient iron has been purchased
for the completion of the unfinished portion
of the road between L'Anquelle and Duvall's
Bluff.

—The Philadelphia and Reading Railroad
Company has in use 1,141 90, miles of single
track road, of which 335.21 miles were con-
structed during the past year In addition to
this, 59.1 miles are now under contract, and
173 miles located and projected.

—The bill loaning the credit of the State
to the amount of two millions of dollars to
the Alabama and Chattanooga Railroad Com-
pany, has passed both branches of the Ala-
bama Legislature.

—An action was brought in the New York
Superior Court, on Monday, by George F.
Gray, to recover from Fisk, Belden & Co., a
balance of $30,000, growing out of opera-
tions in Erie stock.

—There are indications of a revival of the
Toledo and Mansfield Railroad project under
promising auspices.

—The new branch railroad in Georgia,
from Cartersville to Van Wert, which will be
finished soon, gives access to what are pro-

nounced the largest and best slate mines in

the United States.

—The Erie Directors have been enjoined by
the preferred stockholders from recognizing
the certificates beariug the tax stamp of the

English speculators.

The American company, formed for the

purpose of bunding a railroad across Costa
Rica, having failed to carry out the terms,

the Government has annulled the grant.

—Some Englishmen have obtained a con-
tract to build a railroad in Japan 300 miles

long.

—The South Eastern Counties (Ca ) Rail-

way has been definitely located from West
Farnham to Nelsonville.

The Frederick and Pennsylvania Line Rail-

road will be graded to the Monococy by the

1st of April.

FRUIT GROWING FOR PROFIT.

Everybody can have the benefit of 30 years

experience, in my New Descriptive Catalogue

of 56 pages, for 10 cents. It tells what and hovf

to plant.

WM. PARRY,
Cmnaminson, N. J

5-8, s.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-

green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 Sorts of either for $1.00; prepaid by mail. Also

Small Fruits, Plaiilfl, Bulbs, all the new potatoes, &c,
prepaid by mail 4 lbs Early Rose Potato, prepaid,

for 41 00. Couover's Colossal Asparagus $t per MHi ;

$2o per lOHO-pivpaid. New hardy fragrant everbloomine;

Japan Honeysuckle, 50 cts. eacli. prepaid. True Cape Cod
Cranberry, lor upland or lowland culture. SI.' Ope.- iUu,

prepaid, with directions. EVced Catalogue to any addreBS,

gratis ; also trade list. Seeds on Commission.
B. M. WA I'SON, Old Colony Nurseries and Seed Ware-

house Plvmoutri, Mass. JSstaDlished in 184 a.

6-J-70, 17.

Ji. GJ^FLT*.

A Clergyman, while residing in Scuth America as a
missionary, discovered a safe and simple remedy tor the

cure of Nervous Weakness, Burly Decay, Diseases of the

Urinary and Seminal Organs, and the whole irVih of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble reme-ly. Prompted
by a desire to benefit the afflicted and unfoitunate, 1 will

end the recipe f r preparing and usins this medicine, in a

lealed envelope, to any one who needs it, Free of Vharge.

Address,

JOSEPH T. iaTMAM,
Station D, Bible Ilouse,

7-10-9, 13. NEW YORE CfTY.

RAILWAY SPRINGS.

FREIGHT

.JBi

LOCOMOTIVE ENCSW!

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

SPHIKTGS,
Made at his shops in Philadelphia. Employing only the
most experienced workmen and bxst matbri.l, he pledges
himself t) furnish a Sprinjr of the greatest elast city, and
one which shall be uniformly reliable in its carrying weight

All Springs tested to double their usual
load.

PHILIP S. JUSTICE,

No. 14, N. 6th St. Phil. No. 42 Cliff St. N."-.

Shops—Seventeenth and Coatee St. FH1L.

John A. Griswold & Co.
TROY, 1ST. Y.

J, A. Griswold, E. Corning. E. Corning, Jr.

Cheater Griswold.

PROPRIETORS OF TUB

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OP

Pig Iron, Railroad Iron,

MERCHANTS SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & tsteel Forgings

of every description.

EUWIN J. nOBJTEB,

Succestor to

McDAJTEL A- HORNER.

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

T. IF*. Randolpli,
MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS

DRAFTING INSTRUMENTS, 4c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va , until 12 M. March

]. I?70, forthe GRADUATION, MASONRY and the SU-
PERSTRUCTURE OK BRIDGES on the Chesapeake nnd
Oiiiu Railroad between the Falls of Kanawha and the Ohio
River, including THRKE MILLIONS CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Rich i.ond Va., until-

12 M. M rch 10 It7», for several heavy sections east ofthe
Falls of Kanawha, including Ihe unfinished work near;
Miltboro' and that eight miles east of the White Sulphur
Springs tlie<«reat Bend tunnel 0,40* feet; Lewis tunneh,
3 8Uuf eft ; five other tunnels from 500 to 1 ,7011 feet h'tM
several sections in ruct cutting; and about 70,100 cubic
yaids of masonry.

Profiles and specifications can be found at the office of

the company) 54 Wiliiam street New York, on and after

February 1; *t Richmond, Va., and at Charleston W. Va.,
on and after January 15, 1N70- The company reserves the
right to reject any or all the bids otfered, and to make private
contracts for the work.

Information as to time, etc., will bo given at the letting.

For further information apply to A. D. Whitcomb. Chief
Engineer, Richmond, Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C. P. HUNTINGTON
27-1-70,4. President.

GRAND SCENERY!
B@-QUICKE!ST RoUTE"®a

59 Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
rillLA I)ELPHIA ,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASH I IVO 'J/OIV

INO CHANGE OF CARS
From Cincinnati "Rq l+ivyinT'O and hut ONE

orCulurolius to Bai LllIlUJ. C CHANGE to

• Miilaih Iphia and iVet*> York,

Ask for TICKET* urn"

BAUOAGK CHECKS viaBaltimore dtOhioR.R.

J. I,. WILSON, Master of I ransportallon.

L. M. COLE, General Ticket Agent.

G. B.GIBSON, General Western Passenger Apent.

JANUARY 1st, 1870.

Cincinnati to St. Louis U'ithout
than ye of tars.

Ohio & Mississippi Railroad,
for St. Louis, Cairo, Louisville, EvanBville, St. Joseph

Jefferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUM AS FOLLOWS:
St. Louia, Evauaville and Cairo
Mail 7:15 A.M. 10:55P.M.

Osgood Accommodation 3:10 P. M. 8:45 a. M.
Through Western Express 5:lt» P. M. 8:30 r\ M.
Night Express 10:20 P. M. 6:00 A. M.

The 5:10 P. M. train runs daily. Trains run by Vin*
rennes time, 12 minules slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintended, Cin.O.
C. E. FOLLKT, Geu'l Ticlc't Ag'i, S:. Louia, Mo.

CHANGEABLE GAUGE CAR TRUCKS
As in use on the National Despatch Line of Cars, adapted
to two cr more jraue.es. For information aj<i ly to

CHAM. BO» 'KITS & IO , Boston, JHass.
2-12-9, 62.

BUSH & LOBDELL,
Chilled Railroad Car Wheel, Tjro

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWARE,

. MANUTACTUBK

Qhilled Wheels and Tyres
FOK

Railroad C»rs

and
Locomotive Eng-iites.

ORDERS executed promptly to any extent lor these
celebrated Wheels, either single or double platen

with or with-outaxles.

WHEELS FITTED
Hammered or Rolled Axles, iAihe beui uiarnr-rand
the shorten! notice, and on thv mosi reasonable vr.m



16 THE RAILROAD RECORD.
ERIE "BMIIiWIJslY.
1400 MILES under

One Imagement.

S60 MILES without

Change of Coaches.

BROADGACGE.DOII1LXTRACK ROUTE

NEW YORK," BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
JPIiilatlelpliia Baltimuru,

And Principal Points in

NEW YORK, NEW ENGLAND
AKD—

T* ennis ylyania.
This Railway extends from

CINCIMJA1I to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 626 Miles.

DUNKIRK to NEW YORK, -'460 Miles.

BUFFALO to NEW YORK, - 423 Miles'

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILESthe'sHORTER ROUTt.

TWO EXPRE^TKAIKSDAILY
Leave CINCINNATI from DEPOT, corrfer Fifth

and Hoadlev Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPEESS,
(Sundays excepted.) Arrive Day ton 9.10 A.
M.; Urbana, 10.29 A. M ; Galion, 12 57 I .M.;

Mansfield, 140 P. M., West Salem, 2.48 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.-'j Rauvenna,
0.05P.M.; Meadville, 7.55 P.M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine); New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Eluiira for Willianisport and the

South; at Ringhampton for Cooperatown,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

S.45 P. M. LIGHTNING EXPEESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,

126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.j West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8.20 A. M.;
Meadville, 11.16 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. Mi Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of tlie style peculiar to the

Broad G;.u?e. arranged for both Day and Ni^ht Travel,

are attached to this traio at Cincinnati and run through to

New York, forming the Only Line running through

860 Allies without Change.

Rosion and Sfew Eaftlan.l Passengers.
with llieir Bn^afre, are transferredFREE
OF CIIARGK In Sew York.

JO3 The Erie Railway Company has opened a' new.

Ferry from their Jersey City Depo to the foot of TwentV-
thircl Slrret. New York, thus enabling parsengersto reavh

the upper portion of the city without the expense and an-'

noyance of a streetcar or omnibus transfer.

TTfT
3 The scenery along the entire route of the Erie

Baiiway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will Bnd in its ever changing landscapes sub

jects of continual admirati n and interest

Baggage Check'd Throng-li

And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtaired at the Company's Offices in Cin-

,. . at;, PI) West Fourth Street. 116 Vine St.. 4 Burnet

House, and foot at Broadway, (Spencer Ilouse Block),

. „,i at all princiMl Ticket Offices in the South and

S"u tl,-west. WM. R. BARR,
\x B. SHATTrC, Qen'i Past'r A»'U

General SiuUiern Agtnt,

Best Route to St. Louis aud Chicago

1 NBIAKAFOLIS,
-*- CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Throug'i Passenger Route from CINCINNATI to

K? -a.

C HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des> Moines, Omaha

Denver, Sacrameiito, San Francisco,

And all Rail and Kiver Towns and Cities iu the West,
North westand South-west.

JET'TheT.aSA. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT. AS FOLLOWS:

Leave. Arrive.

Indianapolis and Lafayette Mail i .20 am 12 4H am
St Louis and Springfield Express. .. 2.40 pm 7 3.1 am
:tSt. Louis and Springfield Express. I' 1 20 pm 3.42 put

Lawrfcncebnrg Ac> oramodatiou in. 10 am 2.35 pm
LawiTncehurg Accommodation 4.; pm 8.25 am
*The 10. *0 urn. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail ? OH am 10.15 ?m
Chicago Express li 50j>m 9 30 pm
Harrison Accommodation 5.30 pm ".10 am

ThroughTickets can be obtained at the BurDet House
Ofhce, corner oi Thiid and Vine ; River Omce, curner of

WalnutStreetand River; and at Depot, comer uf Plum
and Peai istreets. 1 he splendid Passenger Depot of ttte

I. & C. Railroad is about a mile neaiei tl»e busineescenter

ot the ci*y titan the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hGtels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVX.

Eastern Express (Erie Railway).. 7:00 A. M. 6:3(1 P. Mi
do do do .. 9:45 P. M. 7:C0 A. M-

Toledo, Detroit & Canada 7:15 A. M. 111:26 P. M.
do do do 0:30 P.M. 7:00 A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 P.M.
do do do .... 2:30 P.M. 5:40 P. M.
do do do ... G;30P. M. 7:;JuA. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 1*. M.
Springfield Accommodation.... . 2:30 P.M. 16:20 A. M .

Sandusky, Cleveland & Buffalo,. 6:30 P M. 10:20 A. A.
Munciei Indianapolis 7:15 A.M. 10:25 P. M.

do do 5:C0 P. M. 1:20P.M.
Hamilton, Eaton & Richmond.., 7:1;> A. M. 10:25 P. M.

d do do. ... 5:00 P. M. 10:20 A. M.
Hamiltcn Accommodation 9:30 A.M. 8:05 A. M.

do do 6:50A.M.

Trains run SEVEN MINCTES FASTER than Cincin-

nati time.

For allinformationand through tickets, please apply at

taeold office, south-east cornerof Broadway and Front; Bur
net House Office, corner Vine and Baker streets, and at the

respective depots. East Front and West Sixth streets.

D. MrLAREN. GenM Superintendent.

SAM'L STWPHENSON,GenlTick*t Ag't.

Jmnibuset- call for passenger*

The Old And Reliable Route.

Through to PIUbuui-s without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection With the Cincinnati, Hunilton &
Da.j ton, and Little Miami Railroads, still cont'nue to trans-

po-i produce and merchandise between Cincinnati and
Hutsbusg. Philadelphia, B iliimon' t New York or Boston,

and ail Eastern points with the greatest promptitude and
dispatch.

For Kates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,

No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

Louisville & anamn
SHOBT-LINE RAILROAD,

Fare Only $3.50—Transfer from Hotel or
Kebiticiice to l>epot» In tovin^tou, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points iSouth.

Trains leave Cincinnati as follows :

LEAVC. A.BRIVE.
Mori ing Mail .... 7,35 A. M. 2, 3»»P. M.
Evening Express .*.... 7. 1 5 P. M- 3 45 P. M.
Niftht Express 11,16 P. M. 5.00 A.M.
Walton Accommodation 4,t <>P. M. 9.35 A.M.

i.'he " :35 A. M. train runs daily.

Thf Low Fare Season and Commutation Tickets, good on
the Walton Accommodation .otter pre;it inducements to the
citizens ot Ciuc nniti and Covington wiio wish to pur-
chase countiy i esi ences or small forms for gaidening.
This train leaves late in the afternoon, and arrives early
next morning, giving all d*y to attend to business. For
further information as to routes, low fare, &c, please arply
at No 1 Burnet Uou-e or Dep< t. Covington. Ky.

SAM'L GILL, Gen'ISup't. Louisville.

CENTRAL R. R. GF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackaua. na. and Western Railroad, and at Easton
wiLb. the Lehigh Valley Railroad and its connections,
forming a direct liue to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati. St. Louis, etc-, with hut one change of cars.

Silver Palace cars through Irom New York' to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.—For Eaeton. Bethlehem, Mattch Chunk,
Willianisport, Wilkesbarre, Mahoney City, Tuckhann&ck,
dzc.

7:15 a. m.—For Somerville.

8:30 a. in-—For Flemington, Junction, Stroudsburg',
Water Gap, Scrantun, Kingston. PiHston, Great Bend,_&c.
12 in.—For Flemington, Easton, Allentown, Maucb,

Chunk, Wilkesbarre, Reading, Columbia, Lancaster^
.Ephrata, Liiiz, Pottsville, Scran ton. Harrisburg. &c.
3:30 p. in.—For Easton, Alientown, Mauch Chunk

and Belvideie.

4:30 p. in.—For Somerville.

5:25 p. in.- For .Somerville and Flemington.
6 p. ni.— For Easton and intermediate stations.

7 p. m.—For Somerville.

7:20 p. m.

—

Emigkant—Stopping only at the princi
pal stations.

9:00 p. in.—For Plainfield.

11:50 p. ni
;
—For Plainfield, on Wednesdays and

Saturdays only.

FOR THE WEST.

9 a. m.—Western ExfRES?, daily, (except Sundays,}
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrishurg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,

Water Gap, Scranton, &C. Connects at Puillipsburg fur
Mauch Chunk, Wilkesbarre, &.c.

5 p. in.

—

Cincinnati ExrRKss, daily (except Satur-

lays,) for Easton. Bethlehem, Allentown, Reading, Harris-

Durg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars

to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-

tion-; to Scranton. This triit] will be run to Easton on
Saturdays as a local train, stopping at principal stations. -

8 p. m.

—

Wbstkrn EjEPBkss Train, daily, for Faston,

Allentown, Reading. Harrisburg. Pittsburgh, and the West
—connects at Harrisburg witn tr^in for Williamsport, Erie,

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8*15 8:30, 9., 9:Q0, ln:30, 11:10 a. m —12 m , 1:10. 2:»0

3:0o'3:30, 3:^5, 4:15, 4 30, 4M5, 5:10,5:25. 5:45, 6:00,6:25,

7:t0,7:2 : ,7:4t), 8: 0, 9:00, 9.40 10:45. 11:50 p. m.
Tickets for the West can be obtained at the oflice of the-

Central Railroad of New Jersey, fool of Liberty ft., N. Y.;

atNo. 1 Astor Ilouee; Nos. 254. 'J71. 52G Broadway ; at

^No. 10 Greenwich st., and at the principal hotels.

R. E. RICHER, uperintendenf.

H. P- Baldwin, Gen Pass. Agt.
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New Railroads and What they Propose.

In oar last number, we mentioned several

new railroads, which were made or making.

We shall continue this subject in reference to

some new enterprises :

In making the connection with the Chesa-

peake & Ohio Railroad, a question arises

which has come up heretofore repeatedly in

the columns of the Record. What is the

best railroad entrance into Cincinnati?

And has not the time come when considera-

tions of interest and sound policy require

some one or several of the great railroad

lines should come in on the upper plane of

Cincinnati ? For this purpose the tunnel was

projected, and we must ever regard it as a

great misfortune that that work was not

finished. It may yet be made for a moder-

ate sum of money, and we doubt whether the

cost of a new entrance into Cincinnati,

entirely independent of any other, would not

be greater than the cost of finishing the

tunnel. It would, in addition, make a saving

in distance—a saving in the cost of running

and of handling, etc.—give a much greater

convenience in the distribution of passengers

and freight through the city.

The time is near when the majority of the

people in Cinciunati will live in the upper part,

or on the hills, and when a depot in the upper

plane would have immense advantages. In

connection with this subject, we notice that a

company is to be organized to make a road

from Cincinnati through Lebanon and Wayns-

ville to Delaware. We do not know what

hopes are formed of its success ; but we sus-

pect this is a plan of the Cleveland & Colum-

bus road, or, perhaps, of the N. Y. Central

for a shorter line into this city ; and unques-

tionably, the line would be shorter and better.

It would save ten miles between Cincinnati

and Xenia, and quite as much between Xenia

and Delaware. Boots of subscription, we

see, are opened ; but the question again arises,

where is that road to enter Cincinnati ?

Any road which proposes to do through

business can not come in on the track of

another road, for rivalries, collisions and

oppositions would arise at once. The same
question arises with those who propose to

connect with the Chesapeake & Ohio. On
what route do they propose to come from

Columbia in? We can conceive of only one

mode, without the tunnel. If the Cincinnati

and Virginia road comes in at Milford, Plain-

ville or Columbia, according to the route

adopted, there is a necessity of coming in

without being dependent on the Little Miami

road. How shall it be done? The tunnel

route would be a solution of the problem.

But suppose the tunnel is not adopted, what

then ? There is then, really, but one mode

left. This is to take a line from Columbia

above that of the Little Miami road, and

turning to the right at Deer creek, come in

on the upper plane of Cincinnati, by a gradual

grade up Deer creek. This is possible,

though at a great expense When done, this

would be the best railroad entrance into Cin-

cinnati. What may be the future of the

enterprise we have spoken of, we do not

know; but it seems to us, that if either the

N. Y. Central, or the Virginia road are to be

made, and to be successful, they must enter

Cincinnati on the upper plane.

Proceeding now with new enterprises in

railroads

:

1. We have the Cincinnati, Xenia and

Delaware, or in short terms, the Short Line

road to Cleveland. This road will be 52 miles

from Cincinnati to Xenia, and 65 from Xenia

to Delaware, making 117 miles from Cincin-

nati to Delaware, and 27 miles shorter from

Cincinnati to Delaware. Taking the whole

together, it would save an hour's time in

distance, and also something in running time.

In a great through route, traversing the whole

country, this is very desirable. We do not

know who or what may be at the bottom of

this enterprise, but certainly it is one which

has some promise in it.

2. Another' railroad which seems to be

almost a necessity, is the one proposed from

Toledo to Pomeroy. Toledo is the center of

a district which is without coal, iron and salt.

Pomeroy is the center of a district which has

all of these. To connect them, therefore,

seems a necessity, for both commerce and

manufacture. This line, if made, will be

nearly on a straight line. It will go from

Toledo, through Fostoria, Upper" Sandusky,

Cardington, Granville, Newark, Straightsville,

Nelsonville aud Pomeroy. At least that is

the direct Hue for the road, aud there are no

natural obstacles in the way. It is very

evident that this would be a coal road,

probably unsurpassed in business by any one

in the United States, We are told that a

Company is already formed to mine coal at

Nelsonville, orthat neighborhood, to carry coal

to Chicago. The fact is, that the whole region

running through Toledo and Chicago to the

North-west, must be supplied with coal, for

it is the motive power of all machinery, and

by far the best fuel. This being so, a direct

air line railroad to the best deposits of coal

in America, of Straightsville, Nelsonville,

etc., is the best means of getting it. It will

be but few years before this whole country

will use at least five-fold the amount of coal

it now consumes. The result of that is

there must be coal roads. There will be, and

they will be made, although it may take

several years yet to do it. The railroad

from Toledo to Pomeroy is a necessity, and

the best line on which to take it is the straight

line. But there is another thing connected

with it which is of vast importance to Toledo.

Toledo is to be a great city, probably as large

as Chicago. Then Toledo must have a trunk

line to the South, and here it is, if this road is

made. Pomeroy is but twenty miles above

the mouth of the Kanawha, and there one

branch of the Chesapeake & Ohio Railroad

will come. The connection will be almost on

a straight line. Hence, if the road be made

to Pomeroy, that will be
,
a direct connection

from Toledo with the Virginia road, and

ultimately with Norfolk.

3. While on this subject, we may notice

some railroad enterprises to the west of us,

which are of great importance in their several

localities, and will be useful to the country

One of these is on the western border of Ohio.

This is the Stillwater Railroad, as it is

called. The Stillwater branch of the Miami

joins with this river at Dayton, having pursued

a course from the north nearly parallel with

the Miami. Pursuing the valley of the Still-

water up, the road would soon reach the

Wabash and Maumee in Mercer county, and

be naturally terminated at Celina. The valley

of the Stillwater is very rich and produc-

tive, and has no outlet. For the people

living in it, this road would be very valuable,

and would pay for its cost. But there is

another light in which to view this enter-

prise. May it not be a through road, for

the whole northern trade? In one word may
it not be the veritable Cincinnati and Macki-

naw r$ad, of which we have in times past

said so much? VVhy not? It is, in fact, on

the line of that road. From Celina the road

would go to Van Wert, and thence on in the

manner we have pointed out heretofore, and

where there will, beyond doubt, be a great

road made hereafter.

All that has been said on this subject will

be fulfilled. Cincinnati and Maekinaw, aye,

and Peusacola too, will be united by one



IS THE RAILROAD RECORD.
grand axial line, spanning this continent. At

present the Stillwater line is an unpretending

local enterprise; but even in* that light it

meets sith some local difficulties. Its natu.-

ral termination as a local line, is at Dayton,

but will Dayton claim it by an ample sub-

scription? If not, there is another route pro-

posed. This is to go down Twin creek to

Germantown, and Carlisle Station on the

Hamilton. As a through route, this would

be as good as the Dayton ; but, one would

think, that Dayton would never permit such

a road to go by her, and so we believe. We
meddle not with that question, but two things

we do believe, that the Stillwater valley

must have a road for its own benefit, and that

the great Cincinnati and Mackinaw road will

be made.

Pennsylvania Railroad Company's Twen-
ty-third Annual Report.

Office of the Pennsylvania R. R. Co., 1 .

Philadelphia, February 12, 1870. j

To the Shareholders of the Pennsylvania Rail-
road Company :

Your Directors take pleasure in submitting

to you the satisfactory results of the operation

of your railways for the year 1869, as fol-

lows :

earnings.

From passen-

gers $ 3,500,071 06
From emigrant
passengers.... 131,065 93
From mails—,. 118,961 91

From express

matter 302,654 54
From general

freights 12,932,656 88
From miscella-

neous sources 265,401 41

$17,250,811 73
EXPENSES.

For conducting
transportation.. $3,503,792 57

For motive pow-

er 3,679,195 15

For maintenance
of cars 1,464,589 22

For maintenance
of road 3,341,568 10

For general ex-

penses 213,852 56
$12,203,267 60

Leaving net earnings for

1869 of $5,047,544 13

The total amount of revenues, compared
with last year, is :

1869 $17,250,811 73

1868 17,233,497 31

Increase $17,314 42

The changes in the sources of revenue, are

shown below :
' •

Increase in regular .
"

,
-..':

freights $50,491 58" '

•-
.-

•

!' .'•

Increase in emigrants, 52,821 64

Increase in mails 18,980 66

Increase in express

matter 10,773 33

$133,067 21

Decrease in first class

passengers $31,832 88

Decrease in miscella-

neous sources 83,919 91

115,752 79

Increase as above stated $17,314 42

The apparent decrease in first-class pas-

sengers, shown above, is explained by the cir-

cumstance that there is included in the earn-

ings of 1868 for military transportation, due
in previous years, $113,433 29-100, whilst the

collections from the same source in 1869
were but $5,655 66-100. By adding this

amount to the reported decrease, and deduct-

ing the sum from that received in 1868 ($113,-

438 24 100), it will have an actual increase

of first-class passenger traffic in 1869 over

1868, of $75,944 75-100.

The gross revenues for 1869 are equal to

$48,186 62-100 per mile of the main line of

railroad.

The whole number of passengers carried in

1868 was 3,747,178; and in 1869,4,229,363
—an increase in the number carried of 482,-

185, or nearly 13 per cent. The average

distance traveled by each passenger was
34 22-100 miles, being 1 32 100 miles less

than in 1868 ; showing this increase still to be

mainly upon the local traffic of the line.

The number of tons of freight moved (in-

cluding 410,966 tons of fuel and other ma-
terials transported for the company), was
5,402,991—embracing 2,329,358 tons of coal.

The whole tonnage of your railway exceeds
that of last year 680,976 tons, of which in-

crease 264,309 tons is bituminous coal.

The average charge per net ton, per mile,

upon freight during the year, was 1 718-1000

against 1 906 1000 cents last year; and per

passenger, 2 51-100 cents against 2 71-100

cents last year ; or an average decrease in

freight charges of 9 9-10 per cent., and in

passenger charges of 7 4-10 per cent.

The earnings of the Philadelphia & Erie

Railroad, in 1869, were

:

From passengers..$ 672,964 46
From freights 2,507,082 93
From express
matter 31,327 51
From mails 24,616 67
From miscellane-

ous sources 26,713 72

Total (exceeding $11,000
per mile of road) $3,262,705 29

The operating expenses dur-

ing the same period, were :

For conducting
transportation... $671,606 07

For motive power 749,641 82
For maintenance
of cars 213,546 07
For maintenance
of way 733,415 17

$2,368,209 13

To which add 30
per cent, of earn-

ings, payable to

the Philadelphia

& Erie Railroad
Company 956,009 12— $3,324,218 25

Showing a loss to this Company
in operating the line under the

lease (in addition to interest

upon the capital invested in

rolling stock, Ac.,) of $61,512 96
which is $21,661 69 less than in 1868.

The low rates at which the Philadelphia &
Erie Railroad Company is compelled to carry

its freights—averaging but 1 4-10 cents per

tun per mile—and the small passenger busi-

ness it can command from the sparsely popu
lated country that its road traverses, added to

its greater distances as a through line from

Eastern cities to all points in the West, are

the reasons that more than 70 per cent, of
its receipts are required to meet its working
expenses. The operations of this railway
during the past year have been carefully and
economically conducted by A, L Tyler, Esq.,
its General Superintendent.

In this connection, it may be stated that,

owing to some errors in the location of this

line, but mainly from financial sacrifices in-

curred during its construction, this railway,

with a single track of only 288 miles in

length, laid with lighter iron rails, and bot
partially ballasted, cost the Philadelphia &
Erie Company, without any equipment, $19,-
759,171 92, whilst the Pennsylvania Railroad,
passing over a much more expensive country
to build a railway upon, with a double tra'k
of 358 miles, laid with heavy iron, and well
ballasted, including a third or single track of
29 miles between Lancaster and Middletown,
and branches to Hollidaysburg and Indiai a
of 26 miles, in all equal to 771 miles of single

railway, exclusive of sidings, is represented
by $21,346,024 56, a difference of less than
$1,600,000 upon the cost of over 265 per cent,

more of single track railway.

These facts are referred to at this time only
to show why it is that the shareholders of one
of these lines have received regular dividends,

while the other line has been unable to earn
them.

The earnings of the Pittsburg,

Fort Wayne & Chicago Rail-

way, under its lease to this

company, for the six months
ending December 31, 1869,

were $4,146,822 22
And the expenses during the

same period were 2,826,095 92

Balance., $1,320,786 30
The semi-annual rent, with the

interest on the bonds of the

company, expenses of main-
taining the organization, con-
tribution to the sinking fund,

&c, &c, amounted to 1,283,991 87
Showing a profit in the opera-

tion of the lease of. $36,794 43

The revenues of the lines operated by this

company, and the amounts paid for their

working expenses, interest and dividends, are

as follows

:

From the Pennsylvania Rail-

road and branches $17,250,811 73
From the Pittsburg, Ft. Wayne
& Chicago Railway, for six

months, ending December 31,

1869 4,146,882 22

From the Philadelphia & Erie

Railroad 3,262,705 29

Amount. $24,660,399 24

And the expenses of operating these lines

were:

Penn. R. R $12,203,267 60

Pittsburg, Fort

Wayne & Chi-

cago R. W., in-

cluding rent,&c 4,110,087 79

Philadelphia &
Erie R. R., in-

cluding 30 per

cent, due that

company 3,324,218 25

Total $19,637,573 64

Leaving the net

profits from the

three railways,

for 1869 ,... 5,022,825 60
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Erom which de-

duct dividends

declare d in
May and Nov.,

with the taxes

thereon $3,075,643 24
Balance to debit

of interest ac-

couut and dis-

count on bonds 888,375 10

Due for the lease

of the Harris-

burg & Lancas-

ter Railroad... 135,274 18

Annual payment
to the State of

Pennsylva ri i a

on account of

interest and
principal due
upon the pur-

chase of her

works between
Pittsburg and
Philadelphia... 460,000 00

$4,559,292 52

Leaving a balance of $463,533 08

In our last annual report, the Board re-

ferred in detail to the railway companies con-

trolled through the ownership of a majority of

their shares, and it is unnecessary to again

mention them, further than to say that they

continue to fulfill the objects this company
had in view when this interest was acquired,

while they yield a reasonable profit upon the

capital invested.

The working expenses of the other lines of

railway leased by the company, not already

referred to—all of which are in Pennsylvania

—show a balance of receipts over expenses.

In reference to the past and future policy

of the company, the report says :

The original policy of this company was to

reach the traffic of the North-west, West and
South-west, by assisting the construction of
tributary lines leading to the markets of these

sections; but not to control their management
beyond the State of Pennsylvania. With this

object in view, it gave to the Pittsburg, Port
Wayne & Chicago Railway Company, at sev-

eral periods of its extremest need, large ad-

vances to complete its line and preserve its

property to its shareholders, under written

pledges that its Eastward business should fol

low the direction which prompted and justified

this company in granting the assistance so
earnestly solicited. Under the conviction

that this agreement was ample, it was not be-

lieved that further protection to your interests

in the North-west was either desirable or im-
portant. The rapid growth of this section of
the country, however, placed that company,
in a few years after its completion, in a con-
dition of great prosperity. It then, unmind-
ful of its former obligations, endeavored to

seek other Eastern connections that it could
control, though this company at all times
gave to its business the same rates per mile
that it charged upon its own line, upon both
passengers and freight. Extensive surveys
were accordingly made of the regions east of
Pittsburg by that company to find a suitable

line for this object, followed by material, pe-
cuniary advances to a railway company, whose
road it was proposed to use, as a part of this

rival route to the East; but during the pro-
gress of these movements, an effort was in-

augurated by the Erie Railway Board to ab-
sorb not only the Pittsburg, Fort Wayne &
Chicago line, but nearly all the Western con-

nections of the Pennsylvania Railroad Com-
pany, which only failed from a misapprehen-
sion of the terms of the law, under which
they proposed to accomplish their object, and
subsequent adverse legislation procured by
the President of the Port Wayne Company.

In view of these extraordinary movements,
it became evident to your Board that this

company must depart from the policy that

had heretofore governed it, and obtain direct

control of its Western connections. Negotia-
tions were accordingly opened with the Di-

rectors of the Pittsburg, Fort Wayne & Chi-

cago Railway Company, who had also become
apprehensive (under the vicious system that

had been developed in New York, by which
stock and bondholders of railways and their

agents, sold their proxies to vote at the

elections of the company, without any regard

to the interests involved in the issue), that

their own work might fall into hands whose
object would be to seriously impair the per-

manent interests of their constituents.

After a lengthened negotiation with the

Directors of that company, a lease was agreed
upon, and this company entered into posses-

sion of the Pittsburg, Fort Wayne & Chicago
Railway on the 1st of July last. The terms
of this lease, which gave to the shareholders

12 per cent, on their capital, were at the time

considered very onerous, and only justified by

the circumstances already referred to. The
results of its operation, however, for the first

half year, notwithstanding a diminished reve-

nue of $304,595 90, compared with that of

the same months in 1868, have, through a

vigorous retrenchment of expenses, left a net

profit of $36,794 43 over all outlays, includ-

ing the semi-annual contribution of $52,050
to the Sinking Fund.

The report further adds :

The same reasons that induced this com-
pany to become the lessee of the Fort Wayne
line, prompted the Pittsburg, Cincinnati &
St. Louis Railway Company, in which this

company holds a majority of its shares, to

take at an earlier period a lease of the lines

owned by the Columbus, Chicago & Indiana
Central Railway Company. The results of

this lease have not proved so satisfactory.

The railway was found, contrary to expecta-

tions, to be, to a considerable extent, in an
unfinished and a dilapidated coudition, de

ficient in depot accommodations, with a limited

rolling stock largely out of repair, and shops

entirely inadequate to place this machinery
in good order. These deficiencies had to be

supplied, and in the meantime its road and
rolling stock could only be placed in condition

for economical service at great extra cost.

Upon a representation of these facts to

the company, modifications in the lease have

been made by it, which will, it is believed,

render it acceptable to the lessees and to

this company, their largest stockholders.

These several arrangements still left our

connections with Cincinnati, the great trade

center of the south-west, incomplete, the busi-

ness with which has been steadily increasing

since the termination of the late war.. To
perfect these, the Pittsburg, Cincinnati & St.-,

Louis Railway Company has also agreed upon

a lease with the Little Miami Railroad Com-'
pany. of their line, through whose railroad

our connection with Cincinnati will be made-

thus enabling this company to participate in

the growing prosperity of that city.

The connections of your line with St. Louis,

the great city of the Mississippi Valley, are

now complete by way of Crestline, and nearly

so upon the shorter and more direct route

through Columbus, Indianapolis, Terre Haute
and Vandalia. With these arrangements,
all of which will be perfected this year, we
will limit our extensions, unless some over-

ruling necessity should require us hereafter

to go further. We have no interest in any
line beyond the Mississippi river.

Unwilling as we have been to enter upon
this policy, a careful review of the subject

since its adoption leaves no doubt as to its

wisdom, under the circumstances that have
been developed within the past eighteen

months.

The report closes with the following:

The Directors take pleasure in again ex-

pressing the obligations of the company to its

General Superintendent, E. H. Williams,

Esq., and his two assistants, John A. Wilson,

Chief Engineer, and A. J. Cassatt, Superin-

tendent ot Motive Power, for their careful

and judicious management of the interests

committed to their charge.

Respectfully submitted, by order of the

Board, J. Ebuar Thomson, Presideut.

Railroad Companies—When Common Car-

riers of Passengers by Freight Trains.

The facts of the recent case of The Chica-

go and Alton Railroad Company vs. Flagg

(43 III., 365,) are fully and clearly stated in

the following opinion by

Lawrence, J.—This was an action on the

case brought by the appellee against ;be rail-

way company for wrongfully expelling him

from one of its trains. Being desirous of

traveling a short distance on the road, he

entered what is called a caboose car, at-

tached to a freight train, without a ticket.

From the conversation .which subsequently

took place between him and the conductor,

as drawn out by the defendant's counsel on
the cross-examination of witness, it appears

he was unable to procure a ticket, because

the ticket office was closed. When his ticket

was demanded on the train he offered to pay
his fare, and also offered to give the con-

ductor ten dollars to be kept by him until a
ticket could be procured at the next station.

The conductor replied that he was for-

bidden by the rules of the road to receive

money for fares, and should he do so he

might lose his place. The train stopped at

a water tank about a quarter of a mile from

a station called Lanndale, and the conductor

there required the plaintiff to leave the train.

No resistance was made by him, and no vio-

lence or insult offered by the conductor. The
jury gave the plaintiff a verdict of one hun-

dred dollars, for which the Court rendered

judgment. .

It appears from the record that, although

this was a freight train, yet it regularly car-

ried passengers, and- was held out to the

public as so doing. The company itself put

in evidence a printed notice, with certain

regulations in regard to the carriage of pas-

sengers on-freight trains, and forbidding con-

ductors to carry them unless provided with

tickets in advance. It was, therefore, a com-
mon carrier of passengers by this train as

well' as by its regular passenger trains, and
would have no more right to expel a traveler,

wantonly, and without cause, from one train

than from the other.

It is urged, that the company must have the

power to make reasonable rules for the gov-

ernment of its trains. Undoubtedly, and if

a company deem it advisable to require tick-

ets to be purchased before takiDg passage
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on certain classes of trains, its authority to

do so must be conceded. If its rules in

this respect are knowingly disregarded, a
passeuger may be required to leave the

train at any regular station, but only at such
stations, as decided in the C , B & Q. R. R.

vs. Parks, 18 111., 465. The willful neglect

to comply with the rules in this matter
would be like a refusal to pay the fare, and
could place the passenger in no worse
position. But when the company requires

tickets to be purchased at the station, it

must furnish convenient facilities to the
public by kseping open the office a reasonable
time in advance of the hour fixed by the
time table for the departure of the train.

Should it fail to do this, a person desiring

to take passage would have the right to

enter the train and be carried to his place
of destination by payment of the regular
fare to the conductor. To permit a company
to complain of a violation of its own rules

necessitated by the negligence of its own
agents, would be absurd. If then, as is

fairly inferable from the evidence, the plain

tiff was prevented from buying a ticket by
the absence of the ticket agent, he was
rightfully on the train, and his expulsion
was unlawful.

But even if wrongfully on the train from
willful noncompliance with this rule, he was
expelled at a place which, under the statute,

rendered the expulsion itself illegal. It is

urged, that a water tank, if an " usual
stopping place," is within the letter of the
law. It is within the letter, but so obviously
without its spirit, that to permit a passenger
to be expelled at a water tank, often miles
from a station, and from remote highways and
habitations, would defeat the object of the
law, and be a striking jnstance of " sticking

in the bark," As has been several times said

by this Court, the statute means the usual
stopping places for the discharge of passen-
gers._

It is in proof that passengers, desiring to

enter or leave the train at Lanndale station,

often did so at this water tank, as the freight

train frequently passes the station itself with-

out stopping, and the tank was only a quarter
of a mile distant. It is also in proof, that

passengers left at the station when the train

stopped there. Whether this tank was the
usual place for the discharge of passengers
from freight trains, was distinctly left to the

jury by the sixth instruction for the defend-

ant; and they found it was not. Their
finding was undoubtedly right. A local usage
adopted by persons living in 'the neighborhood
and familiar with the ground, for their own
convenience, can not be considered as making

,
any place but the regular station the proper
point for the discharge of passengers.

It is also urged, that, as the conductor acled

in good faith, and withput violence or insult,

and there is no proof of actual damage to the

plaintiff, the verdict should have been for only
nominal damages. The verdict was for one
hundred dollars. It was after dark when this

affair occurred, and the plaintiff was lame
and had two bundles that seemed to be
heavy. In order to reach the station • or-

pillage, he had to pass over a covered railway

bridge which spanned a stream, and which he
had to cross by means of a plank walk or foot

path, about three feet wide, laid down upon
the timbers. The only light came from below
and from the ends of the bridge. For a

stranger laden with bundles, to be compelled
to walk through a dark railway bridge at night,

on a narrow .path, uncertain as to when a

train may come, and liable to be crushed if

one does come, is certainly not a desirable
experience. The jury had the right to take
these things into consideration, and as the
plaintiff himself had been guilty of no
delinquency, and was anxious to pay his fare,

and as bis legal rights were violated in

expelling him from the train, it was proper
for the jury also to consider, not only the
annoyance, vexatious delay and risk, to which
he was subjected, but also the indignity, done
to him by the mere fact of expulsion. This
case is widely different from that of the
Chicago and Alton R. R. Co., vs. Roberts, 40
111., 503 We can not say the damages were
accessive.

It is urged, that the Court erred in refusing

the defendant's seventh instruction, which
was, in substance, that, even if the plaintiff

was wrongfully put off the train, yet if the

conductor acted in good faith and without
violence, the jury could give only such
actual damages as the plaintiff sustained, or

if he sustained none, then only nominal
damages. It is unnecessary to add what we
have already said on this subject. In a case

of this character, where the plaintiff was
without fault, the jury had a right to give

more than nominal damages, even though no
pecuniary loss or actual injury to the plain-

tiff's person was proven. The considerations

above named may properly enter into the

verdict in a reasonable degree. Neither did

the Court err in modifying the other instruc-

tions by adding that the phrase " usual

stopping place" means in the statute a

regular station for passengers to get on and
off the train. That is what it does mean.
Chicago, B. and Q. R. R. vs. Parks, 18 111.,

465. Judgment affirmed

[Amer. R R. Journal.

Hallways Into tbe Trans-Itlisslsslppl Coun-
try.

It is scarcely possible to separate the prose-
cution of works of public utility from the
stimulating element of exceptional private
interest; and whether, if possible, it would
be wise to make the separation is extremely
questionable.

We have never doubted that, ultimately, a
spirit of practical railway enterprise would
address itself, in downright earnest and in

palpable shape, to the great question of open-
ing to New Orleans the vast magazines of
wealth in the interior of the trans-Mississippi

country. There they were lying, from year
to year, receiving new stores as population and
industry flowed westward, but almost as

strange and unapproachable to this city as

though she had been excluded by the encir-

cling line of some sinister enchantment. The
hour was yet to come for this spell to break
under the only exorcism which it could not
defy. We believe that now, at length, this

hour is near at hand.

Time, as well as animated nature, has its

gestations and births. Like circumstances
generate like results. It is i nconceivable that

there should not be a developmeat of a trans-

Mississippi railway system from the radiating

point of New Orleans under circumstances
such as had resulted in similar developments
on lines centering in other cities. As popu-
lation and industry have advanced further

and further, and increased more and more, in

the vast productive area stretching westward
of New Orleans, they have been gradually as-

similating the situation of this city in respect

to that area to the situation of Chicago, in re-

spect to the rapidly settled regions westward

of that city, when she began to extend iron

arms to gather in from those regions the pro-

duce on which is founded the wonderful
growth of her commerce. There is no occa-

sion here to consider why emigration has
been so fast to pioneer the way for railway

enterprise in Illinois, Northern Missouri,

Iowa, Wisconsin and Minnesota, and so slow

to do so in Western Louisiana, Texas, North-
ern Mexico, Arkansas and the Indian Terri-

tory. It is sufficient to know that time was
bound to bring forth the event at last when-
ever the natural period of gestation should be
accomplished, and that this birth—railway

extension from this city in the westward track

of population and industry—is now at length
impending.

But the great work of public utility which
we all desire to have speedily executed we
can not reasonably expect to see undertaken,
and prosecuted with effective vigor without
the intervention of private interest to furnish

the enterprise with a special motive and a
sustaining stimulus. This has been the se-

cret of the unexampled amount of railway

construction in the United States. Even the
Pacific Railroad would not now be in exist-

ence if private speculation had not taken hold
of it, with the single and fierce desire to grasp
as clear gain beyond all expenses, the mag-
nificent subsidies from the Government, con-

tingent upon the completion of its several

sections.

Let no one throw impediments in the way
of the wholesome operation of this principle

in the incipient inter-oceanic railway system
of which it is the manifest destiny of New Or-
leans to be the great south-western center.

Let all of us give it a recognition and a wel-

come that shall be candid and liberal while
considerate and wise.

There are two projects now before the pub-
lic proposing to give this city railway connec-
tion with Texas, Each is supported by a
powerful private interest eager for gain, and
each is trying to obtain special legislation in

its favor.

Upon the bill in which the Chattanooga
Railroad Company couched their demands for

State aid, we have already animadverted.
The kind of aid which they asked was very

much like that which the wolf receives from
the lamb when he devours it. To promote
effectively such a road as the company prom-
ised to build, might well excite the ambition
of the State and the city, but that they should
pant and palpitate with aspiration to be
swallowed and digested, at the convenience
and pleasure of the company, surpasses credi-

bility.

The Berwicks Bay & Texas Railroad Com-
pany are infinitely more modest and reasona-

ble in the terms which they propose, as ex-

pressed in the bill in their behalf now pending
in the House of Representatives. They ask
nothing in addition to the necessary franchi-

ses of roadway and river transits, except

$1,500,000 in State bonds, conditioned upon
the completion and the commercial operation

of the road within the period of twenty-eight

months.Tuis is less than one-half the amount
of the same kind of aid asked by the other

company. Besides, they offer to give a satis-

factory bond in the penal sum of $1,000,000

to insure tbe faithful performance of their

part of tbe contract, which the other company
does not offer to do ; and they demand no ex-
clusive right of way, which the other company
does demand.

It is represented by the friends of the Ber-
wicks Bay project, that it can count upou
pecuniary assistance without delay from Mr
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Charles Morgan to the extent of $2,000,000,

and that this sum added to other resources,

including the proposed grant of State bonds,

will be sufficient for the building and equip-

ment of the road according to stipulation.

This representation looks altogether reasona-

ble. To doubt the practibility of an enter-

prise so well off in available means, would be

simply captious, and members of the Legisla-

ture who have been ready to vote $4,000,000

of aid to the Chattanooga Railroad Company
in consideration of the unguaranteed exten-

sion by that company of a road to Texas,

could not present the shadow of a pretext

for refusing, if they should refuse, to vote the

$1,500 000 asked in behalf of the Berwicks

Bay Railroad Company. Nevertheless, we
should not begrudge the former company all

the favors that can be consistently conceded.

It is well to encourage and to assist, upon
just and safe conditions, both roads. It would

be a disastrous want of foresight to act upon

the assumption that one road would be suffi-

cient for all time. Depend upon tt, railway

communication having once opened the heart

of the far trans-Mississippi country to New
Orleans, two roads will not be equal in ten

years to the wants of the growing and incal-

culable trade in that direction.

—

New Orleans
Commercial Bulletin.

Tunnel undercover Straits.

The Straits of Dover are, we believe,

twenty-two miles across, and are a most

serious obstacle to a " close connection " be-

tween the railroad systems of France and

England. The last theoretic effort to make
a "forward movement" against this "bar-

rier" to commerce, is very clearly given in a

report of the engineers, Messrs. Hawkshaw,

Brunlees & Low, in connection with Messrs.

Talabot, Chevalier & Gamond. It is, of course,

but a question of "time and money:"

"The engineers, some of whom have
been engaged for a series of years in

investigating the subject of a tunnel between
France and England, have attentively con-

sidered those investigations and the facts

which they have developed, beg to report

thereon jointly for the information of the
committee.

" These investigations supported the theory

that the Straits of Dover were not opened by
a sudden disruption of the earth at that point,

but had been produced naturally and slowly

by the gradual washing away of the upper
chalk; that tbe geological formations beneath
the Straits remained in the original order of

their deposit, and were identical with the for-

mations of tbe two shores, and were, in fact,

the continuation of those formations.

"Mr. Low proposed to dispense entirely

with shafts in the sea, and to commence the
work by sinking pits on each shore, driving

thence, in the first place, two small parallel

driftways or galleries from each country, con-
nected at intervals by transverse driftways.

By this means the air could be made to circu-

late as in ordinary coal mines, and the venti-

lation be kept perfect at the face of the
workings.

" Mr. Low iaid his plans before the Emperor
of the French, in April, 18S7, and in accor-
dance with the desire of his Majesty, a com-
mittee of French and English gentlemen
were formed in furtherance of the project.

" For some years past Mr. Hawkshaw's

attention had been directed to this subject,

and ultimately he was led to test the question,

and to ascertain by elaborate investigations

whether a submarine tunnel to unite the rail-

ways of Great Britain with those of France
and the Continent of Europe was practi-

cable.

"Accordingly, at the beginning of the year

1866, a boring was commenced at St. Marga
ret's Bay, near the South Foreland ; and in

March, 1806, another boring was commenced
on the French coast, at a point about three

miles westward of Calais ; and simultaneously
with these borings an examination was car-

ried on of that portion of the bottom of the

channel lying between the chalk cliffs on
each shore.

" The principal, practical and useful results

that the borings have determined are, that on
the proposed line ot the tunnel the depth of

the chalk on the English coast is 470 feet be-

low high water, consisting of 175 feet of

upper or white chalk and 295 feet of lower or

grey chalk ; and that nn the French ccast tbe

depth of tbe chalk is 750 feet below high

water, consisting of 270 feet of upper or

white chalk, and 480 feet of lower or grey
chalk ; and that the position of the chalk on
the bed of the channel, ascertained from the

examination, nearly corresponds with that

which the geological inquiry elicited.

"In respect to the execution of the work
itself, we consider it proper to drive pre-

liminary diittwuys or headings under the

channel, the ventilation ol which would be

accomplished by some of the usual modes
adopted in the best of coil mines.

"As respects the work itself, the tunnel
might be of the ordinary form, and snffi

ciently large for two lines of railway, and to

admit of being worked by locomotive engines,

and artificial ventilation could be applied
; or

it might be deemed advisable, on subsequent
consideration, to adopt two single lines of

tunnel. The desirability of adopting other
modes of traction may be left for future

consideration."

This, then, is the great tunnel scheme,
which a committee of promoters and engi-

neers submitted to his Majesty the Emperor of

the French in June, 1868; and we are in-

formed " His Majesty was pleased to refer the

matter to the favorable consideration of his

Excellency the Minister of Public Works, who
appointed a special commission to inquire

into the subject in all its bearings." This

special commission reported in March, 1S69;
and a summary of this report on the main
question is contained in the following three

resolutions, viz:
" I. The commission, after having con-

sidered the documents relative to the geology
of the Straits, wl.ijh agree in establishing the

continuity, homogeneity, and regularity of

level of the grey chalk between the two shores
of the channel.

"Are of opinion that driving a submarine
tunnel in the lower part of this chalk is an un-
dertaking which presents reasonable chances
of success. :

.

" Nevertheless, they would not hide from
themselves the fact, that its execution is sub-

ject to contingencies which may render sue-,

cess impossible.

"II. These contingencies may be inclu-

ded under two heads ; either in meeting with
ground particularly treacherous—a circum-
stance which the known character of the grey
chalk renders improbable ; or in an influx of
water in a quantity too great to be mastered,
and which might find its way in either by in-

filtration along the plane of the beds, or

through cracks crossing the body of the

chalk.

"Apart from these contingencies, the work
of excavation in a soft rock like grey chalk

appears to be relatively easy and rapid ; and
the execution of a tunnel, under the condi-

tions of the project, is but a matter of time

and money.
"III. In the actual state of things, and

the preparatory investigations being too in-

complete to serve as a basis of calculation,

the commission will not fix on anv figure of

expense or the probable time which the exe-

cution of the permanent works would re-

quire."

The Eric Railway.]

There are some public works, or combina-
tions of public works, which have grown to

such magnituJe as to be of national import-

ance and significance. We sometimes .shrink

from the contemplation of a great series of

consolidated railways, with revenues such as

exceed, or may exceed, that of a majority of

the nationalities of the globe, controlled by a
few men or a single band. We have an un-

defined, or but partially defined, dread of the

power ibey do or may exercise with the vast

means at there disposal, and yet, on reflection,

we can not deny that such consolidations, on
the whole, are clearly in the public interest.

Who does not remember the time when pas-

sengers between Albany and Buffalo had to

change cars, exchange tickets, and wait for

the transfer of baggage from one to the other

of the half dozen little independent railways

that existed between the two cities ? And
who, even now, in case arrangements for the

purpose have been established between inde-

pendent lines, does not bolt his breakfast or

dinner, and get himself red in the face, in

hurrying to the station half an hour ahead of

time, in order to secure a place in the

"through car"? What a relief there is in

being able, " to check your baggage through,"
let any traveler in Europe, compelled to reg-

ister it four times between Venice and Na-
ples, testify.

In this sense, if in no other, that gigantic

combination of railroads and steamers known
us " The Erie Railway," reaching from Boston
to Cincinnati, and striking for San Francisco,

is a great public benefaction. To originate

and organize such a combination as the men
controlling this vast work have effected, is

evidence not alone of foresight and ability,

but also of genius. If in doing it they have
had conflicts with others endeavoring to pro-

fit by their indications or suggestions, or to

deprive them of the results of their efforts,

or to compete, with them in other ways, we
fail to see what reason or right the public,

which is benefited, has to take part in the

quarrel, or to become partisans of one set of

enterprising men or the other.

.The simple truth is, the consolidation of the

petty, ill-managed roads that became the New
York Central, we care not how brought about,

whether legitimately or otherwise, was a great

public benefit, second only to that far more
comprehensive, efficient and more useful con-

solidation which has given us that extraor-

dinary national work called the Erie Railway.

The time may, and it seems is not unlikely

soon to come, when its present inexpressive

designation will be changed to that of the

New York and San Francisco Railway. And
the sooner that time comes, and the whole
series of roads that intervene are brought

into harmonious relation and action under a
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single intelligent head, the better. So far as

we can now see, this grand and useful result

ain only be reached through and by the Erie

Railway, which it is, just now, the fashion to

disparage and abuse.

As it stands, as we have already- said, it is

almost a national "institution." It reaches

so far, and stretches so wide, and is so rami-

fied with all our affairs, business and other-

wise, thut we can hardly fail to speak of it as

we do of a department of the Government

—

we mean, of course, in the sense of its import-

ance. We are constrained to look at the

annual report of its officers, as we would to

that of almost any of the departments at

Washington. The report of its president, just

published, certainly, in comprehensiveness,
compactness and clearness, is almost as much
a " Public Document" as that of the Treasury
or General Post Office. In many essential

respects, it certainly surpasses any that has

gone before Congress this year, and in import-

ance surpasses some of them.

One is almost staggered by the statistics

which Mr. Gould presents, and especially by
the enormous receipts of the consolidated

road. In 1868, these, for passengers and
freight, amounted to $14,312,478; in 1869, to

$16,576,836—a gain in one year of $2,263,348!
During the year, a great iron bridge, six

hundred and fifty feet long, has been built

over the Susquehanna River ; four hundred
miles of steel or steel-headed rails have been
laid; a new ferry, with spacious and splendid

boats, has been opened between " uptown"
New York and the Eastern terminus of the

mad; a line of steamers, among the finest

afloat, put on the Sound, to facilitate trade

and travel with Boston ; besides a line of

twenty-two steamers on Lake Erie, connecting
with all the commercial centres around the

Great Lakes. This, and much more, in face

of hostility from men defeated in aspiring to

the control of the work, in despite of compe-
tition, fair or unfair, and in defiance of a

fierce disparagement, wholly without founda-

tion or excuse.

However they have done it, the one great

fact remains—the present managers of the

Erie Railway have extended and organized it

on a scale benefiting the most important line

of railway leading from New York, and make
it the great aorta ot the heart and metropolis

of the Western World.

—

Frank Leslie's Illui-

traled Newspaper Feb. 12, 1870.

Finance and Trade.

Trade is gradually improving, the demand
from the South, for many kinds of goods,

having reached respectable proportions dur-

ing the week, considering the early stage of

the season. Manufacturing industry is also

beginning to start up to meet the prospective

wants of consumption, thus stimulating the

demand for most of the leading raw materials.

The prospects of a good spring tr.ade appear.

to be gradually brightening, since it is now
taken for granted that there is likely to be;

no Congressional action upon the currency,

and tax question calculated to seriously in'

terfere with mercantile calculations, while it

is a pretty well ascertained fact that the in-

terior markets are more than usually bare of
goods. Superadded to these encouraging in-

dications, we may add that the consuming
power of the country has suffered little or no
diminution, the high rate of taxation having
been compensated by unusually large crops
of all the great agricultural staples. The

purchasing power of the West, it is true, has
been somewhat lessened by the unwonted de-
pression of its principal staples; but it is to
be remembered that it has a large surplus of
the leading products of the soil yet to realize
upon, while nothing has thus far occurred to
seriously impair credits.

The South on the other hand, has rarely if

ever been in a better position to take and pay
for goods, owing to the general freedom of
that section from debt, and the munificent re-
turns for the leading staples. In fact, South-
ern traders are regarded as the best customers
in our market, because they almost invariably
make their appearance with hard cash, and
have, in addition, the credit of their various
crops behind them. This state of things is

likely to continue for some time, for there is

no reason to anticipate any material decline
in the value of cotton, and it is more than
probable that the proceeds of the crop this

year will exceed those of any previous season.
The great cotton crop of 1859-60, realized
nearly $260,000,000 ; if the estimate of two
and three-quarter millions of bales for this
season's yield prove correct, the South will

draw for about $300,000,000, and this, with
the proceeds of the cane, naval stores, tobacco
and other staples, can not fail to give a great
impetus to the commerce of the country. In
view of the facts thus hastily grouped, there
is every reason to expect a good trade, in

the event of no unforseer. influences of a
disturbing nature. The money market tends
to still greater ease, under the s'teady accumu
lation of currency from the interior, and mer-
cantile paper is freely discounted at 7 J to 10
per cent, for double, and 10 to 15 for single
names.—iV. Y. Commercial List.

Strength vf Metals.

An ingenious civil engineer of Marseilles

has discovered a mode of using the force of

rising and falling tides as a motive power,
and he thinks that this new motor can be
made serviceable at a great distance from the

sea. The name of the discoverer is Ferdinand
Tommasi.

The power of the moon's attraction has
been used practically for a long time. The
inhabitants of Long Island, while still colo-

nists of Great Britain, ground their wheat
and sawed their lumber by moon power. The
ocean tide was suffered to fill mill ponds at

flood, and the water so gathered was confined

and used to drive undershot wheels after the

tide had nearly ebbed. By this process,

however, only an insignificant part of the tide

power was employed. On every mile of ocean
coast the power of the tide is sufficient to

raise ten million tons a distance of ten feet

twice every day. The tidal power exerted in

Delaware Bay alone would more than suffice

to drive all the machinery now in use in the

world. The chief difficulty in applying tide

water as a mechanical motor, is the want of

strength in metals. If a cheap substance
could be had of ten times the strength of

steel this tide power could be gathered up and
utilized. With such a metal, a spiral spring,

weighing a few hundred pounds and wound
tip by the power of the tide, might be made
to propel a railway car a hundred miles by
means of a system of wheels like those which
are driven by the main spring of a watch.

While tital power is in amount scarcely con-

ceivable for its vastness, it is very slow in

its vertical motion, the machinery by which

it can be made directly available must there-

fore be of very great strength and dimen-
sions. The utilizing of the tidal motor has
long been a subject of study among mechani-
cians and inpentors, but the insufficiency of
the strength of metals has been constantly
in the way of a successful result. The same
want is experienced in almost every branch
of mechanical invention or improvement.
The discovery of some chemical means by
which the strength of steel could, without
additional cost, be doubled, would realize the
dreams even of those who seek the means of
useful serial navigation, and it would result
in the application of steam-water and electro-
magnetic power to very many new uses.

—

Railroad and Traveler s Journal.

Wooden Toothpicks.—Their manufacture is
carried on by but one establishment, which
has been in operation four years. It is near
Boston, and employs thirty hands. The
machinery has been patented, and is propelled
by water power. The woods used are maple
and willow. The sales are quite large, and
amount at times to forty or fifty cases a day,
each containing one hundred thousand tooth-
picks. The aggregate number sold, therefore,
amounts in that period to four or five mil-
lions.

B©" The total value of domestic produce
and manufactures exported from Portland,
Maine, in 1869, including lumber and cooper-
age, was $1,666,944, of which $869,707 were
shipped in American vessels, and $797,237 in
foreign vessels. The gold value of all kinds
of lumber transported into that district from
Canada, for 1869, was $311,612, of which all

but $75,000 were for exports to Cuba and
South America.

JEJ®* Twenty years ago Pennsylvania was
the largest wheat-producing State in the
Union; now it is about the twelfth.

Railroad Items.

—The rumored resignation of Rucker, Gen-
eral Superintendent of the Erie Railroad, is

officially denied by Pisk.

—A bill was introduced in the New Jer-
sey Senate, March 1, looking to a new rail-

road route between New York and Philadel-
phia.

—The bill to grant the right of way. to the
Cincinnati Southern Railway, through the
State of Kentucky, was defeated in the Ken-
tucky Senate, March 1, by a vote of 22 to 13.

—A new railroad enterprise, with the title

of Mahopac & Boston Railroad, is projected,

starting at Croton, on the Hudson River, and
connecting at Brewster's station with the

Boston. Hartford & Erie, Harlem and other

roads.

FRUIT GROWING FOR PROFIT.

Everybody can have the benefit of 30 years

experienoe, in my New Descriptive Catalogue

of 56 pages, for 10 cents. It tells what and how

to plant.

WM. PARRY,
Cinnaminson, N. J

3-3,5.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 S->rts of either for $1.00; prepaid by mail. Also

Small Fruits, Plants, Bulbs, all the new potatoes, &c ,

prepaid by mail 4 lbs. Early Rose Potato, prepaid,

for SI 00. Conover's Colossal Asparagus. $3 per iOo;

$2o per 1000, prepaid. New hardy fragrant everblooming
Japan Honeysuckle, 50 cts. each, prepaid True Cape Cod
Cranberry, for upland or lowland culture. £1.00 per JOU,

prepaid, with directions. Priced Catalogue to any address,

gratis; also trade list. Seeds on Commission.
B. M. WATSON, Old Colony Nurseries and Seed Ware-

house. Plymouth, Mass. EstaoliBhed in 1S42.

6-1-70, 17.

A Clergyman, while residing in South America ae a
missionary, discovered a safe and simple remedy for the

cure of Nervous Weakness, Early Decay, Diseases of the
Urinary and Seminal Organs, and the whole tr<in of .dis-

orders brought on by baoeful and vicious habits. Great
numbers have been cured b.v this noble remedy. Prompted
by a desire to benefit the afflhted and unfortunate, I will

send the recipe f »r preparing and usins this medicine, in a
sealed envelope, to any one who needs it, Free of Charge.

Address,

JOSEPH T- INDIAN,
Station D, Bible House,

7-10-9, 13. NEW YORE. CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENCBNE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI.ELLIPTIC

SPRIBJ-GS,
Made at hts shops in Philadelphia. Employing only the
most experienced workmen and bkst material, he pledges
himself t> furnish a Spring of the greatest elasticity, and
one which shall be uniformly reliabla in its carrying weight

All Springs tested to double their usual
load.

PHII,IP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N.
Shops—Seventeenth and Coates St. FH1L.

John A. Griswold & Co.
TROY, 1ST. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

TIDWISf J. HORJTEB,

Successor to

MfDAXF.I. A- HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

T. F*. H.«,xx<a.ol:plx,
MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS.

DRAFTING INSTRUMENTS, &c,

67 W. Sixtb St., Cincinnati, O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va., until 12 M. March

1. lP7f), for the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OF BRIDGES on the Chesapeake and
Ohio Railroad between the Falls of Kanawha and the Ohio
River, including THREE MILLIONS CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Rich i-ond, Va., -until

12 M. March 10, 1270, for several heavy sections east of the
Falls of Kanawha, including the unfinished work near.
MillboTo', and that eight miles east of the White Sulphur
Springs the Great Bend tunnel. 6,-100 feet ; Lewis tunnel, :

3,8(J0feet; five other tunnels from 500 to 1,700 feet long;
Beveral sections in rock cutting; and about 70,000 cubic"'

yards of masonry.
Profiles and specifications can be found at the office.of

the company) 54 William street. New York, on and After

February 1; nt Richmond, Va. and at Charleston. W. Va.,

on and after January 15,1870- The company reserves the
right to reject any or all the bids offered, and to make private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomb, Chief
Engineer, Richmond, Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C P. HUNTINGTON,
27-1-70, 4. President.

L.RAND SCENERY!
fl@-QUTCKEST ROUTED
59 Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPBTIA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TO

WASHITVGTON

NO OIIAIVGOE OF OARS
From Cincinnati "Ro 1 tiTYl r\-r*d am ' 1,ut ONE

orColumhus to-DoJ-UIIlUlO CHANGE;
l*hiladr Iphia and Netv York.

Ask for TICKETS and
RAGGAGh CHECKS v .Baltimore & Ohio R.R

J. L.WILSON, Master of Transportation.

L. M. COLE, General Ticket Agent.

G. 11- GI11S0N, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to lit. Louis Without
Chunye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansvillo, St. Joseph

Jnfierson City, and all points on the Lower Mis-

sissippi River, and on the the I IIimi.-i .

Central Railroad.

TRAINS RUBJ AS FOLLOWS :

St. Louis, Evansville and Cairo

Mail 7:15 A M. 10^5 P.M.
Osgood Accommodation. ., , 3:10 P.M. 8:45 A. M.
Through Western Express 6:10 p. M. 8:30 P.M.
Night Express 10:'20 P. M. 6:U0A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

rennes time, lit minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Coiner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, Cin. 0.
C.E. rOLLET.GenMTick't Ag't, Si. Louis, Mo.

CHANGEABLE GAUGE CAR TRUCKS
As in use on the National Despatch LiDe of Cars, adapted
to two or more gauges. For information apply to

CJHAS. BOlKl'S A CO , Boston, Mass,
2-12-9, 52.

BUSH & LOBDELL,
Chilled Railroad Car Wheel, Tyre

—AND—
Railroad Machine Works,

.; WII.SIINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
fob,

Railroad Cars

and
Locomotive Engines.

ORDERS executed promptly to any extent for these
celebrated WheelB, either single or double plates

with or without axleB.

WHEELS FITTED
Hammered or Rolled Axles, in the best maon?rand
the shortest notice, and on th« most reasonable term



«4 THE KAILllOAJD EECOED.

ERIE BJLIIaWJiY.
1400 MILES under 800 MILES without

One Management. Change of Coaches.

BROAD GAUGE, DOUBLE TRACK ROUTE
FOE

Providence, Albany,

PITTSBURG, HARRISBURG
Pliilaclelphia, Baltimoi-e,

And Principal Points in

NEW YORK, NEW ENGLAND
—ANDPennsylyania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - S85 Miles

22 to 27 MILESthe'sHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPKESS, •

(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urbana, 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M.j West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; Ranvenna,
5.05P.M.; Meadville, 7.55 P.M. (Supper);

Susquehanna, 8.10 A. M. (Breakfast) ; Tur-

ner's, 2.07 P. M. (Dine) ; New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperatown,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with

afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING- EXPRESS,
daily. Arrives DaytoD, 12.01 A. M.; Urbana,

126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st);

Akron, 7.33 A.M.; Ravenna, 8.20 A. M.;

Meadville, 11.16 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England

cities.

New and Improved Coaches of the style peculiar to the

Broad Gaa<^e. arranged for both D:iy aud Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only Line running through

860 Miles without Change.

Boston and New England Passengers,
witli their Baggage, are t ransl'eri'edEREE
OF CHARGE in New York.

J]^7= The Erie Railway Company has opened a new
Ferry from their Jersey City Dc-pu to the foot" of Twentv-

thir'l Street, New York, thus enabling parsengers to reach

he upper portion of the city without the expense and an-

noyance of a f-treet car or omnibustransfer. „ '-;

J]"/
3 The scenery along the entire route of the Erie

Railway is of the most picturesque anil beautiful character-'

Admirers of Nature's beauties, in a daylight journey over

this Line, will Bud in its ever changing landscapes sub

jects of continual admirath n and interest

BaggfageCheck'dThrough
And Fare always as Low an by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be ohtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 110 Vine St.. 4 Burnet

g ua e, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and

South-west. WM. R. BAR8,
W B. SIIATTUC, Oen'l Pass'r Ag'U

general S^ulharm Agent.

Best Route to St. Louis and Chicago

I NBIAKAPOLIS,
X CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

CAIRO,
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Cities in the West,
North west and South-we3t.

Dj="rhe7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... /.50am }2.4H am
St Louis and Springfield Express... 2.40 pm 7 33 am
»St. Louis and Springfield Express, ln.20 pm 3.42 pm
Lawrencehurg Accommodation 10.10am 2.35 pm
Lawrenceburg Accommodation 4.30pm 8.25 am

The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6.50pm j).3u pm
Harrison Accommodation.... 5.30 pm 7.10 am

ThroughTiekels can be obtained atthe Burnet House

Office, corneroiThi.dand Vine ; River Office, corner of

Walnut Street and River; andat Depot, corner of Plum

and Pearlstreets. The splendid Passenger Depot of the

I. &C. Railroad is about a mile nearer the businesscenter

of the city than the Depot of any other railroad, and with-

in afew squares of the PostofBceand principal hotels and

Steamboatlandings.
J. P. RICHARDSON .Superintendent.

A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVB.

Eastern Express (Erie Railway;. 7:00 A. M. 6:31'. P. M-
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A.M. 10:2o P. M.

do do do 6:3uP,M. 7:t)0A. M.

Lima. Fort Wayne &. Chicago.... 7:15A.M. 10:25 P. M-

d0 do do ....2:30 P.M. 5:40 P.M.

d„ do do ...6:30 P.M. 7:30 A.M.
Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
s,irin»Beld Accommodation 2::i0 ?• M - 16:20 A.M.
Sandusky, Cleveland & Buffalo,. 6-30 P M. 10:20 A. II.

Muncieojlndlauapolis 7:15 A.M. 10:25 P.M.
d0 do 5:00 P.M. 1:20P.M.

Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.

,l0 do do. ... 5:00 P. M. 10:20 A.M.
Hamilttn Accommodation 9:30 A.M. 8:05 A.M.

do do 6:50 AM.
Trains run SEVEN MLNl.'TES FASTER than Cincin-

aatitime.

For allinformationand throughtickets, please applyat

tr,eold office, south-east corner of Broadwayand Front; Bur-

net House Office, corner Vine and Baker ctreets, and at the

respective depots. East Front and WeslSixth streets.

D. McLAREN, Gen'l Superintendent.

SAM'L STKPHEN SON, Gen'l Tick't Ag't.

Jmnibusef call for passengers

The Old And Reliable Route.

Through to Pittshurs without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and

Pittsbusc. Philadelphia, Baltimore, New York or Boston,

and all Kastern points with the greatest promptitude and

dispatch. .-",.,
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,

No. 27 West Third Street, Cincinnati.

W. P. SH1NK, General Freight Agent.
.Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHOUT-LINE RAILROAD.

Time only 3 liours
Fare Only $3.50—Transfer from Hotel or
Resilience to Depot? in Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ABRIVE.
Morning Mail 7,35 A. M. 2, 3op. M.
Evening Express "J5 P. M. 3.45P. M.
Night Express 11,15P.M. 5,0'>A.M.
Walton Accommodation 4,UUP. M. 9,35 A. M.
The 7 :35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation, otter great inducements to the
citizens of Cine-inniti and Covington who wish to pur-
chase country resiliences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
further information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Depot, Covington. Ky.

SAM'L GILL, Gen'l Sup't- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Fassenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Kailroad, and at Eaaion
with the Lehigh Valley .Railroad,, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT. .

Commencing August 30, 1S69. Leave New York as
follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
&c.
7:15 a. m.—For Somerville.

8:30 a ui.—For Flemington, Junction, Stroudsburg,
Water Gap, Scranton, Kingston, Pittston, Great Bend,i&c.
12 m.—For Flemington, Easton, Allentowu, M&uch

Chunk, Wilkesbarre, Reading, Columhia, Lancaster,
Ephrata, Litiz, Puttsville, Scranton, Harrisburg, <fcc.

3:30 p. in.—For Easton, Allentown, Mauch Chunk
and Belvidere.

4:30 p. m.—For Somerville.

oi'iH I>- Ml.- For Somerville and Flemington.
6 p. ml— For Easton and intermediatestations.

7 p. ill.—For Somerville.

7:20 p. in-—Emigrant—Stopping only at the princi

pal stations.

9:00 p. m.— Fur Plainfield.

11:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a.m.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie aod
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for

Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-

days,) for Easton, Bethlehem. Allentown, Reading, Harris-

burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars

to Pittsburg and Chicago. Connects at Junction with

Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.—Western Extress Train, daily, for Easton,

Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with traiu for Williamsport, Erie,

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8-15 8:30, 91,9:20, Hi:30, 11:40 a. m.—12 m., 1:«0, 2:t'0

3-00,3:3i>, 3:45, 4:15, 4 30, 4:45, 5:10, 5:25, 5:45, 6:00,6:25,

7:00, 7:2' ,7:40, 8 :i'0. 9:00, 9:40, 10:45,11:50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty St., N. Y.;

atNo. I Astor House; Nos. 254, 271, 52(3 Broadway ; at

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER.huperintendcnU
H. P. Baldwin, Gen. Pass. Agt.
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ASSERTIONS ARE NOT FACTS

Mb. Spkaker: It. is with considerable diffi-

dence that I arise to address this houorable

body, after this subject has been discussed

by such distinguished and able counsel. I

should not do so were it not that the bill un-

der consideration is of great, I might say

vital, importance to the people of my district,

and it is one in which not only one-third of

the people of this Commonwealth are directly

interested, but, sir, it assumes much larger

proportions. It is a national measure. A
measure in which the interests of at least one-

fourth of our whole country is involved. It is

not the offspring of a moment, or the result

of temporary excitement. It has been the

theme and hope of some of the ablest minds

of half a dozen Stales for the past thirty-five

years. It is scarcely necessary for me to say

that in 1836 this subject was considered of

sufficient importance to call together a very

large number of delegates (between three and

four hundred), at. the city of Knoxville, Ten-

nessee (there were bat six from Ohio, and

sixty from Kentucky), and it has continued

to occupy the public mind from that day to

this.

Last summer, sir, I had the pleasure, my-

self, of meeting with distinguished representa-

tive gentlemen from a large number of the

counties embraced in the area through which

it is proposed to construct this road ; besides,

I also met with representatives from North

and South Carolina, from Georgia, from Ala-

bama, from Florida, from Mississippi and

Tennessee. The Governors of two or ihree

States, sir, considered it of sufficient impor-

tance to induce them to momentarily throw

aside their robes of State, and in a representa-

tive capacity to visit the city that now pro-

poses to construct this much-desired, lons-

asked-for, and important work. Indeed, no

less urgent were they for its construction, nor

cordial in their terms of welcome, than were

the delegates of our own State. It was hailed

as a "sweet harbinger of peace," a ' bund of

union," and a promoter of " the general wel-

fare."

The whispering voice of the people of Cen-

tral Kentucky is just beginning to be heard in

response to the rumor that has gone forth

that ihe overshadowing influence of a power

ful railroad corporation, and the concentrated

vote of the representatives of the " first cily

of the State," are likely to delay, if not defeat,

the passage of the measure. These whisper-

ings are but the earnest of what will be heard

in thunder tones if the desires and interests

of the great, rich, and populous center shall

be set aside and disregarded. It is a singu-

lar fact that but little of active opposition to

any "fair bill" has been uttered or enter

tained except that coming from the city of

Louisville, and engendered by the opposition

of the Louisville k Nashville Railroad. Its

tracings can be readily followed. This question

is one not of party politics, but interest ; and

the people will not omit to settle accounts

with those who fail to meet their expectations

of duty. I have great confidence, sir, in the

intelligence and integrity of the people, and

in the ability of their representatives to un-

derstand the sound of their voice—the vox

pnpuli I Hence it is, that I have never

doubted for a moment the passage of this

measure, when divested of objectionable fea-

tures.

At the outset of this session it was generally

conceded, by nearly every member on this

floor, that they were in favor of a " fair bill,"

free from constitutional and legal difficulties,

and that did not destroy " vested rights."

As originally presented, there were some
features I hat were by many regarded as ob-

noxious in this bill, although in others they

have passed this Legislature without scrutiny.

These, sir, if I correctly understand the char

acter of the objections, have been entirely re-

moved by the tree consent of the memorialists.

There has been, however, one or two points on

which a doubt may hang, developed in the

discussion hitherto had before ihe joint com-

mittee, to which I desire to call the atten-

tion of the members of this honorable body.

We will first consider the assertion that

never were

CORPORATE POWERS GRANTED TO OTHER THAN

CITIZENS OP KENTUCKY.

In the recent discussion before the joint

committee of the two Houses, Mr. Caldwell is

reported as saying :

" They come to Kentucky and demand of

the Legislature of the Stale, of which I am
proud to be an humble citizen, grants of great

powers, such as this Legislature has never
oiven any man or set of men on the face of

God's earth.
" I had asserted that such powers had never

been granted by any free and enlightened

people to non-residents. 1 demanded and
challenged an instance worthy of the consid-

eration and confidence of this committee as a
precedent. I challenged, the action of any
sovereign power that you could respect and
treat as a power worthy to be followed by you.

I cited you to all the past history of this

country,and there to produce a parallel case."

It is not denied that Tennessee has passed

an act in character similar to the one under

discussion, and intended to aid in the con-

struction of this "Cincinnati Southern Rail-

way ;" but then the answer would be " poor,

maimed, manacled, bound, whipped, humbled

Tennessee."

But let us see once what has been the con-

duct of " ever free, noble, generous, gallant

Kentucky!" Let us read from chapter 775,

page 426, of Laws of Kentucky, 1859-60, "An
act to incorporate the Mississippi River

Railway Company, approved February 28th,

1860.

The act reads:

"Whereas, The General Assembly of the State of
Tennessee, on the 29th January, 1858, and at the first

ses.-ion of the thirty-second General Assembly of said
State, for the years 1857—8, passed an act, entitled • Au
act to charter the Greenville and North Carolina Rail-
road Company, to amend the charter of Ihe Eagleville,
Uniouville, and Shelbyville Turnpike Company, and for
other purposes ;' and whereas, a portion ol said act con-
stitutes John S. Stanton, Thomas L Sullivan. John D
Williams, William D. Ferguson, and Jesse Moore, of
Shelby county, Tennessee ; and John T. Fields and Wil-
liam G. Fields, of Dyer county, Tennessee, a body cor-
porate, under the name and style of the " Mississippi
River Railway Company ;" and whereas, said Mississippi
River Railway Company are empowered to operaie under
their said incorporation, uithiu the limits ot Kentucky,
only by and with the concurrence of the General Assem-
bly of Kentucky ; therefore,
" g 1. Be it enacted by the General Assembly of the

Commonwealth of Kentucky, That the said act of the Gen-
eral Assembly of Tennessee, so far asit relaee to the said
' Mississippi River Railway Company,' be, and the same
is hereby, concurred in, and re-enacted in all its sections

and details (except aB hereinafter provided for), bo far

as the said railway company, in said act of incorporation,
propose to construct their road and operate within the
limits of this State ; Baid company shall possess all the
powers and privileges, and be subject lo all the limita-
tions, liabilities, and responsibilities withiu this State,
which are, now or may hereafter be pn-scrib -d by the
laws of Kentucky, and which are prescribed by said act

-of incorporation, in reference to ttieir operation witliiu

the Stale of Tennessee: Provided, however. That this

General Assembly does not concur in, but rejects the
Will, 51st, 59d, 53d, 54th, 55th, 56th, and 51th sections

of said act, as those sections are numbered in the act aB

it appears in the published private acts of the General
Assembly of .Tennessee, at the aforesaid first session of the
thirtv-seennd General Assembly of that State.
"

jj
2. That the 3-tth, 3!bh, 40th. 41st, 42d, and 43d

sectiynsfof an act of the General Assembly of Kentucky,
entitled l An act to incorporate the Licking and Lexing-
ton Railroad Company, and Louisville and Frankfort
Railroad Company,' approved March 1, 1847, so far as the
same are applicable to the object and intent of the incor-
poration of said Mississippi River Railway Company, are
hereby adopted and euacted as a part of this act ; and all

the powers and privileges granted, and the restrictions
and liabilities imposed in said sections upon ths said
Licking and Lexington, and Louisville and Frankfort
Railroad Companies, are hereby granted to and imposed
upon the Mississippi River Rail-way Company, so far as
it operates within the limits of the 6t»te of Kentucky :
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Provided, however, That the said last Darned company
shall not construct theirroad within Kentucky of greater
width than, by 6aid act of the General Assembly of Ten-
nessee, tbey are authorized to do within tbe limits of the
State of TeDueasce : And provided further. That said

company shall not make their road of greater width, in

any town or city through which it may pass, than may
be neceBsary for the turnouts, tracks, or rails upon which
their cars may run in said city or town."

A few other minor sections follow
;

but

this is enough to quote to see the intent and

purpose of the act.

It is a flat contradiction of the position as-

sumed, and scarcely needs onp word of com-

ment. Not a single one of the corporators

but are "foreigners." But that is not all If

you carefully note the reading of the act, just

quoted, it will be observed that the Tennessee

act, with all its "powers, privileges and fran-

chises," " so far as it relates to the said ' Mis-

sissippi River Railway Company,' be, and the

same is hereby, concurred in, and re-enacted

in all its sections and details ;
" but not con-

tent with that, in tbe generosity of their

hearts, the Legislature of Kentucky granted

—Section 2. That the 38th, 59th, 40th, 41st,

42d and 43d sections of an act of tbe Gene

ral Assembly of Kentucky, entitled ' An act

to incorporate the Licking and Lexington

Railroad Company, and Louisville and Frank-

fort Railroad Company,' are hereby adopted

as a part of this act."

Here then, sir, we have a foreign corpora

tion, blessed with the "powers, privileges and

franchises " of two sovereign States.

In the laws of 1849 50, chapter 325, page

354, we find the following : "An act to in-

corporate the Nashville and Louisville Rail-

road Company. Be it enacted by the Gene-

ral Assembly of the Commonwealth of Ken-

tucky, That an act, entitled 'An act to in-

corporate tbe Nashville and Louisville Rail-

road Company,' passed by the Legislature of

the State of Tennessee, on the 9th day of

February, 1850, aud in the words and figures

following, viz. :

" § 1. Be it enacted by the General As-

sembly of the State of Tennessee," etc. I

will not quote the entire act.

It would rightfully be contended that a por

tion of the corporators in this case were citi

zens of Kentucky. This is true ; but if we

consult section 24 of this act, it will be seen

that, after the first election, this would not

necessarily be the case. The section reads :

"
\ 24. No person but a citizen of the United States,

and being a bona fide stockholder, in hid own right, of at

least twenty shares, which he shall have held at least

three months previous to his election (. xcept at tire

first election), shall be President or a Director of tbe
general Board."

Section 17 fixes the "exclusive right" to.

transport passengers and goods at the follow:

ing rates, viz: "Shall not exceed thirty-

-

five cents per one hundred pounds on heavy

articles, and ten cents per cubic foot on arti-

cles of measurement for every hundred miles,

and five cents a mile for every passenger :

And provided, also, That the said company

may, when they see fit, farm out their rights

of transportation on the said road, or any of

its branches, subject to the rates above men-
tioned."

This right to "farm out" is precisely what

the trustees in tbe bill before us propose

to do.

Section 28 furnishes a sliding scale for

voting the stock.

"Section 34" grants "all lands not here-

tofore granted to any person, not appropria

ted by law to the use of the State, within one

hundred feet of the center of said road, or

its branches, which may be constructed by

said company, shall vest in the company so

soon as the line is definitely laid out through

it; and any grant thereafter shall be void."

This grants the " right of way " " two hun

dred feet wide " through the lands of the

State. It. is strange that this was not consid

ered dangerous to the sovereignty of the

Slate, at that time. No, sir, it is a modern

invention, got up for the present occasion

only.

Section 50 provides, that " this charter

shall, from time to time, be amended by the

Legislatures of the States of Tennessee and

Kentucky, whenever the President and Di-

rectors shall unanimously petition for amend-

ments," etc ; while the closing clause of the

Kentucky portion of the act says, " be, and the

same is hereby adopted and re-enacted," etc.

;

and closes with a provision for city, town and

county subscriptions.

Chapter 419, page 80, volume 2, Laws of

1865-6, contains the following : " An act to

incorporate the Nashville & North-western

Railroad Company." The first section reads:

" | 1. Be it enacted by the General Amembly of the Com-
monwealth of Kentucky, That an act to incorporate the
Nashville aud Northwestern Railroad Company, passed
by the Legislature of the State of Tennessee, on the 22d
day of January, ISo'i, together wiih the 6everal ameud-
ments thereto, made by the said Legislature of Tennessee,
passed February 28, 1*852, and February 15, 1864, in the
words and figures as f Hows, to-wit."

Here follow the acts and amendments,

which we do not propose to quote to consume
the time of members, but will merely refer to

the second section of the act, to show that

the corporators therein named are, every one

of them, citizens of Tennessee; neither is

there any provision in the act requiring anv

director or officer, or even stockholder, to be

a cilizen of Kentucky. In addition, sir, it is

provided, in section 36, "the capital stock of

said company shall be forever exempt from

taxation, and the road, and all its fixtures

and appurtenances, including work-shops,

warehouses, and vehicles of transportation,

shall be exempt from taxation for the period

-.of twenty years from the completion of the

road, and no longer."

• The close of section 1 of the Kentucky act,

which embraces the Tennessee actahd_all the

amendments, reads:
" Be, and the same are hereby, re-enacted and aiopted,

wilh all the privileges, franchises, powers, and responsi-
bilities conferred aud granted by said charter, 80 far as
the same are applicanle and not inconsistent witli Ihe
Constitution of Kentucky, to enable the said Nashville
aud Northwestern company to continue their line of
railway to the city of Hickman, in Fulton county, Ken-
tucky.
" g 2. This act to take effect from its passage."

It seems to me that it is unnecessary to

pile up any further evidence on this point. I

will give but one or two more, and then pass

on to some other division of the subject.

Let me cite you to chapter 455, page 552,

of volume 1, Laws of 1861-8. It is as fol-

lows :
" An act to amend an act, entitled

' An act to incorporate the Nashville and

North-western Railroad Company,' approved

March 8, 1856:

" ^ 1. Be it enacted by the General Assembly of the Com-
monwealth of Kentucky. That the act approved March 8,
185*5, entitled 'An act to incorporate the Nashville and
Northwestern Railroad Company,' be, and the same is

hereby, re-enacted, with all the rights, privileges, ami
immuuiti'-s conferred on said company by Baid act.

' g 2. That the statuary lien reserved by the State of
Tennessee, for the security of the bonds of said State,
heretofore or hereafter to be issued to sard Nashville and
Northwestern ltailioad Company, and the accruing in-
terest on the road-bed, right of way, grading, bridges,
and masonry, upon all tbe uncollected stock subscribed
to such road, and upon tbe irou rails, chairs, spikes and
equipments, aud on the whole road superstructure,
equipments, and rolling stock, as far as completed or
acquired, and upon all the property owned by the com-
pany, or incident to, or uecessary for its business, as well
as snch property and effects hereafter acquired as the
property a->d effects u i.w owned and possessed, he, and
the same is hereby, extended to the property of said com-
pany in the State of Kentucky, or which may hereafter
be brought into this State ; and the State of Tennessee
may enforce its said lien at any time on said property and
effects, by proper proceedings in the courts of this State,
without security, . except tor costs, and have tbe same
delivered up to it, whether the road is still ruu by the
Nashville aud Northwestern Railroad Company, and the
affairs of the company managed by said company or by
the State, or some receiver or other officer appointed by
the State authorities, or the courts of Tennessee.

It seems to rae that we might stop right

here, and not say another word. The act

" speaks for itself," and were I to talk all day

I could not make it plainer. I confess I am
in the fix of the profane old man, who, when
going up hill, lost the tail board out of his

sand-can,and will have to adopt his language :

"It's no use, gentlemen, I can't do justice to

the subject." Mr. 0. said: "I challenged

the action of any sovereign power that you

could respect and treat as a power worthy to

be followed by you. I cited you to all the

past history of this country, and there to pro-

duce a parallel case." Will the gentleman

respect the action of Kentucky ? Can we re

spect it? Will he allow us to respect it? I

could cite other inslanees from the laws of

Georgia, from Tennessee, or other States; hut

if we can not respect these, " neit'ier would

ye, though one rose from the dead." Can it

be possible that Mr. C. made this idle chal-

lenge through ignorance, or did he presume on

your ignorance of the history of the legisla-

tion of the State; or was it to excite and re-

ceive the applause of the galleries ? I leave

it, sir, with you and this Senate to decide. On
this floor we can deal only with facts.

The law further says :

''
§ 3. That this act shall he, and enrtre, as a statutory

lion in the State of Kentucky, without either registra-
tion or record, upon all the property and effects of every
nature aud kind now owned, or which hereafter may be
acquired by said Nashville and Northwestern Railroad
Company, in favor of the State of Tennessee, for the se-
curity of its bonds issued to the said company, or in aid
thereof, and of the interest accruing thereon
"g 4. Nothing contained in this act shall be construed

bo as to defeat any bona fide lieu now held by auy citizen of
Ihe State of Kentucky on that part of the Nashville aud
Northwestern Rtilroad, road-beds, right of way, grading,
bridges and masonry, situate, lying, aud being within
the territorial limits of the State of Kentucky, except so
far as the same may he enhanced in value by bonds here-
after issued to said company by the State of Tennessee.
"g 5. This act to take effect iromaudafterits passage.



THE RAILROAD RECORD.

That there is justly a comity between the

States for commercial purposes, has ever been

recognized by Kentucky. This is not only

fully illustrated by the foregoing, but is again

reiterated by the act approved March 4lh,

I860, entitled " An act to amend and re-enact

an act, entitled 'An act to incorporate the

Henderson and Nashville Railroad Company,'

approved February 8, 1837." Laws of 1849-

50, chapter 275, section 53 of said act, page

322 says :
" And whereas, the Legislature of

the State of Tennessee, on the 15th Novem-

ber, 1849, passed an act, entitled," etc., here

repeating the title as above quoted, " of which

act of the Legislature of Tennessee this is a

copy." Further on, in the same section, it

reads, " the intention of the Legislature of

Kentucky being to concur, by the foregoing

enactments, fully and entirely with the enact-

ments of the Legislature of Tennessee."

It will, of course, again be objected that

this is not a parallel case to the application

of the Trustees of the Cincinnati Southern

Railway, as a portion of the corporators are

citizens of Kentucky. The reply to this is

precisely the same that we have given to the

preceding—that a section is introduced in

the act which regulates this matter. Let us

read section 24: "No person but a citizen

of the United States, and being a bona fide

stockholder," etc., "shall be President or Di-

rector." Here it will be seen that citizenship

of the United States is recognized again, and

actual ownership of an interest in the proper-

ty as the only qualifications necessary to

enable them to own and control a corporate

interest in the State of Kentucky.

This act also contains a like section for

the donation of State lands, as has been cited

above together with a provision in reference

to the equitable terms for connecting branches

or roads.

PROPERTY EXEMPT FROM TAXATION.

11 3 40. That the capital stock in the said company
the dividends thereon, and the road and its fixtures,

depots, work shops, warehouses, and vehicles of trans-

portaiion belonging to theaaid company, shall he forever

exempt from taxation in eacli and every ot the said States

ot Tennessee and Kentucky; audit shall not be lawful

for either ot the said States, or any corporate or munici-

pal police, or other authority thereof, or of any town,

ctty, county, or district thereof, to impose any tax on any
such stock or dividends, property or estate." 'Iheu fol-

lows a provuo, that if the dividends shall exceed six per

cent., the same " may be subject to taxation by the State,

in common witli and at the same rate as money at inter-

est, or interest thei eon."

This might, perhaps, be justly classed with

"extraordinary privileges," the like of which

are obtained by but very few corporations.

I think I have already given enough quo-

tations from the laws of this State to show

that it is not a new custom to grant franchises

to parties who are nut residents of this State
;

but for fear I have not, I will refer to one

more case, viz.; the " Eastern Kentucky Rail-

road"—passed during the present session of

the Legislature; and, if I recollect aright,

passed through the S.:nate without reading,

except by the title, and on the recommenda-

tion of the Chairman of the Committee on

Railroads.

EMINKNT DOMAIN.

The precedeut is clearly established of

charters being granted to parties not citizens

of the Staie ; or that may so become the pro-

perty of those other than citizens of the Stale
;

and even if we had not so established, nearly

all roads are mortgaged, and no one will

deny, that if the roads should fail to meet

their bonded obligations, they would have

to be sold, and would then become the pro-

perly of the purchasers, be they citizens of

Kentucky or otherwise. Hence, the argu-

ments about "eminent domain," and parting

with the "sovereignty of the State," and " a

part of the sovereignty of Kentucky," and

that " when you expressly grant the power,

you thereby delegate to the artificial person

so created a branch of the sovereign power,"

and ''the power which I warn you against

granting is that proposed in the bill before

you—a power to a foreign, close corporation,

to traverse your State from her most northern

to her most southern border, clothed with

the right, by your grant, to exercise the right

of eminent domain over and upon the lands

of your people, with the power of the law to

enforce its demands," is all nothing but mere

twaddle and buggaboo. How much more of

its " eminent domain " would the Stale of Ken-

tucky lose by the granting of the asked for

franchise, than if the same franchise, or any

one of the innumerable other charters granted

by the State to citizens of the State, and a

road having been constructed thereby and

thereon, and then by the mortgage lien the

property should pass into the hands of " a

foreign, close corporation ? " Or, if a fran-

chise, by the ordinary method of bargain and

sale, and nearly all charters contain provi-

sions enabling them to sell, or what is the

same, " consolidate," should become the pro-

perty of foreign trustees—these 'same five

trustees—a franchisewith.no limitations or

restrictions whatever, except that they pass

by some favored spot, some particular town,

some salt works, or Mammoth Cave, and

with all the power3 and privileges that ex-

perienced politicians and shrewd lawyers can

devise, in what respect would it differ in the

loss oe " sovereignty " or the surrender of

" eminent domain," with the bill before us ?

Why, sir, ihere has been a score or so of

charters kindly offered me, by gentlemen who

supposed that I had some means of controlling

these trustees.

OTHER OBJECTIONS.

Upon these two "hang all the law and the

prophets." There are, of course, other mi-

nor objections raised, but none that are radi-

cal. With the amendments presented to the

bill, the question of the constitutionality of

the Ohio (or Ferguson) Act, is certainly of

no moment to us, as the right and power to

make subscriptions to the bonds has been

stricken out, thus forcing the trustees to seek

a market other than that of Kentucky for

them. We will therefore make no further al-

lusion to them, or the constitutional question.

The right of cities, towns, counties, and parts

of counties, to make donations, is not affected

by the constitutionality of the Ohio law, un-

der which it is proposed to construct the

road, and would give to the citizens of Kei -

tucky that opportunity of aiding in its cm -

struction to the extent and in the manrnr

that their delegations have so frequently of-

fered, and tor which standing offers are so

temptingly made by members of the Legisla-

ture, conditioned only that it pass by " their

corn cribs" Yet, nevertheless, even this was

not a sine qua Hon, and, at the instance of

the trustees, has been stricken out, without at

all damaging the harmony and perfection of

the franchise. Notwithstanding, this method

of granting aid has received mauy indorse-

ments by the Kentucky Legislature.

One case in point, and I will quote no more

on this subject. Chapter 1135, Laws of 1867-8,

volume 2, page 514, we find "An act to

amend an act, entitled ' An act to incorpo-

rate the Cincinnati, Covington and Cumber-

land <iap Railroad Company,' " and approved

March 9, 18ri8. Section 2 provides " that the

county courts of counties through which the

road named in this, and the act to which this

is an amendment, runs, shall have full power

and authority to donate to said company as a

bonus, to induce capitalists to make the

same, all lands lying within their respective

counties and which belong to the same ; and

also to donate for said purpose any lands

which may hereafter accrue to and become

the property of said counties by virtue of any

law of this county, or otherwise."

This is not all. It is further provided, in

section 3, " that the corporators of said com-

pany named in the first Section of the net to

which this is an amendment, or such of them

as shall, at their own expense and trouble,

procure bonuses such as are named in the

thirty-fifth section of the act to which this is

an amendment, may retain, as compensation

for their services, such part of the bonus ob-

tained by them, respectively, as may not be

required to induce capitalists to take stock

therein sufficient to build the same, not ex-

ceeding ten per cent, of the money bonuses,

and ten percent, of the land bonuses so ob-

tained."

.Section 5 empowers the company to

"branch their road from such point as shall

be' fay them deemed most convenient, to make

a road" by the shortest route from Cincinnati

" to.Kno.xville or Chattanooga; " yet, with all

these liberal grants and stimulants, the road

is not made; it is not begun.

In addition, let me remark, that, to meet

this spirit of liberal legislation, the merchants

of Cincinnati did subscribe one million of

dollars to aid any company in the construc-

tion of such a road—not as stock, but as agijt



28 THE RAILROAD RECORD.
—a bonus. But the company—this Kentucky

company—organized under our own laws,

with all the aid above secured, failed to make

the "riffle," and not a mile of road is built,

nor a shovel-full of earth removed. The

grand old mountains of Kentucky are yet un-

disturbed by the grading and blasting party,

and the wild cats and wolves are i ot frighted

from their lairs by the screech of the locomo-

tive.

The latitude asked for the selection of the

route is another difficulty Chapter 1875,

Laws of 1867, vol. 2, p. 401, we find the ful

lowing: "An act to incorporate the Cinsin

nati, Lexington and East Tennessee Railroad

Company," approved March 9, 18U7. The

first section of this act allows the company

to construct their railroad " to any point they

may select on the southern boundary line of

Kentucky, and connect with any railway from

that direction, and to extend their line of rail-

way from Lexington, through Scott and Grant

counties, to the Ohio river," with a " branch

or branches in any direction, and from any

point or points on said route or line of road,

south of Lexington, tbey may think proper,

provided the construction of such branch does

not materially impair the vested rights of

other corporations, and no branch is over

twenty-live miles long." This incidentally dis-

poses of another of the serious difficulties,

viz: the wonderful margin from which to se-

lect the route. This is also fully met by the

case in laws of 1850-1, chapter 505, entitled

"An act to amend the charter of the Louis-

ville & Nashville Railroad," in which the law

says, section 2, "That said company shall

have power and authority to reconstruct their

road from the city of Louisville to any point

or place in the direction to Nashville, Ten-

nessee, and to connect the same with any

railroad extending to Nashville, on such

terms and conditions as '.he two companies

may, from time to lime, agree on, for the

through transportation and travel of freight

and passengers ; and said company shall have

the game power and authority to construct a

branch of said road to the Mississippi river,

and any other branch said company may de-

sire, that the charter gives them to construct

the main line, and with the same rights and
privileges, and with the same duties and re-

strictions."

It will be observed that no county in the

State is exempt from the authority
.
and en-

croachments of this company, if it so " de-

sires."

There is one other little objection that we

will meet while we have this charter before

us : that is the width of the right of way pro-

posed to be acquired. This same amend-

ment to the charter of the Louisville and

Nashville Railroad, and same section, also

provides that the company " may, for the

main line and branches, acquire, as pro-

vided in the charter and by thi3 amendment,

the right of way one hundred and fifty feet

wide, or more, if necessary; and the quantity

of acrej of land which they are authorized

by the charter to acquire and hold, shall be

exclusive of the right of way of the road and

branches."

The right of way " one hundred and fifty

feet wide, or more, if necessary," is certainly

enough.

It seems to me, sir, that we have now fair-

ly, squarely, and unanswerably met every

objection that reason can suggest, and any

objection based on other grounds should not,

for a moment, be entertained by this or any

other deliberative body. On the hustings we

may apologize for an appeal to passion or

orejudice, but in a body like this we can not.

The constitutionality of the Ohio law is not

now a concern of ours; the question of emi-

nent domain we have shown to be sophistry
;

the legal difficulty in reference to the

right of the majority to tax the mi-

nority to mike subscriptions and dona-

tions is removed, although it was not objected

to, but fully concurred in, in some five or six

other charters passed this session ; the pre-

cedent of granting charters to persons other

than citizens, instead of being an anomaly,

runs through the legislation of the S'ate ; and

jurisdiction over the property in the State, to

the State courts, is as fully guaranteed as

language can make it. YVhat more can be

required ? What fairer propositions offered ?

I certainly think, sir, it merits the approba

tory remark bestowed by the Chairman of the

Railroad Committee the other day when the

Senate passed, without reading, except by the

title, the bill to incorporate the "Louisville,

Memphis, and New Orleans Railroad : "This

is nothing but an ordinary charter, sir, with

no extraordinary provisions or privileges."

But, then, tl»e Chairman of the Committee is

the first named corporator in this bill, and the

road ha< to run to, and break bulk in, Louis-

ville ; and, sir, it makes a difference when you

find out whose "ox was gored."

Aye, but it is said, these Cincinnati trustees

not only reside out of the Slate, but they are

in for life, or what is the same, during good

behavior. We think we have clearly demon-

strated before, that all the roads of the State

are liable, so far as any provisions of their

charters are concerned, to get into just exactly

this position. We have at least one forcible

illustration in the Kentucky Central Railroad

It is well known that the controlling interest

in this property belongs to the estate of the

late R. B Bowler. I can not, for the life of

me, see the strength of an argument against

granting this charter, hung on such a "rope

of sand."

Besides, shall we ignore the wishes of this

great belt of country through which the road

may be constructed ? Why, sir, there are

more people living on this route than there

are in Louisville and Cincinnati combined I

Have they no rights? Shall they have noth-

ing to say in this matter? Why, sir, they

compose nearly one-third the people of the

State. Covington and Newport combined are

nearly half as large as Lnnisriile; and if they

are not stunted by unfriendly legislation*

Louisville will have to look out for her laurels,

or they will beat her in the race for su -

premacy.

I might give you a history of the rail road

era. from the days of George Stephenson and

his " Blucher," in 1814, and in our own coun-

trv ol the "DeWitt Clinton," in 1831, the "first

sieam train in America," a photograph of

which is hung upon the wall (I have seen

the original), down to the present time, with

our 50,000 miles ot railway, stretching from

ocean to ocean, forming a network on the

map of our country. Of our whole land, Cen-

tral Kentucky the "garden of the earth,"

alone remains a "railroad desert"—a terra

incognita to this evidence and element of

progress Certainly it is not for the lask of

charters, for it is covered all over with them.

We have this winter chequered the map
afresh with imaginary railroads, clothed with

abundant power to tax and to take the pro-

perty of citizens. Should they all be built,

sir, we should not have too many railroads,

notwithsianding they would cost in the

neighborhood of two hundred millions of dol-

lars! Where will the money come from?

But we need not fear; very few of them will

ever appear except on paper. Why, sir, the

Legislature of Kentucky has been proverbially

liberal in granting charters, especially where

there was no earthly hope of raising the money

for their construction, and I doubt not the

practice of this session will be found to con-

stitute no exception to this " time honored

rule."

WILL IT BE ANT ADVANTAGE TO KENTUCKY?

Mr. Caldwell, in his argument, says :

"If, in the course of this argument, I have
said aught calculated to retard the progress

and growth of Kentucky, or any part of her

borders, then I shall wish that I had not ap-

peared here at all ; but 1 don't believe that this

bill is calculated to redound to the interest of

any portion of Kentucky."

This is said, as it were, by way of apology

apparently in response to the kindly sugges-

tions of some old friends, and possibly to keep

the way clear with a personal reference to the

future. But Mr, C. presented you no facts.

It is merely, " I don't believe." The day has

passed for that class of argument to have much

weight. Not only legislators, but an intelli-

gent, enlightened, and newspaper-reading con-

stituency, want the facts and figures to ac-

company all broad and bold assertions. It is

very easy to assert anything; and, indeed, it

is a common method, with some orators, to

make use only of this style of argument, pre-

suming on the ignorance of their auditory.

They are like the old darky preacher, when

after pounding and expounding, and emitting
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a large amount of wind and noise in his efforts

to elucidate the text, "Thou art an .oyster

man;" and in the course of his remarks rep'

resenting the wonderful benevolence of God

in being willing to make use of ministers as

the tongs to lift poor sinners—the oysters

—

from the ocean of sin, and save them; and

when, at the close of his discourse, one of

his hearers gently intimated to him that he

had made a mistake, that the text did not

read "Thou art an oyster man, 1' but "Thou

art an austere raan," replied, " Never mind,

brother, it don't make a bit of difference ; we

had a first rate time, anyhow.!"

It was a presumption that would scarcely

"pass muster" at a ward meeting, and an in-

sult to the intelligence of his audience, to

assert that the construction of any railroad

is not "calculated to redound to the interest,

of any portion of Kentucky," or any portion of

the Almighty's footstool.

What are the facts? These are very clearly

and succinctly furnished us by an article in

the Railroad Record and based on the sta-

tistics of the report of our State Auditor. The

Editor says :

"How far on each side does the influence

of a railroad extend, and what is the amount
of that influence in increasing the taxable

values of landed estate? We presume that it

will not be denied that this influence will be

felt to the same extent in Kentucky as in other

States, and to the same amount. It is con-

ceded that all lands within twenty miles of a

great trunk railway are affected by it, and
that it is a low estimate to quote twenty live

per cent, as the average increased value of the

territory embraced within the limits named.
"This basts being correct, to what extent

will it affect the interests of the Common-
wealth? A good map will show the reader,

if he will take the trouble to stick a pin in it

at Cincinnati, and attach a string to the pin,

and draw an air line to Chattanooga, that the

following counties and pans of counties will

come within the space of twenty miles on each
side of the string. The valuations are of farm

lands only, exclusive of town lots, and taken
from the elaborate report of D. Howard
Smith, Esq , the State Auditor:

Kenton..- $3,413,515
Booue 3,706,049
Gallatin 1,200,043
Grant 2,042,062
Owen 2,052,560

Yi Henry 949.537
JTrnnklio 2,401,583

% Shelby 1,613,344
Woodford 4,193,090
AnderBon l,0SO,170
Mercer 3,103,3315
Boyle 2,505,525

Y„ Washington 1,286,567
V, Marion 958,628

ii Taylor 407,387
Casey 986,883
Kuasell 580,914
% Adair 711,820
Clinton 626,630

% Cumberland .. 651,939
Campbell 3,217,987
Pendleton 2,131,735

% Harrison 3,568,675
Beott 4,971,215
Fayette 7,879,225
Jeasamiue 2,911,775
Garrard 2,665,600
Lincoln 3,073,939
Pulaski 1,507,217
Wayne 983,071

Total $67,4GH,G60

" From the above it will be seen that the

total taxable farm lands of thirty counties and

parts of counties are to be affected by the

construction of this road, having an aggregate
valuation for taxable purposes of $117,468,666,

or thirty-one per cent, of the entire assess

ment of farm lands for the State. Twentv-
five per cent of this would be $16,867,166
This is exclusive of town lots, which amount
to nearly an equal sum, and of the amount to

be expended in construction and equipment,
which would also be subject to taxation."

This will make a clear addition to the taxa-

ble value of real estate, and from which State

revenue is obtained, ol not less than forty mil-

lion dollars I This is an argument based on

facts that can not be controverted. The his-

tory, not only of our country, but the world,

has demonstrated it. It is no appeal to pre

judice that will last for but a moment and

excite the applause of the galleries, but it is

an argument on which the statesman and

conscientious legislator can face his people

and ask for an indorsement of his conduct.

This is the view taken on this subject, and

openly avowed, by Mr. Withrow, the intelli-

gent and able chief clerk in the office of the

Stale Auditor, who is perhaps as familiar with

the statistics of the State as any other person.

Indeed, he deems the above estimate of in

creased taxable value of forty millions as

rather under than over what will be the actual

result. Therefore, we argue that this bill

should pass, denuded as it has been of every

objectionable feature, and clothed with every

garb of fairness and equity, without our add

ing to it any burdens that no similar enter-

prise on the face of the earth is asked to bear,

and which no road can assume and exist.

I claim, sir, for this measure, the votes of

gentlemen who, in the early part of the ses-

sion, unreservedly proclaimed that they would

be in favor of, or should not oppose, a "fair

bill," 1 claim for it the votes of these gentle-

men—even the Senators from Louisville I

Road Engine.—A Mr. Owen Redmond, of

Rochester, New York, has built a road en-

gine which weighs but two tons, with water

and boiler, and is able to draw three plows.

The traction wheels have tires eight inches

wide, with apertures through which blades

are forced into the earth and draw back again

before they would resist the progress of the

wheel.

fl@P" Coal has been found in the bed of the

Mississippi, seven miles above Davenport. It

is said to be very light, resernoling cannel
coal, quite clear, and burns with alight flame,

giving out but little smoke or soot. The vein

is six feet in thickness, and is remarkably
free from slate and dirt.

Jg@= The total debt of the State of Mary-
land, Sept. 30, 1869, is reported at $12,692,-"

938 96, with stocks, etc ,
on hand, of the value.

of $7,228,413 22; making a balance of debt
not provided for of $0,464,525 74.

J8@?" There were 500 buildings erected in

St. Paul last year, 351 of which were dwel-
lings, 42 houses for business, besides churches,
school houses, etc.

The total outstanding bonded debt of
Missouri, Jan. 1, 1870, is reported at $21,-

594,000.

Sew Y.ork Stnte Canals.

The Report of the State Engineer and

Surveyor of New York, Van R Richmond,

Esq., shows the total length of navigable

canals and feeders in that State, with rivers

and lakes connected artificially therewith, to

be 1,228 miles; the number of locks is 565,

and the total feet of lockage is 5,286. The
following is given aB the

Total cost of construction of the

State Canals $64,710,832
Total interest on the same 93,736,654
Total cost of maintenance, re-

pairs and collection 24,377,114

Total interest on the same 27,268,895

Total from commencement to

completion $210,093,495
Aggregate receipts from tolls with

interest thereon 202,619,510

Present cost to the State of the

entire canal system $7,473,985

A comparative statement of the total ton-

nage movement over the New York Stale

Canals, Mew York Central Railroad and the

Erie Railway, together with the receipts per

ton, per mile, on eacb, from 1859 to 1868,

inclusive, shows ihe following result:

New York Canals , 9,091,948,812

Mew York Central Railroad 2,841,450,629

Erie Railway 3,801,468,983

It appears from the foregoing that the

Canals, since 1859, have moved about 40 per

cent more freight than the New York Central

and Erie Railroads. As belween the two
railroad lines, the foregoing is not a fair

comparison, as the Erie operates 201 more
miles in 1868 than in 1859, while the New
York Central operates only 37 miles more.
The following shows the cost of construc-

tion and equipment of the three lines :

Total 1'gih

N Y. State Canals $80,710,832 900 m.
N. Y. Ceii. Railroad... 36,607,696 593 m.
Erie Railway 56,486,605 773 m.

$173,805,133 2,266 m.

The total number of tons moved one mile

on all the Railroads in the State, in 1867, was
1,192,818,673; in 1868, the number was 1,-

308,451,978, an increase of 115,633,305, or

9J per cent, while the increase on the Canals
for the same period was 7| per cent Tak-
ing the whole period from 1860 to 1868 in-

clusive, the total increase in tonnage of the
Canals is 27 per cent, and for the same
period on all the Railroads in the State is

130 per cent.; or the increase in tonnage of
the Railroads has been for the past nine
years five, times greater than the increase of
the Canals.

.
The total mileage in 1868, on

the Canals, was as great, for nine months, as

the mileage on all the Railroads in the State
for tw,elve months.

., In.- referen.ee to the increased capacity and

'usefulness of the Canal, the report says:

WHEN '-WILL THE CAPACITY OP THE ERIE CANAL
BB BEACHED?

The solution of this question is difficult

from the fluctuation of annual tonnage. By
taking the total tonnage shipped over the
Erie Canal from other States, via Buffalo,

Black Rock and Tonawauda, in 1837, and
increasing this at the annual rate of 15 p^r,

cent, up to 1864, it equals the tons actually
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shipped iu that year. By dividing the whole

periud from 1837 to and including lHtiti, inlo

periods of five years each ; the first period

increased at the annual rate of 42 per cent.,

the second 18 per cent., ihe third 10 per

cent. , I he founh no iuciease, and the filth,

up to and including 1806, no material in-

crease.

By taking a period of the past ten years,

the increase amounts to an anuual rate of

ten per cent. The increase from and includ-

ing 185H, to and including 1862, was at the

rate of 42 per cent.; but from and including

loli2, to and including IWoti, the decrease
was at the annual rate of 8 per cent.

Assuming the annual rale of increase to be

the same for the coming ten years, as it was
in the past, at len per cent., the capacity

(based upon the lockage tonnage of I860)

ot the single locks will he reached in seven

years, and the double locks in thirteen years.

NAVIGATING THE CANAL BY STEAM.

The question of the practicability of naviga-
I

ting the canals with steam as a motive power
should be settled at the earliest practicable

moment, and I would recommend that an ap-

propriation be made of not less than $20,000,

and authority be given to the Canal Board
to have such experiments and examinations
made as would determine the best method of

applying steam to canal navigation, and that

the said Board be empowered to employ a

competent engineer to assist in such investi-

gation.

Albany «& Susquehanna Railroad.

The AlbaDy Evening Journal says that the

Delaware & Fudson Canal Company have
taken a perpetual lease of the Albany & Sus-

quehanna Railroad. By the terms of the

contract, the lessees are to pay an interest of

7 per cent, upon $7,000,000, made up as fol-

lows :

On paid up stock 12,500,000
On the Albany City bonds 1,000,000

On the first mortgage bonds 1,000,000

On second mortgage bonds 2,000,000

On equipment bonds 500,000

$7,000,000

To meet this interest will require an annual
outlay of $490,000

The Delaware & Hudson Company assume
ihe interest on all the bonds from the 1st of

March ensuing; but the interest on $2,500,-

000 of stock is not to be assumed until the 1st

day of January next.

The y,500 shares of subscribed stock, upon
which 10 per cent, has been paid, is to be
paid in full as the necessities of the road may
require. The shares will only bear interest

as, and to ihe extent that, they are paid for.

The road will continue to oe run under its

present management, the lessees, of course,

having the power to make changes when and
as they please, in the employes. The stock-

holders will continue to control the director-

ship of the road.

AH existing contracts with other railroads

and coal companies, to be carried out, in good
faith, by the lessees.

The lessees have given the directors of the

road, most positive assurances that the inter-

ests of Albany, and of the people living on the

line of the road, shall be scrupulously re-

garded ; and that nothing shall be done to

make these local interests regret the arrange-
ments which have beeu entered into.

—

Ameri-
can Ii R Journal.

Railroad Items.

—The Kentucky Improvement Company
have recently sold their railroad, furnace and
mines, in Greenup County, Kentucky, to the

Eastern Kentucky Railroad Company, who
will probably build a railroad to Grayson, in

Carter County, during the present year. This
road will bring inlo development very exten-

sive fields of coal and iron ore hitherto away
from all transportation The officers of the

railroad company are Nathaniel I'hayer, of

Boston, President; H. W. Bates, of Cincin-

nati, Vice President; Richard Sullivan, of

Boston, Treasurer; J. M. L. Slaughton, of

Cincinnati, Superintendent and Engineer,

The general office of the company is estab-

lished in Greenup County, with an agency at

15 West Third street, Cincinnati.

—The following is a statement of approxi-

mate earnings of the .Marietta & Cincinnati

Railroad, for the fourth week of February,

1870:
1870. 1889.

Passengers $6,768 $6,485

Freight 12,222 15.213

Mail, Exp. and Telegraph.... 1,153 1,000

Total $24,143 $22,698

Total this month to date 98,275 91,666

Total for the fiscal year,com-
mencing 1st of January... 188,452 190,183

—The Directors of the Grand Rapids, Wa
bash & Cincinnati Railroad Company, met at

Wabash, Indiana, March 2, and consummated
arrangements and entered into a contract

with A. G. Willis & Co., of Kalamazoo, Michi-

gan, for the immediate construction of said

road. The road is to run from White Pigeon,

in Michigan, via Hoshen, Warsaw, Wabash
and Marion, to Anderson, Indiana. It will be

completed to Warsaw by the 1st of July next,

and probably to Wabash as soon as January.

—A case was commenced, in Indianapolis,

March 2, in the Common Pleas Court, for the

April term, in which there are ninety-three

plaintiffs. It is made by parties living in

Morgan County, against the Indianapolis &
Vincennes Railroad Company and others, for

the amounts of their subscriptions subscribed

upon the condition that the road should be

built upon a certain line. The company
failing to build as agreed, the plaintiffs now
sue to cancel their subscription.

—The earnings of the St. Loui^, Alton

& Terre Haute Railway Compav, for the year

1868, were $1,692,828 43; Belleville Branch,

$243,959 21; total earnings, $1,936,787 64.

Earnings of the main line for 1869, $1,763,-

226 56; Belleville Branch, $252,315 56; to-

tal earnings, $2,015,542 12. Increase of earn-

ings over 1868, on main line, $70,398 12 ;
on

Belleville Branch, $8,356 35
;
total increase,

$78,754 98.

• . -—The new Vandalia Railroad, between

Terre. Haute and St. Louis, will be finished

inside of thirty days, and will be opened for

business in May. The new road between In-

"dianapolis and Terre Haute will be completed

by that time.

— The Rensselaer & Saratoga Railroad

Company propose constructing a track from

Schenectady to ihe Duanesburg station, on the

Susquehanna Railroad, and hope to be able

to secure cheap coal to Troy.

®g|~The total funded State debt ot Ohio, on
Nov. 15, 1863, was $10,016,581 56.

Southern Transportation.

The remarkable improvement in Southern
trade forces upon the people of the whole
country the important question of the develop-

ment ol Southern transportation. At present

all the railroad aod water lines from the

North and West to the South are blockaded
with freight, and business is now actually im-

peded and checked by the inadequate means
ot transportation. Merchants in the South
can not obtain goods in consequence of the

delays in transportation, and Northern and
Western merchants are unable to forward
merchandise to its destination. Thus all parts

of the country have reason to complain of
the existing condition of affairs, and are in-

terested in the means tor remedying them.

The causes of the delays in the transporta-

tion of Southern transportation are sufficiently

apparent. The railroad transportation, with

few exceptions, is very nearly in the same
condition as betore the war. in some cases

the roiling stock and road beds have seriously

deteriorated. The South has made immense
ai.d most credilable exertions at railroad im-

provement since the close of hostilities. But
the work was full of difficulties and impedi-

ments. There was no capital, and until

within a year past scarcely any trade. The
titles to some of the leading lines were in-

volved iu doubt; and the military lines that

had been restored by the National Govern-
ment were subject to condilions, which, in

some cases, depended largely upon the politi-

cal complexion of affairs.

Under these circumstances it is no more
than might have been expected, to find that

the Southern railroads on the return of busi-

ness activity are inadequate for the require-

ments of commerce. There is now as much
it not more business done in the South than

before the war, while the means for transpor-

tation are impaired. The rolling stock on
some of the Southern lines has sadly fallen

off. The locomotives are old-fashioned, al-

most worn out, and deficient in power The
cars are old aod rickety and too few in num-
ber. A short time since a loau of money
was effected at St. Louis, by which an ari

rangement was made for the purchase of suffi-

cient rolling stock to inaugurate a fast freight

line over the Iron Mountains and the Mobile

& Ohio Railroad The railroads centering at

Chattanooga were lately represented as re-

quiring 4,000 extra cars for the conveyance
of the freight coming forward. At Memphis
the merchants are forced to consider the

means for aiding the Arkansas railroads in

adding to them rolling stock. All through
the Mississippi Valley and on the Southern
Atlantic seaboard the same complaints of in

adequate transportation are heard.

This increase of Southern freight is an ex-

cellent feature of the times. It proves that

business is rapidly resuming its normal condi-

tions. It also shows that there is now an
excellent opening lor capital in the construc-

tion of new and the improvement of old lines

of Southern railroads. During the next few

years we may look for remarkable railroad de-

velopments in that section. The popularity

of the new loan for the completion of the

Chesapeake & Ohio Railroad shows that

Northern capitalists are already favorably

disposed on this subject. Southern railroads

offer as certain and as profitable inducements

to capital as can be found in any other part

of the country. Fortunately, the South is i O

looser deficient in capital to aid in the worK.
—N, Y. Economist.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 S'irts of either for $1 00; prepair] by mail. Also

Small Fruits. Plants, Bulbs, all the new potatoes, &c ,

prepaid by mail 4 lbs Early Rose Potato, prepaid,

for ft! 00. Conovei's Colossal Asparagus $3 per iOu
;

$2.* per 1000. prepaid. New hardy fragrant everbloouiin^

'Japan Honeysuckle, 5(1 cts each, prepaid True Cape Cod
Cranberry, tor upland or lowland culture- Sl.1'0 per 301),

prepaid, with directions. Prced C italbgue to any address,

graus ; also trade list. Seeds on Commission.
B. M. WA I'SOS, Old Colony Nurseries and Seed Ware-

house Plymouth, Mass £staljlislied in 18i'2.

6-1-70,' 17.

A Clergyman, while residing in Stuth America an a
missionary, discovered a safe and simple remedy tor the

cure of Nervous Weakness, Etrly D-ca,v, Diseases of, the
Urinary and .Seminal Organs, and the whole tr.in of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble remedy- Prompted
by a disir^ to benefit the afflicted and unfortunate, I will

send the recipe f r preparing and using this medicine, in a
sealed envelope to any one who needs it, Free of Charge.

Address,

JOSEPH T. IBTKAN,
Station D, Bible House,

7-10-9, 13. NEW YORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motivc and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

S IF* !OL I 3XT Gr Si „

Made at his shops in Philadelphia. Employing only the
most experienced workmen and bes-T material, he pledges
himself ti furnish a Spring of the greatest elasticity, and
one which shall be uniformly reliable in its currying weight

All Springs tested to double tlielr usunj
load.

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N.
Shops—Seventeenth and Ooatcs St. FH1L.

John A. Griswold & Co.
TROY, N. Y.

/. A. Griswold. E. Coming. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Colombia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Seel Fvryings

of every description.

-rjlBWIN ••• HORKESt,

Successor to

MeDASEl A HORJfKR,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, »eln«ar«>

"3?, IF". ^S.S,23.€3.0l^l3.,
MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEVOR'S COMPASSES, TRANSITS, LEVELS

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castinssand Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at' the Engi-
neer's office at Charleston, W. Va , until Vi M. Ma-ch

J, IP70, fur the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OK BRIDGES on ihe C'-esapeake *nd
Ohio Railroad between the FailB of Kanawha and the Ohio
R'ver- including TIIRKE MILLION S CUBIC YAKDS OF
EXCAVATION, and SEVENTY" THOUSAND CUBIC
YARDS OF MASOMiY.

Al-o, at the Eopiheer's: office at Rich ond Va.. .nntU
12 M. M.;rch 10 1&7U. for several heaw sections east of ihe
Falls of Kanawha, including the unfinished work near-
Milihoro' and that eisjht miles east of the White Sulphur
Springs the Great Betid tunnel 6,10' feet; Lewis tunnel,"

3,8U0feet; five other tunnels from 500 to I.TO'i feet Uins^
several sections in ruCS cutting; and about 70,001) ctfbic

yards of masonry.
Profiles and specifications can be found at the office of

the compiny) M William street New Yi.rk, on and after

February 1; ftt Richmond, Va. and at Charleston W. Va.,

on and af'er January 15, W70*. The company reserves the

rL'htto rejectany or all thebldsoffererl.and to ake private

Contract? far ihe work.
Information as to time, etc., will be given at the letting.

For further information app'y to A. D. Whitcomb. Chief
Engineer, Richmond. 'Va , or to Vf. A- Kuper, Principal

Assistant Engineer, Charleston, West Virginia
C P. IIUATLN'-TON

27-1-70, 4. President.

LiRAND SCENERY!
MS-QUICKEST EuUTE-ai

5© Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILA I)ELPHIA

,

NEW rOlilC, and

BOSTON,
WITH TIIE PRIVILEGE OF fiOING TOWASHING rrOTV

INO CHANGE OF* CAUS
From Cincinnati pQ 1+i-mnvo and ,iut 0!V R

oi Columbus to JJO/1 bllilKJl t? CHANGE
l*hilad> Iphia ond New York.

?*&T£g&S& ^Baltimore & Ohio R, R

J. I,. WILSON, Master of Transportation.

L. M. COLi:,OeneialTicket Agent.

G- B. GI11SON, Geueial Western I'assenger Airent.

JANUARY 1st, 1870.

Cincinnati to £>t. Louis Without
Change oj Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louittville, Evansville, St. Joseph

Jpfereou City, aud all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUJi AS FOLLOWS :

St. Louis, Evansville and Cairo

Mail 7:I5A M. 10:55 P.M.
Osgood Aocounhodatinn. ,, 3:10 P. M. 8:<J5 A. M.
Through Western Express 5:1" P. M. 8:3(1 tf- M.
Niyht Bxpress lOi'JOP.M. t>:00A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
eeunes time, 1% minutes slower than Cin'ti time.

For tickets or in.ormation aj.ply at Offices. 132 Vine
Street, Corner front and Broadway ; and at Depot, I'uot

Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C.E. FOLLET, Gec'l Ticii't AgH, S:. Louis, Mo.

CHANGEABLE GAUGE CAR TRUCKS
As in use on the Rational "eapateh Line of Cars, adapted
to tfto 01 more gauges. For information ajiply to

i'iii A;s. ISO; Sirs t& CO , Boston, Mass,
2-12-9, 52.

BUSH & LOBDELL,
Chilled Railroad Car Wheel, T>p«

—AND—
llailroad ^Machine Works,

WILMINGTON, DELAWARE,

MANUFACTURE

Ohilled. Wheels and Tyres

Knilroati Cars

and
l^oconiotive Bn^iiies.

(\RI)ERS executprl promptly to any ext;ui tor these
' celehrated Wheels, either aiu^le or double pl»tes

with or without axles.

WHEELS FITTED
Han-mered or Rolled Axles, in the best inanti rand
the shortest notice, and on tLtmosi reasonable term
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ERIE B£II.1n?2kY.
1100 MILES under SliO MILES without

One Mtusgemeut. thaugc of Coaches.

BROAD GAF6E, DOl'BLKTRACK ROUTE

kewyorITbosiow,
Providence, Albany,

PITTSBURG, HARRISBURG
IPhiladelpliiaj Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

3F*e:Ei:ra.ss5 37
_ l-v'£t:Es.i£i..

This Bailway extends from
CINCINNATI to NEW YORK, - 860 Miles.
CLEVELAND

-

ro NEW YORK, - 62o Miles.
DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YOKE, - 423 Miles
ROCHESTER to NEW YORK, - S85 Miles

AND IS FROM

22 to 27 MILES theSHORTER R0UTL
Tfl O EXPRESS TKAIKS DAILY

Leave CINCINNATI from DEPOT, corner Fifth
and Tioadlej Streets, by Columbus, O., time,

which is 7 minutes fasier than Cin'ti time.

7.00 A. M., CINCINNATI EXPEESS,
(Sundays excepted.) Arrive Day Ion 9.10 A.
M.; Urban*, 10.29 A. M ; Galion, 12 57 I.M.;

Mam-field, 140 P. M., West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches ihrough to

New York); Akron, 4.21 P. M.; Banvenna,
5.05P.M.; Meadville, 7.56 P.M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast)

; Tur-
ner's, 2.07 P. M. (Dine); New York, 4.10 P.

M. Connecls at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Ringhamplon for CoopersJown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPEESS,
daily. Arrive*. Dayton, 12 01 A. M.; Urbana,
126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; »e?t Salem, 5.56 A. M (Bkf'st);

Akron, 7.33 A.M.; Ravenna, 8 20* A. M.;
Meadville, 11 16 A. M. (Dine); Hornells-

yille, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadville
wiih Frauklin Branch for Oil City; at

Elmira with Nonliern Central Railwuy for

Harrisburg and the South, and at. N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Ciaches of the style peculiar to the

Broad Ge.utre. nrrnpfred for both Day arid Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only Line running through
860 Miles wllhont Change.

Boston and New England Passengers,
with Iheir Bajrgage, are t ransierred FJREE
OF CHARGE in New York.

TT^P The Erie Railway Company has opeued a new
Ferry from their Jersey City Depo to the foot of Twentyr
third Slriet. New York, thus enabling parsengers to reach'

he upper portion of the city without the expense and an.-'

noyance of a street car or omnibus transfer. '

rr~p The scenery along the entire route of the Krie
Railway is of the most picturesque and beautiful character..

Admirers of Nature's beauties, in a daylight j.mrney over,

this Line, will find in its ever changing landscapes sub
jects of continual admirati n ^nd interest

Bagrisrage Check'd Through
And Fore ahrityn an Low an by any other Itoutc.

ASK FOR TICKETS VIA ERIE RAILWAY,
Whicli can he ofctaired at the Company's Offices in Cin-

cinnati, 80 West F-urth Street. 115 Vine St.. 4 Burnet

H' use, and foot of Broadway, (Spencer H<u«e Block),

anrj at all principal Ticket Offices in the South and
South-west. W3I. R. BAB6R,W E fillATTrC, tieu 1

, f«6PT Ag'U
"iTi'toi Southern Agent.

Best Koute to St. Louis and ('h cago

INDIANAPOLIS,
*- CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

IS
CAIRO, '

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, De* Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail ami Kiver Towns and Cities in the West,
North west and South-west.

jn=The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY. DEC. 5TH, 1P09, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Laffiyette Mail.... ^.20 Mm 12 4' 1 am
St Louis and Springfield Express... 2.40 pm 7 35 am
i'St. Louis and Springfield Express. 1" 20 pm 3.42 pm
Lawrenceburg Accommodation 10. 1 U am 2.35 pm
Lawrenceburg Accommodation 4,"0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm Q.3i pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTiekeis can be obtained at the Burnet House
Office, corner o i Third and Vine : River Ollice, corner of

WaloutStreetand River; and at Depot, corner of Plum
and Peatistreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neaierthe business center
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON -Superintendent.
A. E. CLARK, General Ticket Agent-

Cincinnati* Hamilton & Dayton Railroad,

Trains run to and from Cincinnati as follows:

DEPART. ARRIVK.

Eastern Express (Krie RaiiwayJ. 7:tK)A. M. 6:3»P.M>
do do do ..9:4". P.M. 7:110 A M-

Toledo, Detroit & Canada 7:15 A. M 111:20 1' M.
do do do G:3U P. M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. lOri.ip. M.
do do do .... 2:30 V. M. 5:40 P.M.
do do do ...6:30 P.M. 7:30 A.M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accomraod .tion 2:30 i". M. lOi-Jll A. M.
Sandusky, Cleveland A: Buffalo,. 6:30 P M. 13:311 i. A.
Munciei Indianapolis ":15 A.M. 10:25 P. M.

do do 5:1'0 P. M. 1-20 P.M.
Hamilton, Eaton & Richmond .. 7:lo A. M 10:25 P. M.

do do do. ... 5:110 P. M. 10:20 A.M.
Hamilton Accommodation 9:30 A. M. r>:ll5 A. M.

do do 6:..0 A M.
Trains run SEVEN MINUTES FASTBR than Cincic-

datitime.

For allinformationand throuphtickets, please apply at
trieold office, south-east corner of Broadway and Front; B ir

net Ho use Office, corner Vine and Baker streets, and at the
respective depots. East Front and West Sixth streets.

D. MetAREN. Gen'l Superintendent.
SAM'L STKPHt.SSuN.Gen-lTick't Ag't.

)mnibusei-call for passengers

The Old And Reliable Route.
'

. JJS lg| ^IjjSiSS ^jjSS^M: ^fJ?l?lS

Through to Pittshure without Change.

VThe PITTSBURG. FORT WAYNE & CHICAGO RAIL-
"KCUD, in connection with the Cincinnati, Himiltou &
Daytrn, and Litile Miami Railroads, still ubut!pue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimore t New York or Boston*
and ail Eastern points with the greatest promptitude and
dispatch.

For Kates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,
No 27 West Third Street, Cincinnati.

"W. P. SIIlNN.GeDeral Freight Agent.
.i'ilUburyh, Pa.

LOUISVILLE & CIKCIKNATI

SEOBT-LIKE BAILRDAD.

J?±:rra.e> only 3 lioui^s

Fare Only $3.50—Transfer from Hole! or
Kvsiuence to i>cpot, in Covln^luu, tree.

THE SHORTEST ALL-KAIL ROUTE TO
Louisville, Nashville, Alenipiiis, New

Orleans, and all points l^ouih.

Trains le^Te Cincinnati as follows :

LEAVE. ARRIVE.
.... 7,3j a. j*. a. a p.m.

7,15 P SI 3 15V. M.
11,1 P. M. 5,0'» A. M.
4,t (jP. 11. y.35 A. M.

t'he 7:3o A. M. train runs daily.

Th" Low Fare Season and Commutation Tickets, good on
the Walton Accommodation .oner fi'eat inducenieuts to the
citizens of Cinu.nn ti and Covington wiio wish to pur-
chase country rest ences or small f.irms for gardening-.
This train leaves late in the afteinoon, and arrives rarly
next morning, giving all d^y to attend to business. For
further in form atiui] as to routes, low fare, &c, please apply

Morr ing Mail
Evening Express
Nisht Lxpreas
Walton Aci-ommortation-...

at No 1 Burnet House or Dep< t Covington, Ky.
SAM'L GILL, Gen 1

! Sup*t. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty st.

t connects at Hampton Junction with the Dela-
ware, Lackawanna, ami Western Railroad, and at Ens on
with the Lehigh Valley Rai.road. and Us connections,
forming a direct line to Pittsburg and the West, witnout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars-

Silver Palace cars through troin New ¥ork tp Chicago.

FALL ARRANGEMENT. •

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. in.— For Easton. Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannuck,
dtp.

7:15 a. m.—For Somerville.
8:30 a in-—For Flemington, Junction, Stroudsburs;,

Water Gap, Scranton, Kingston. Pittston Great B c nd, 6i.c.

12 nfi.—For Flemington, East-jn. Allentown, Mauch
Chunk, Wilkesbarre, Reading, Co!umbia

: Lancaster,
Fphrala, Litiz, Hottsville, Scranton. Harrisburg. Ac.
3:30 {5. in.— For Easton, Alientoivn, Mauch Cuunk

and Belvidere.

4:30 p. ill.—For Somerville.

oz'2o i> ni.- For Somerville and Flemington
6 p* m.— For Easton and intermerliatestat.one.

7 p.m.—For Somerville.

7:a0 p. Ml.—Emigrant—Stopping only at theprincj
pal stations.

9:00 p. m.-For Plaiufield.

11:50 p. m.—For Piainfield, on Wedi.esdays and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,}
for Easton, Allejjtown. Harrisburg, and the West without
change of curs to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erit and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, iVc. Connects at Pbillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. m.—Cincinnati Express, daily (except Satur-
days.) for Easton Bethlehem Mlentown, Reading, Harris-
burg. Pittsburg, Chicago, and Cracinnati. ^leeiiing-Cara
to Pittsburg and Oiucago Gonnecis at Junction with
Delaware, Lackawanna and Western Railroad for all sta-

tion* to scranton. Tins train will be run to Easton ou
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Express Train, daily, for Raston»
Alleiitown, Reading, Jiauisburg, Pittsburgh, and the West
—connects at Harrisburg with tr.-iin for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening-

Trains leave fur Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, !»., 9:2*1, Jti:3u, 11:1(1 a m — li! m , lull. 2;.0
3:00,3:3(1, 3:45, 4:15. 4 3 , 4:45, 5:l(i,o:2.", .i:45 f):t)0,d:-25,

7;i0. 7:2 , 7:40,8: S»:u«, 4U lti:4". 1 .:50 p. m.
Tickets for the West can be ol.sained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. 1 Astor House; ISos. v54. 271. 526 Broadway ; at

No. 10 Greenwich St., >md at the principal hotels.

R. E. RlCKEH,.>uperintendent»
II. V. Baldwin, Gen Pass. Agt,
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E. D MANSFIELD, ... - l Editors
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PUBLISHED EVERY THURSDAY MORNING,

By Wrightson & Co.,

OFPICE-No. 1C7 Wnlnut Street.

Subscriptions—§3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by ten lines zi Nonpareil.

One square, single insertion $2 00
" ** per month 5 00
" " six months 1500
'* " perannum 25 00
'• column, single insertion 7 (10

*' " per month 14(0
'* '* six months 55 00
' u per annum : 11U 00
" page, single insertion 25 00
•' *' per month 40 0(1

" " six months 13i 00
" " per nnnam 240 00

Cards not exceeding four lines, $7 00 per annum.

IV BIKJIITSOX &. CO., Propr'8.

Winn Shall Cincinnati Do \<>» ?

The " Southern road " hag been de-

feated in the Kentucky Legislature. It

was a curious spectacle to see a people,

through their representatives, deliberately re-

ject the expenditure among them often mil-

lion dollars, merely from local jealou-

sies. We have expressed the opinion

—

and still hold that opinion—that the real in-

terests of Louisville were in favor of the

"Southern road," and the time will come

when that will be very evident; but," sufficient

for the day is the evil thereof." The measure

is defeated ; but does that really defeat a

Cincinnati connection with the South ? By

no means ; but it delays it ; and probably

that is all that is hoped for by the enemies of

Cincinnati. We have no doubt, that the peo-

ple of Kentucky will take up this question

and reverse their action. But if that be done

at the next election, there will be a delay not

only of two years of time,but a much worse de-

lay in meeting the competition which arises

from St. Louis and Chicago. All this, how-

ever, is beyond the power of Cincinnati. The

question is, what can she now do to help her-

self, and extend the Southern trade ? In the

first place, Cincinnati can seize the advantage

she has in making her south-eastern connec

tions. This she must do through the Chesa-

peake & Ohio road. It is a golden oppor-

tunity ; but will she do it ? In order to make

that connection, one hundred and twenty-five

miles of road must be made between Cincin-

nati and the Big Sandy. The cost will be

$5,000,000. How is that to be raised ? The

parties to do it are the counties of Lawrence,

Scioto, Adams, Brown, Clermont, and the

city of Cincinnati—six counties and munici-

palities. Supposing that half the cost can be

raised on mortgage, then $2,500,000 must be

raised on subscriptions. Five counties raising

$300,000 each, will make $1,500,000. The

city of Portsmouth should raise $200,000, and

the city of Cincinnati $8u0,000. This is a

fair apportionment, and can it not easily be

done? It would be done in a week, were it

not for the Constitutional provision prohibit-

ing municipalities from subscribing.

If human genius had been exercised to find

a way to prevent the prosperity of Cincinnati,

and Ohio, nothing could be found so effectual

as that provision ; but it is there; we can not

get rid of it under at least two years. We can

not afford to wait. What can we do? There

is nothing in the Constitution to prevent

these municipalities from making a road

themselves.

The principle of the " Ferguson Bill," is

that a city, or corporation, may do itself, and

on its own account, what it is not constitu-

tionally capable of doing through railroad

and other corporations
;
but if this be a cor

rect principle, it is certainly applicable to all

municipalities. Hence, there is an applica-

tion now to the Legislature to apply this prin-

ciple lo all the counties. This would give

aid to all railroads in our own State, but will

not help us in Kentucky.

The Chesapeake & Ohio road is of im-

mense importance to Cincinnati, and can

scarcely be over-estimated. It is a great op-

portunity for Cincinnati. Shall another op-

portunity be lost? We hope not. But we

see everywhere around us evidence of enter-

prise and public spirit, which we do not Ree

in Cincinnati. There is wanting here a con-

centration of mind to effect public objects.

We have not got it. The organization of the

Board of Trade wa3 the best thing done here

in the way of public spirit, for a good while

It has, at least, the good effect of combining

a few minds, and of giving some examination

to enterprises of public importance If the

Board of Trade would take up this subject,

and form a plan of raising the means for the

Cincinnati connection with the Chesapeake

& Ohio nad, they will do a good and most

necessary work, and they ought to do it im-

mediately. An appeal for private subscrip-

tions would probably be successful, to some

extent, but that which we have suggested is

the most practical, and would be preferable.

But, says some one, what is to be done for

the "Southern road?" Well, there are

three different ways of doing that : 1. In all'

human probability the appeal to the good

sense, and the interests, and the good feelings

of Kentucky, will be successful ; and the peo-

ple will themselves wipe out the stain which

has been cast upon the fair fame of Ken-

tucky for generous magnanimity, and put

away the obstructions which the Legislature

has put in the way of its own prosperity

But, as we have said, this will require delay,

and it might be for two or three years.

We hope for the best ; but, in fact, the

scheme has met with absolute defeat in Ken-

tucky. What next? 2. If we had our way,

we would have Congress charter a road from

Cincinnati to Knoxville, Chattanooga, or any

other suitable point. Congress has absolute

and ample power over the whole subject.

The Constitution gives power to Congress to

regulate commerce among the " several

States," and Congress has legislated under

that power in an hundred cases. How would

it be done? Let Congress empower Ciucin-

nali, as an existing corporation, to make that

road. This will be the "Ferguson Bill"

enacted by Congress ; and make its Constitu"

tionality undoubted. Congress is now enact-

ing such a bill in the case of New Jersey ; and

also another from Norfolk to St. Louis, with

the consent and approbation of leading Louis-

ville interests ; and why should Kentucky be

allowed to stop up the way in one di-

rection any more than in another, or

any more than New Jersey ? Perhaps

Congress may not do this to-day, but the

time is near when they will do that, and other

things of the same nature* 3. The plain and

obvious way of making a road through Ken-

tucky, is to continue the Kentucky Central

Railroad, which may be done with far less

capital than Cincinnati proposes to expend.

But how is it to be done ? If there were any

public spirit in Cincinnati, it would be done

just as New York made the Hudson River

Railroad—by a prompt and liberal subscrip-

tion by the citizens. When New York was

not half its present size, the citizens sub-

scribed, in a few days, $3,000,000, and the

road—now worth $25,000,000—was put

through. Now $2,000,000 will put the South-

ern road through easily. Can not this city of

275,000 people, and $300,000,000 of capital,

do this? We should think it could be done

easily. The counties will give large subscrip-

tions, and a single first mortgage will cover

all that is needed.

We have heard a rumor that the PennsyU

vauia road will lease and furnish the Ken-

tucky Central. We only know it will be a

o-rand stroke of policy for them if they do.

They can have a trunk linefrom Philadel-

phia to the Gulf, and command the trade of

the Southwest 1 If the managers have the

sagacity we give them credit for, they will

doit. E. D. M.

: [Since.the above was in type, the President

of the Kentucky Central has distinctly de-

nied any knowledge of the affair ; and, al-

though a bill has been introduced into Con-

gress to grant the above-named charter, or

right of way. the trustees have, as will be

seen by the following, discarded all connec-

tion wilh.the movement. This we understand

to be their views. They intend to rely og
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the good sense of the people of Kentucky,

and feel confident when a few members of the

Legislature become convinced that their op-

position to the wishes of Cincinnati and Cen-

tral Kentucky will not build a railroad tor

them all over the State, that the " Southern

Riilway" will have a very large majority in

both Houses. T. VV ]

A Prompt Inclination.

The Trustees of the "Somhern Railroad
'

yesterday sent the following telegram to Hon.
John Sherman, at Washington, it explains
itself:

Cincinnati, March 16, 187(1.

To Hon. John Sherman, Washington, D C. :

The special telegram to the Cincinnati

Commercial, of this morning, states that you
yesterday introduced into the Senate a bill

incorporating the "Cincinnati and Chatta-

nooga Railroad Company, and named in it,

among other incorporators, the Trustees ol

the '•' Cincinnati Southern Railway," appoint-

ed under a law of Ohio to provide a railway

between the same points. As the position ot

corporators in such a company is incompati-
ble with our duty as Trustees, you will oblige

tis by dropping our names from the bill. As
you no doubt included our names upon repre-

sentations made to you that it met with our
approval, we beg to assure you that such re-

presentations were wholly unauthorized:
• Miles Greenwood,

William Cjiipki
,

Philip Heidelbach,
E. A. Ferguson,
R. M. Bishop.

The Southern Railway Survey.

BEPORT OP THE WORE DONE AND SOME IMPOR-

TANT SUGGESTIONS.

The following report of W. A. Gunn, Chief
Engineer of the Southern Railway, has been
submitted to the Board of Truslees, under
whose direction the surveys were performed :

To the Board of Trustees of the Cincinnati

Southern Railway:
Gentlemen: The surveys which have been

in progress under my direction since last Au-
gust are so far completed as to cover the fol-

lowing routes : From Cincinnati to Lexing
ton bv way of Williamstown and Georgetown

;

from Georgetown by Versailles and Harrods-
burg to Danville, Kentucky; from Paris by

Winchester and Richmond to the Lebanon
and Knoxville Railroad, a few miles east of

Mt. Vernon.
There is in progress, and will be completed

in a few day3, a survey from a point near

Boone's Gap, about eighteen miles south ol

Richmond, on the last named route, by Broad-

head Station to Somerset, to connect with the

old Burnside survey. There is also in. pro-

gress and uearly completed, a. survey from
Nichola.eville by Lancaster and Walnut Flat

to Somerset.

A thorough reconnoissance has also been
made of the entire region through East Ten-
nessee where any probability exists of a feasi-

ble route for a railroad from Cincinnati lo

Chattanooga. This examination has been
made bv Ernst Ruhl, Esq , an engineer of

ample experience, having been engaged in

the construction of the Ohio and Mississippi

Railroad and other works, and having also

been engaged on the Burnside survey, and
afterward on the completion of that line in

1805 and 1866, and being thereby well ac-

quainted with the country to be explored.

His report in detail has been submitted to

your consideration, and in accordance with

his suggestions and my own observations there

should be some few lines surveyed to perfect

the Burnside survey across the mountains to

the Knoxville and Kentucky Railroad, and to

Emory River.

There should also be surveyed the " central

route," from a "point on the Burnside survey

about ten miles south of Danville through

Monlicello, Ky., Jamestown, Tenn., and pass

ing near the head of Sequatchie Valley, and
down White's Creek to Colonel Gaw's survey,

and a line branching from this and going

down Sequatchie Valley to its mouth, and
thence to Chattanooga. This much is neces-

surv to an intelligent location of any part of

the line.

With these surveys completed, you will

have by existing roads and surveys the

elements of the route from Cincinnati by

Paris, Richmond and London to Knox-
ville, the routes by the Kentucky Central,

Lexington, Danville, Somerset and Chitwood

to Knoxville, and from Chitwood by Emory
River to Sweetwater and Chattanooga, the

same to Lexington, and by Nicholasville,

Lancaster and Somerset to the same points.

You also have the Short Line route from

Cincinnati to Lexington, and thence to the

points above named —the Short Line route to

Georgetown, and thenceby Versailles and Har
rodsburg to Danville, &c. ; and from Danville

W- Mnnhr-pllr, to rihattn nnno-a. and from Dai

-

ville by the old survey to Columbia and Burkes-

ville, and thence by the survey of the South-

western Railroad of Tennessee, the line from

Burkesville, Kentucky, to Sparta and McMinn-
ville, Tennessee. The latter will give a com-

plete survey of the western route; with the

exception of the distance from Sparta to Dun-
lap, in Tennessee, and from these routes the

best general location can be determined.

Respectfully, W. A. Gdnn, C. E.

Cincinnati, O., March 8, 1870.

Homes for All.—In Kansas there are said

to be 20,000,000 acres of land unsurveyed,

and that there are 40,000,000 acres still in the

possession of the Government, while there are

less than 2,000,000 acres under nominal eul-

tivation.

J6@°" Experiments with the coal from the

Rocky Mountains, in the Union Pacific shops,

in working iron, have proved eminently satis-

factory. The Omaha Herald says:

" The proportions of metal and coal were
in the same ratio, nearly, as in ordinary

operations of the kind. While the metal was
being carried to the mould, every attention

was paid to its color, and every variation it

might seem to undergo, and it passed the lest

triumphantly. Both in Iowa and Illinois,

similar tests have been made with the coal of

those States; bui, though the melting process

was secured, the iron was unfitted for any
use, while this adds to its fineness of grain
and toughness. No sulphuric gasses appeared
in the whole operation

"

m »

Trans Russian Railway.—The railroad

connecting the Baltic Sea on the norlh with

the Sea of Azof, in the south of Russia, is

announced completed, the last session was
opened for travel on January 4.

Northern Central Railway.

The general meeting of the stockholders of
the Northern Central Railway Company was
held at Calvert Station, in this city, yesterday.

Mr. G D. Clark was appointed Chairman and
R A. Remarc, Secretary.

The Annual Report.—The annual report
of the President and Directors was presented
by the President, showing the financial condi-
tion and operation of the road for the year
ending December HI, 1809.

The financial statement of the company is,

in brief, as follows :

ASSETS.

Railway and appurienances :

Real estate and equipment. ..$13,555, 720 37
Cash and cash assets 1, 384,06k 63

Total $14,939,789 00
LIABILITIES.

Capital stock §5,000,000 00
Bonds and other liabilities 8,982,150 91

Total $13,982,150 91

Amount to credit of profit and
loss $957,638 08

The sinking funds have been increased $"3,-

000, the total amounts now in I he sinking

funds amounting to $766,500. The mortgage
for $25,000 of the York and Cumberland Rail-

road Company, due January 7, 1871, has been
paid and canceled. The monsage for $175,-

000 of the York and Cumberland Railroad

Company, due on the 1st of May, 1870, will

be paid at maturity out of the funds now iu

the sinking fund
The entire earnings of the company, in-

cluding the main line and branches, were
$4,303,783 54, made up as follows :

Prom freights $2,968,333 03
From passengers 957,972 10

From express 89,693 20
From United States mails 38,507 50
From sundry sources 249,277 71

The expenses were :

For conducting transportation $1,011,701 15

For motive power 882,495 50

For maintenance of cars 283,242 00

For maintenance of way 767,334 24
For general expenses 72,207 33

Total expenses $.3,016,980 88

Net revenue $1,286,802 60

Out of which has been paid:

For interest $486,179 08

For dividends 299.401 |)0

For taxes on dividends 28,950 43
For rent of W Y. & G R. R. 11,872 68

For rent ol L. V & P. R. R.... 101,167 00
For rent of E. &. W. R. R 165,000 00
For rent of E. J. & C. R. R... 25,000 00

Total.., $1,117,570 18

Leaving a balance of $169,232.47 to be
applied to the payment of the next dividend.

The following is a comparison of receipts

and expeiulilujes of the ditfeient roads be-

tween the years 1868 and 1869 :

The earnings of the main line in 1809 were
$2,928,063 28, and in 1808, $2,907,151.82, an
increase in 1869 of $20,91 1.46.

The earnings of the Wrightsville division

in 1869 were $61,436.70, and in 1808, $43,-

788 58, an increase in 1809 of $17,648 12.

The earnings of the Snamokin division in

1869 were $201,317 04, and in 1868, $277,-

763.49, a decrease in 1809 of $10,4-10 45.

The earnings of E. and W. division iu 1809
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were $562,932.88, and in 18,68, $528,626.39,

an increase in 1K69 of $34,306.49.

The earnings of the Chemung division in

18H9 were $185,502 65, and in 1868, $160,-

397.58. an increase in 1869 of $25,105 07.

The. earnings of the Canandaigua division

in 1869 were $304,531) 99, and in 1868, $233,-

624.05, an increase in 1869 of $70,906 94.

Showing a total gain in gross receipts dur-

ing the past year over the preceding year of

$152,431.63, while the total expenses of 1869

exceeded those of 1868, $54,653 36, sl-owing

u total net gain for the year of $97,778 27, or

within a traction of two per cent on the capi-

tal stock. The operating expenses of the

road were 7 1-10 per cent of the receipts, being

li per cent less than the previous year.

There was moved, in I860, 3,413,332 tons

of freight; in 1868, 3,138,319 tons. An in-

crease in 1S69 of 275,013 tons. The price

received for moving one ton Oae mile was
2 15 cent, being 5-100 of a cent less than in

1868.

We carried during the year 1,137,094 pas

sengers, an increase for the year of 115,935

The equipment belonging to the company
is now fully up to its requirements, and is in

excellent condition. We have 130 locomo-

tives, 22 of which were added during the year
—20 purchased, and 2 rebuilt at the shops of

the company. The greatest mileage made
by one locomotive was on a passenger train

between Baltimore and Sunbury. Engine
No. 100 made 47,297 miles. The greatest

mileage made by a freight engine was between

the same points—28,225 miles—by engine 22.

The total mileage of engines was 2,369,326

miles.

The total amount of motive power repairs

in 1868 was $219,242.67; in 1869, $194,-

358.49—a decrease in this expenditure of

$24,884.18. Total cost of fuel for 1868, $308,-

299 07; for 1869, $338,299.32; increase in

1869, $29,910.25. Amount of stores in 1869,

$34,763.65; in 1868, $33,574.06; increase in

1869, $1,189.59; total increase of motive
power expenses over 1868, $6,215.66, while

there is an increase in the mileage of 156,968

miles. We have of first-class passenger cars,

64; second-class passenger cars, 3; baggage
cars, 22; express cars, 16; total passenger

equipment 105 cars ; freight box cars, 8 wheel,

990; freight box cars, 4 wheel, 5
;
gondola

cars, 8-wheel, 544; stock cars, 8-wheel, 51;
box stock cars, 8-wheel, 101 ;

stone cars,

8-wheel, 25 ; coal cars, 8-wheel, 1,068 ; coal

cars, 4-wheel, 2,422 ;
lime cars, 4-wheel, 185

;

tool cars, 8 wheel, 10; freight caboose cars,

56 ;
maintenance of way cars, 4—total freight

cars, 5,461.

There have been added during the year 4

first class passenger cars, 200 box cars, 18

stone cars, 577 eight-wheel coal cars, 16 four-

wheel coal cars and 5 lime cars. There have
been rebuilt 2 first class passenger cars, I

baggage car, 2 express cars, 16 box
cars, 23 gondolas, 2 stock cars, 13

eight-wheel coal cars, 61 four-wheel coal cars,

8 lime cars, 1 tool car and 2 freight cabooses.

The good condition of the track and bridges

has been fully maintained during the year.

There have been used in the track 146,348

cross ties, 13,998 chairs, 173,505 pounds of

spikes and 4,715 tens of iron, at a cost of

$295,768.62.

The amount expended in 1869 to repair the

damage done by the flood of July, 1868, was
$22,077.34. The repair of damages by the

flood in the Gunpowder during last summer
was $10,756.29. We have expended in renew-

ing the masonry of nine bridges and erecting

three iron bridges $60,078.08.

There have been charged to equipment ac-

count during the last year $868,297.12, in

pa} ment of locomotives and cars heretolore re-

ferred to. The construction account has in-

creased $565,483 75. which has been expended
in completing second track between Dauphin
and Millersburg, on the new line in Baltimore,

increasing the size of the round-house at

Marysville, &e
The real estate account has been increased

$110,678.32, expended principally for land

required for the new line and new shops in

Baltimore, making a total charge to the prin-

cipal account of $1,543,959.19, an amount
much larger than will be required in any year
in the near fujure.

Directors.—The meeting then proceeded
to the election of Directors to serve during the

ensuing year, when the following gentlemen
were elected : J. D. Cameron, Wistar Morris,

J. M. Kennedv, E. C. Biddle, Ed. Smith, J. P.

Jones, A E Kapp, Wm. Colder, Henry Welsh,

Geo. Small, B. F Newcomer and S. M. Shoe-
maker.

Officers —On the adjournment of the gen
eral meeting the Directors met, electing J
D. Cameron, President; J. N. Du Barry, Vice
President; and Robert S. Hollings, Secretary.

Thomas A. Scott wa6 elected a Director to fill

the vacancy created by the election of J. D.

Cameron, President.

There is thus no change in Officers or

Directors.

—

Bzltimore Sun, February 25.

RiUlroads in Sew England.

If all the changes are made with regard to

some of our railroads which have been lately

talked of, a great deal of work is to be done
in this line.

The Barre Railroad from Worcester to

Gardner is under construction, and it has

been proposed to extend it to meet the Che-

shire Railroad in Winchendon. The Massa-
chusetts Central is seeking a middle route

to Boston, between the Boston and Albany
and the Fitchburg. The Cheshire Railroad

proposes to extend itself from Ashburnham
to Fitchburg, and it has been proposed to ex-

tend ihe Vermont and Massachusetts road

from Ashburnham along by the side of the

Cheshire to Winchendon, and then across to

their own road again, making a shorter

through route. It is claimed that legislation

of last winter authorizes this.

A raiiroad is proposed from Bellows Falls

to Brattleooro, and thence to South Vernon,
competing wiih the Valley Railroad and the

upper ten uiles of the Vermont and Massa-

chusetts. A railroad is also talked of from

the New London Northern Railroad at Am-
herst to Northampton, connecting there with

the Canal Railroad. The Vermont and
Massachusetts Railroad have advertised no-

tice of a petition to the Legislature for leave

to sell or lease that part of their raiiroad

which lies between Grout's Corner and Brat-

tleboro. The connecting roads that can pur-

chase or lease are the Rutland, which operates

the Valley ; the Cheshire, which operates the

Ashuelot; the Connecticut River Railroad,

and the New London Northern Railroad. If

these new railroads are built, it will probably

establish competing lines through Massachu-
setts to New York, the Rutland taking one
route and the Vermont Central the other. One
will probably go down over the Connecticut

River Railroad to Springfield, New Haven,
and thence by land or water to New York

;

and the other down over the New London
Railroad to New London, for a water route

to New York, and by way of Amherst, South-

ampton, and the Canal Railroad for a land
route to New York.

It is claimed that each of these routes has
its advantages and attractions. At all events,
if all these plans of new railroads are carried
out, the Montreal ar.d Vermont travel ought
to be well accommodated and will be likely to

profit by competition. The trouble seems to

be that two such gcodall rail land routes to New
York, with the independentwater routes which
each line could furnish, wouid hardly find busi-

ness enough to support them. Besides all this,

it is said that the Cheshire Railroad could stop
in at Bellows Falls, take freight and travel
down through Keene and the Ashuelot Road
to South Vernon, and there deliver it to which-
ever New York line it chose. Add it is said, if

the Cheshire could hire or buy the railroad from
Grout's to Brattleboro, they would have the
key to the whole concern and help their own
cause. If the Connecticut River Railroad
should hire or buy it, they could interfere with
New London and the Valley or Rutland ; if

the Rutland should hire or buy it, they could
side with the New London or Connecticut
River Railroad as they pleased; and if the
New London Northern should hire or buy it,

they would be no more likely to encourage a
diversion of the traffic on to the Connecticut
River Railroad than that road would be to

divert the travel on the New London Northern
road.

It is said also, if the Connecticut River
Railroad should buy or hire the road from
Brattleboro to South Vernon, and the road
should be built from Brattleboro to Bellows
Falls, then the Rutland, representing the Val-

ley road, would be obliged to extend the

Valley road from Brattleboro to South Vernon,
and the Cheshire, representing the Ashuelot,

or the New London Northern, might be
obliged to buy the road between South Ver-
non and Grout's Corner, and by building

about a mile of new road up the Connecticut
river on the East from Northfield bridge to

the Ashuelot, avoid two bridges across the

Connecticut river, and make another great
through route by the way of Keene. These
are some of the whisperings we have heard.

If a tithe of these plans are carried out, there

will be likely to be a muddle among these

several railroads.— Boston Advertiser.

Depth of Knil Section.

The rail is practically nothing but a girder

for supporting the weight of the train, and the

stiffer it is at all points, the nearer it approxi-

mates in character to the bed of a planer, the

better it will fulfill the conditions required of

it. In using fish-plates, the joint is always

the weak spot, because there is not the requi-

site amount of metal to resist the vertical

pressure. The common form of iron-rail, with

3J and 4 inches depth of section, has always
been regarded as too shallow for proper fish-

ing at the joints, and the best engineers have
advocated a chartge. We are glad to learn

that on .the New York Central the managers
have now adopted 4J inches for steel rails and
5 inches for iron. These standard depths,

with a proper arrangement of the fish-plates

at the- joints, and a proper arrangement of

cross-ties, -will be a great advance upon the

common practice, giving increased steadiness

to the movements of the train, and a conse-
quent prolongation to the life of the rolling

stock. We commend these standard depths

of rail section to other managers as the pro-

per ones for adoption, especially for all roads

with any considerable amount of traffic —
ltailway Times,
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Borne, Watertown A Ogdensburgh H. It.

The gross earnings of the road and branches
of this company (including (he Oswego and
Rene Railroad, leased), for the years end-
ing December 31, 1868 and 1869, were as

follows

:

1868.

From passen-
gers $477,088 41
From freight... 658,143 50
Fr'mmails.etc. 73,708 54

1869

$496,473 96

699,975 25

77,684 84

$1,208,940 75 $1,274,134 05

Expenses, viz.:

Operating and
maintain i n g
roads 691,383 54
Expended on
new construc-

tion 30,705 07
Taxes paid 56,996 29

686,794 70

30,000 00
55,341 06

$779,084 90 $772,136 36
Leaving a bal-

ance of 429,855 85 501,997 69
Add balance from previous
year 642,054 12

Add income of sinking fund 22,545 86

Total

Thus accounted for:

Rent to Rome & Oswego R R.

Coupons and interest

Two dividends, 5 per cent.

each, and taxes

Ffty per cent on 4,764 shares

new stock..

Iron credited surplus account
in error in 1868

Surplus, December 31, 1869..

$1,166,597 67

50,540 85
119,090 72

262,500 00

238,200 00

19 296 29
476,969 81

Total as above $1,166,597 67

It will be seen that the earnings exceed
those of the previous year $65,193 30, while

the expenses are $6,948 54 less—snowing a

net increase of $72,141 84. The report

says :

An increase to ihe capi a' stock authorized

by a vote of the stockholders to the extent

of five thousand shares, has been mostly
issued during the year, having been divided

pro rata among the stockholders, at $50 per

share, and none otherwise, bringing into the

Treasury the amount of $238,200, leaving the

difference between that sum and par (or upon
what has been delivered), the same sum as

above, viz : $238,200, which has been charged
to surplus account, leaving still to the credit

of that account an amount quite sufficient lor

all practical purposes, or for contingencies.

All that has been used of the money thus

received for new stock, has been applied in

payment of the Company. The balance has

been loaned on call on the best collaterals, by

instructions of the Finance Committee, to be

used as required in further payment ot bonds,

or otherwise, as the Board may direct. It

there has been any apprehension that this

Company have fallen into the practice,
;
too

common nowadays, of stock dilution, une
simple statement will doubtless be found
sufficient to dispel any such fear. The stock,

bonds and debts of every description out-

standing, after applying the surplus and
available means on hand, do not aggregate a

sum equal to the actual cost of ihe property

by several hundred thousand dollars.

The funded debt has been reduced $1 1 4,000

during the year, leaving the present amount
of bonds outstanding, $1,439,000.

The Company have no floating debt.
Two dividends of 5 per cent, each, and

Government tax on the same, have been paid
during the year ; and one of the same amount
on the 15th January ultimo, which is the
ihiity-third dividend in order, and the thir

teenlh consecutive semi annual dividend of
five per cent, and tax, which has been paid by
the Company.

BALANCE SHEET, DECEMBER 31, 1869.

Cost of road and equipment $4,000,000 00
" additional equipment.... 347,026 62
" new engine house 18,334 75
" new depot at Watertown

and New York 28,880 59

Bonds paid by sink

ing fund $354,176 13

Bonds paid and on
hands 206,700 00

$4,389,291 96

General supplies. ..$131, 934 49
New York & Rome
Trans. Co 18,500 00
Wood lands 11,079 45

Paid for fractions

new stock $10,170 00
New stock, 236
shares 23,600 00
Income bonds Oswe-
go & Rome R. R.. 37,000 00
Cash loaned on col-

laterals.. 141,570 00
Cash on hand and
in bank 111,709 34
Due from agents
and U.S. Gov 51,059 20

560,876 13

161,513 94

375,108 54

$5,486,790 57
Capital stock $3,000,000 00
Funded debt(of this $354,176 18

is in the sinking fund, and
$206,700 in bonds paid and on
hand, leaving but $1,439,124 87
outstanding) 2,000,000 00
Due sinking fund $ 676 13
Dividends unpaid 3,630 00
J.Graves 500 00
Finishing account,

Oswego & Rome R'd 4,975 60
Special sinking fund,

Oswego & Rome R'd 39 03
9,820 76

Surplus 476,969 81

45,486,790 57

J6@-The total bonded debt of New York
Slate, on Sep. 30, 1869, was $43,265,366 40;
the sinking fund, was $8,417,270 67, on hand,
making the actual indebtedness not provided
for $34,848,035 73. The sinking funds, at

their present rate of application, will ex-

tinguish the entire State indebtedness in eight

jears.

New Bridges.—The Bast River bridge is to

be 1,600 feet long. The St. Louis bridge will

have three arches, two of 487 and a middle
arch of 515. The Qnincy bridge crosses the

Mississippi at its widest part; and the Omaha
bridge is 2,800 feet Ipng. A bridge over the

Hudson at Cornwall, 40 miles above New
York, will be 2,500 feet long, with a clear

span of 1,600- The new Connecticut River
bridge is to be 1,248 feet long, for the accom-
modation of the Shore Road.

Iowa Railroads.

The Dps Moines Bulletin contains the fol-

lowing interesting record of railroad building

in that State during the past year:
A greater length of railway has been built

in Iowa this year than in any other State.

At the close of 1865 there were 793 miles
finished. At the close of 1867 there were
1,152 miles finished—an increase of 359 mile3

in these two years. One year later, January
1, 1869, the total completed was 1,451 mile3,

an increase of 2'j'J miles in 186».

By letters before us, from officers of the

sixteen railways in Iowa, we learn that in the

year now closing there will be built a grand
total of six hundred and forty-three' miles.

On eight of these lines there is some yet to

build before this amount is reached. But
nine-tenths of the work is done. Those that

have more to do have so little that tbey write

it will undoubtedly be done this year. These
eight are McGregor & Sioux City, Cedar Falls

& Minnesota, Central Railroad of Iowa,

Burlington & Missouri River, Burlington,

Cedar Rapids & Minnesota, Des Moines Val-

ley, St. Louis & Cedar Rapids, Iowa Falls &
Sioux City.

On the 4th of November, the Iowa Fall &
Sioux City had built ninety-one and one half

miles Between that time and the 1st of Jan.

they will have built twenty more, making a
total of 1 19J miles in 1869. This is the longest

stretcn made on any one line in the year.

The other large builders are : Burlington &
Missouri River 98| miles; McGregor & Mis-

souri River, 94 1-3 miles ; Des Moines Valley,

81 miles; Burlington, Cedar Palls & Minne-
sota, 67 miles ; a total of 460 miles by five

companies.
The roads which have been lengthened out

or commenced this year are :

McGregor & Missouri River, Cedar Falls &
Minnesota, Iowa Falls & Sioux City, Central,

Chicago, Rock Island & Pacific, Burlington

& Missouri River, Sioux City & Pacific, Bur-

lington, Cedar Rapids & Minnesota, Des
Moines Valley, Keokuk & St. Paul.

The following table shows the amount of

road constructed in the last four years :

Miles.

In 1866 and 1867 359
In 1868 259

In 1869 - 642

Total 1,301

Add the miles constructed up to 1866... 793

Gives a total of. 2,094

miles in operation in Iowa on the 1st day of

January, 18.70.

Directors of the Union Pacific II. K.—Re-
port of tlie President.

The stockholders of the Union Pacific

R,ailroad met at Boston, March 9, and elected

directors for the ensuing year, as follows :

Oliver Ames,Oakes Ames, John Duff, John
B. Alley, C. H. McCormick, VV. T. Giddon,

R. Hazard, Elisha Atkins, A. E. Lombard, O.

S. Chapman, James Brooks, G. M. Dodge,
Sidney Dillon, Frederick Nickerson and C.

S. Burbell.

The following is the substance of the re-

port made by Oliver Ames, President :

We have spent during the year upon snow
sheds and snow fences over #300,000. We
have now over five miles of snow sheds, and
nearly fifty miles of snow fences, in addition

to the large amount of snow fences put up
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last year. Experiment thus far, this winter,

shows our road can be run without serious

hindrance or obstruction from snow. The
snows of the present winter have been the

same as last, and we have been but in one in-

stance obstructed over twenty-four hours.

Our Superintendent is confident we can l;eep

our road as free from snow as the roads of

New England and New York.

Express business over the road was fully

investigated last summer, and we have come
to ihe conclusion it would be for the interests

of the road to dissolve our connection with

Wells, Fargo & Co., and do this business our-

selves. The results of the change have been

to increase the receipts about thirty per

cent, above what we received from Wells,

Fargo & Co. For the purpose of utilizing

our telegraph lines, we have made connection

with the Atlantic & Pacific Telegraph Co.,

through which we are getting a large portion

of our telegraphic service free, and have ex-

pectations of realizing a handsome income
from the $330,000 of stock we receive from

the Atlantic and Pacific Telegraph Company
for the use of our lines for commercial pur-

poses, should this company make connection

with the Central Pacific Company, as they

now expect, and secure a (air share of Cali-

fornia business.

The earnings cf the road for the months
reported since it was first opened amount to

$6,300,000. We anticipate the gross earn

ings for the ensuing year will reach $12,000,-

000, and shall not be surprised should they

largely exceed it. The net income from
this will pay all interests, with a handsome
dividend upon stock, should we not need it

for improvements upon the road.

Pennsylvania Railroad Grain Depot,
West Philadelphia.

By Joi. M. Wilson, C E. P. A., Engineer Construction

Department P. R. R.

It is intended as a depot for receiving grain

directly from cars and delivering expeditiously

into wagons by which it can be transported

to the warehouses of the owners. It is 555

feet in length, 125 feet in width and 36

feet from ground line to eaves, being

divided into two stories by a floor 19 feet

above the grouud line. The roof is a single

span having a one quarter pitch, and built of

wrought iron, upon the simple triangular

truss system, with timber principal rafters.

It is covered with slate and has, at frequent

intervals, sky-lights of hammered glass. The
balance of the building is constructed entirely

of timber, the sides being sheeted and slated.

The total content, comprised within the out-

side walls and from ground line to slope of

roof, is 3,607,500 cubic feet. The cars enter

the second story by six tracks running its en-

tire length. Between the tracks the platforms

are 4 feet above the rail. Underneath, from

the platforms down to eight feet above the

lower floor or ground line, the whole of the

space is put into bins. From the cars the

grain is shoveled directly into upper open-

ings in the bins, which are 11 feet apart on

either side of each track. There is a sliding

valve in each bin, at the bottom, by which the

grain can be passed directly into wagons under-

neath by its own gravity, the sides of the bius

being sloped at such an angle as will insure

its delivery. The total number of bins in the

building is 600, and the average capacity of

each 500 bushels, giving a total capacity of

300,000 bushels. By a system of duplicate

numbers on the upper and lower openings of

bins, the grain of different shippers can be
kept separate and distinct, and is transferred

from car to wagon without confusion. Wag-
ons enter the ground floor by 50 passage ways
running in the direction of the width of the

building and separated by trestles eleven feet

apart, which support the upper floor. These
passage ways are directly under the lower

openings of the bins, and are closed by doors

at each end.

The ground upon which the building is

erected being artificially made, upon a bed
of river mud of considerable depth, it was
decided to use piles in the foundations. The
piles along the east or river front, were driven

to an average depth of 38 feet below ordinary
high water betore reaching hard bottom. At
150 feet from the east end the average depth

was 35 feet ; at 300 feet, 34 feet ; at 400 feet, 32

feet ; at 450 feet, 24 feet ; at 500 feet, 14 feet

;

at 520 feet, 6 feet; and from here to the west

end of the building it increased to 19 feet.

The piles were of straight growth Hemlock
not less than ten inches diameter at (he head,

which was hooped with a wrought iron band.

Under the outside walls they were driven in

three rows, and under the interior or cross

walls in two rows, being placed 2J leet be-

tween centers across the rows, and three feet

between centers lengthwise of the rows. Alter

they were driven the earth was excavated
around them to a depth ot 2} feet below

ordinary high water, and they were sawed
off at that elevation. A cap of flattened

Hemlock logs, 9 inches thick and average 15

inches in width on face, was laid upon each
row and pinned to the piles by locust pins.

Upon this a second course of similar logs,

not less than six inches in thickness, was
placed crosswise and fastened, thus forming
a floor upon which the masonry was built.

The platforms of the cross walls were securely

tied together by logs of 'he upper course at

intervals of about every 15 feet. The ma-
sonry was commenced in March and followed

up the pile driving closely. The outside

walls are 4 feet thick at bottom, and are car-

ried up to 10J feet above ordinary high water,

diminishing by steps to 2} feet thickness at

top. The cross walls are 3 feet thick at bot-

tom, and are carried up to 12i feet above
ordinary high water, diminishing to 2 feet

thickness at top. The whole of the founda-

tions between the masonry was filled up with

earth to one foot below top of cross walls, and
on a level with 30ib Street.

The tracks running on to second floor cross

30th Street by a wrought iron elliptical braced

arch bridge of 64 feet 1 inch span and 1 1 feet

llf inches rise at the crown. Although not

strictly novel in its design, yet it is believed

to be the first of its kind put up in this coun-

try. It is hinged both at crown and springing,

thus reducing the calculations to a certaiuty

not possessed by the ordinary form of arch,

and annulling the straining effects due to

change of temperature or yielding of piers.—Journal Franklin Institute

The cotton crop of this year ia put at

3,000,000 bales, which, at 25 cents a pound,

is worth $345,000,000, at 460 pounds to the

bale. If we take 900,000 bales for home
consumption, we have 2,100,000 bales for

export, and this will yield the sum of $241,-

500,000. Of the 3,000,000 bales, we have
exported from September 1, 1869, to Feb. 19,

1870, to foreign ports, 1,040,196 bales, leaving

for export 1,059,804 bales, worth $121,877,-

460. This indicates, as clearly as anything

can do, the increasing prosperity of the

South.

Copper.

The copper products and consumption of
this country are given as follows :

Pounds.
The Lake Superior regions having
sent to this market about 20,000,00<)

The Tennessee Copper Co. furnish-

ing, say nbout 2,000,C00
The Baltimore Copper Co. furnish-

ing, say about 4,000,000

The Bergen port (now closed) and
Taunton Copper Co., about 2,000,000

Making a total production of ..28,000,000

To which add stock on hand at

the beginning of the year, of. 12,000,000

Give us a stock of 40,000,000
From which to draw for consump-
tion, say 26,000,000

Leaving a surplus stock, Jan.

1, 1870, of 14,000,000
Manufacturers are now carrying

all that their present and prospec-

tive requirements demand, which
is not less than 6,000,000

The imports of copper into the United
Kingdom, for 1869, exceeded the exports

about 42,500,000 lbs, to which if there be
added the home production of 20,000,000
lbs., gave for use 62,500,000 lbs. The high-

est price for English tough cake in London,
during the past twenty years, has been £126
per ton ; the lowest £7o per tun, the present

price.

1 .

Finances of Baltimore.

The report of the City Register gives the

following statement of its financial condi-

tion :

FUNDED DEBT.

Consolidated Loan 189 r
', 6 per ct. 37,204,009 44

Jail Sloi-k 187 :i, 6 " lul.STG 48
Five Million Loan 1890, " 5,uuu,uno lit)

One Million Loan 1886,0 " l,0ll»,0UO 00
Loan of 1884,6 " 9-2 1,800 00
Park Improvement 1895,0 " 185,72:180
Cunsol.dated Loan 1893.6 '« 2,2111168 05
Exempt Loan ..18H3, 6 " 413.0.4 87
Water loan 1875,6 " 4,631,116 38
Public Park 1890,6 " 556,506 25
Court-Mouse 5 " 137,014 84
Consolidated Loan 1885,5 " 891,040 70
Over-due Stoca, 6 per cent.,

Do interest allowed 1,106 04

Total Funded Debt .$23,254,970 85

The endorsements for various railroad

companies are as follows !

For the North-WeBtern Vir-

ginia Railroad $1,500,000 00

Less redeemed and canceled.. 726,500 00

$773,500 00

York & Cumberland R. R... 500,(10.1 00
Western Maryland It. & 500.1100 00

Union Railroad 117,000 00
1.890,500 00

MISCELLANEOUS DEBTS.

Bills payable on account of

Richmond Market exlens'n $63,159 14

Temporary Loans of Banks.. 230,700 00

New City Hall account 45,196 03
617,355 20

• : Total liabilities..., $25,763,826 05

The city has- assets applicable to the pay-
ment of its d-bts, amounting to 21,95-8,724 25

Making its liabilities in excess of its assets.. 53.804,101 80

The assets consists of: Mortgage on B. &
O. R. R., $5,000,000 ; mortgage on York &
Cumberland R. R., $500,000 ; mortgage on
Western Maryland R. R., $500,000 ; interest

coupons paid for Western Maryland R. R. Co.,

$14,271; mortgage on Union R. R.,$117,000;
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mortgage on Pittsburg & Connellsville R. R.,

$2,043,837 91; 32,500 shares B. & 0. II. R.

stock, $3,25,0,000; property under manage-

ment of Water Board, $3,500,000; real estate

yielding rent, $331,389 16; due from Union

R. R. Co., $20,000; bills receivable, $40,000;

suspended debt (due by John Lee Chapman),

$7,000; due by B. & O. R. R. Co. (taxes paid

for it), $1 17,237 ; amount of back taxes due

(estimated), $800,000 ; 4,0H0 shares Western
Maryland R. R stock, $200,000; 7,G00shares

Susquehanna & Tidewater Canal stock,

$380,000; vacant real estate (estimated), $45,-

000; present value of sinking funds, $4,686,-

539 13; loan to Water Boaid (Res. No. 467,

1868), $175,000; due by Water Board (ar-c't

overdrawn), 62,341 60; cash in bank, $169,-

108 42. The receipts on various accounts

during the year were $6,245,360 50, and the

disbursements $6,263,601 96.

The Public Debt Statement.

The following is a recapitulation of the

public debt statement, February 28, 1870:

DEBT BEARING COIN INTEREBT.

Five percent. boDrts $22l,589.3l'0 f0

Six per cent, bonis 1 886.3511 3j0 00

Total $2,107,939,650 00

Accrued interest 38,708,342 84

DEBT BEARING INTEREST IN LAWrOL MONEY.

Threeper cent, certificates $45,555.003 00

Navy pension fund, 3 percent 14 OOD.IIPO 00

Total $59,555.(100 0"

Interest • 525 550 1)0

Debt on which interest has ceased since

maturity...., $3,973,340 04

Interest $521048 37

DEBT BEARING NO INTEREST.

Demand and legal tender notes $35<i,!09.9"8 50
Fractional currency 39,950.(139 OH

Gold certificates ot deposit 44,31-2.840 00

Total $440,442,857 58
Total amount outstanding $2,61 1.91 1.854 22

Total interest 39,757,94121

Total deht.principal and interest, to date,

including coupons due, aud not pre-

sented for payment $2,651,668,795 43

AMODNT IN TBEASURT.

Coin $102,400,739 97
Currency 10,280 285 68
Sinking fund in United States coin inter-

est bonds, and ace U'd interest thereon 27,876,529 00
Other United States coin interest bunds

purchased,and accrued interest thereon 72,782,763 61

Tnial $213,340.318 26
Debt, less amount in Treasury $2,438,328,477 17

Debt, less amount in Treasury, Feb. 1,

1870 $2,444,813 288 92

Decrease of debt during the past month.. $6,484 811 75

Decrease of debt since March 'st, 1869... $87,134,782 84

Bonds issued to the Pacific Railroad Companies, interest

6 per cent., payable in lawful money :

Accrued in-
Amount out- terest. not

standing. yet paid
Union Pacific $27,075,000 8270,750 00
Kansas Pacific, late Union

Pac. E. Division 6.3i'3.(i00 63,030 00
Sioux City tL Pacific 1,628,320 16,283 20

"1 2,362.1'Ot) r

Central Pacific > 23,519,000 ?252,905 00

Central Branch Union Pac.
—a-signees of Atchison
and Pike's Peak I.nnn.lino 16,000 00

Western Pacific 1.971,000 18,573 00

Totals $64,457,320 $637,51(20
Interest paid by U. 8 $6,8dl,664 96
Interest repaid by transportation of

mails etc 1,994,074 61

Balance of interestpaid by U.S 4,837,590 35

B®" Fried Krupp, of Essen, Prussia, makes
125,000,000 lbs. of steel annually.

St. Louis an<l Chicago.

The papers of St. Louis contain details of
the business done in that city during the last

year, and, as the best means of ascertaining
the relative trade of Doth cities, we compare
the figures of Chicago :

, rCH(CAC10 . , ST LOriS .

Receipt*. Shipment*. Receipt*. Shipment*.
Flour, brls.. Z,239,!)01 2,339.11:8 1,119,041 2.(148.402
Wheat, bu l«,7H,69li 12,400,139 7.298,73? 1878185
Corn, Ira 8 ',932.323 20,771,1.26 3.3.0.712 2.004 434
Outs, bu il.330.ni3 8,228.614 3,1*9.702 1,819.650
Hye. bu 1,524.415 7t9.3"9 255.946 I09.22(;
Barley, bu ... 1,832,1 480,290 745,762 57,080

These figures tell their own story. An
excess of sixteen and a half millions of bush-
els of wheat, twenty million bushels of
corn, and eight million bushels of oats But
this overwhelming preponderance was not
confined to breadstuff's. Here are some other
articles :

. CHICAGO. , . ST.L0U1S. —

,

Receipt*. Shipment*. Receipt*. Shipm"}its.
Whisky, brls. I"l. l9li 105 011 4h,Uu3 70,939
Lard, lbs «,918,5l7 17,150,129 22I.M7
fork brls 52,74'i 99.448 18,-JJl 83,109
Cattle.No 4I0.627 271,0 8 134,575 59,4b7
Sheep.No 339,680 103.513 96 626
Hogs, No 1,9 9,513 122,311 34 (.848

Salt, brls 665,641 513 000 :'18,0Q0

Lumber, M 1,012,678 6:4 4 3 170,082

The receipts of tobacco in Chicago were
12,861, 428 pounds, against 10,128 hogsheads
in St. Louis.

St. Louis manufactured 1,001,161 barrels

of flour; Chicago, 549,893 barrels.— Chicago
Tribune.

Powerful Turbines.—A correspondent of
the American Odd Fellow, thus describes the

turbines used in the Mastodon Mill, in the
village of Cohoes, New Yotk.
"The entire number of looms in this mill

is fourteen hundred and eighty-six ; five hun-
dred of which are located on the first floor."

These looms and the other machinery of

the mill are driven by three "immense tur-

bine water wheels, made by the Ames Manu-
facturing Company, which operate the main
shaft, and possess an aggregate driving

capacity of over eleven hundred horse-power.
This pit having an extreme depih o! forty

feet, with a floor twenty-five feet from the

surface, which hides the water wheels from a

top view, is, in reality, an under-ground two
story building. Three mammoth cast iron

cylinders, eight feet each in diameter, convey
the water from the canal on the west side of

the building to the wheels; the volume of

water being regulated by a sort of tiller

located in the pit, and connected with flood-

gates. The perpendicular shaft of each tur-

bine is connected with the main "haft by

beveled gear, and the united power exerted,

if so appheu, would reverse the motion of the

great Burden water wheel at Troy, and drive

the machinery of a good sized manufactory
besides. The shaft to which this wrndruus
power is applied is supported by three granite

abutments, and forms the axis of six ponder-

ous driving pulleys, twelve feet each in

diameter. The immense belts which radiate

to all parts of the building are in keeping
with the massive pulleys and gearing. These
are each two feet wide, and the longest one
reaching to the fifth story, measures nearly

two hundred feet. At the north end of the

pit, two rotary force pumps are located, which
in case of fire, can be instantly geared to the

main shaft by means of a sliding cog wheel,

aud are jointly capable of throwing six thou-

sand gallons of water per hour."

B®" The lotal State debt of Pennsylvania,
on December 1st, 1869, was $32,810,047 90

—The certificate of the Baltimore, Pitts-

burg and Continental Railroad Company, with
two hundred thousand dollars capital stock,

was filed at Columbus, March 10. The termini
of the road are a point in Middleton Township,
at or near the town of Achortown, in Colum-
biana County, Ohio, at the State line, thence
through the counties of Columbiana, Carroll,

Stark, Tuscarawas, Holmes, Ashland, Rich-
land, Morrow, Marion, Hardin, Auglaize acd
Mercer, at or near the northwest corner of
Washington Township, at the State line of
said county of Mercer.

—The vote in Indianapolis, March 15, upon
the proposition to donate $65,000 to the In-

diana and Illinois Central Railroad resulted

in favor of appropriation by a majority of 1,465,

The Broadway Pneumatic Tunnel.—We
condense from the Scientific American : Al-

though the President of the Company is one
ot the proprietors of the Scientific American,
the writer of the present article visited the

tunnel for the first time on the 8th. The day
was stormy, and the snow fell fast and heavy.

Cars were with difficulty kept on the tracks.

It was a favorable time to contrast the mise-

ries and annoyances of street-ear travel with

the comfort of tunnel-travel. The simplicity

of the principle is not fully appreciated until

one sees the thing itself. A cylindrical tube
eight feet in the clear, bricked up and white-

washed, neat, clean, dry and quiet. Along
the bottom is a track, and on this a spacious

car, richly upholstered, well lighted, with

space for entrance and exit, the whole as

comfortable as the front basement dining-

room of a first class city residen-ce. The
track, not, subjected to heavy trucks, is easily

kept in first rate condition. It is not cold in

winter. It will be delightfully cool in sum-
mer. The filthy, health destroying, patience-

killing street dust will never be found. It

will be no dirty hole, but a handsome subter-

ranean avenue, through which the people

may be rapidly transported to their homes up
town.

This system is vastly superior to subter-

ranean steam transit. Its first cost is very

much less; it is free from smoke and dust;

there can be no accumulation of carbonic

acid gas, an eviT which may be estimated

from the fact that, for every pound of coal

burned, 3 1-3 pounds, or 29} cubic feet will

be generated. The cars will be impelled by

compressed air only. The apparatus com-
prises a stationary engine of lOD-horse power,

and a Root's pressure Blowing Engine, capa-

ble of delivering 100,000 cubic feet of air per

minute.

—
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.Every Ra : lroad Man, and eveay man interested in Rail-
roads, Bhould have it. Terms, S3 Ul) a year, in advance.

Address

A. X. KELZOGfl, Publi.sher,
1U1 Washihotuk St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious
assortment in the country.
Agents wanted.
25 S>rts of either for $1.00; prepaid by mail. Also

Small Kitiits. Plants, Bulbs, all the new potatoes, &c ,

prepaid by mail 4 lb* Early Rose Potato, prepaid,

for SI 00. Conovei's Colossal Asparagus $3 per fuo

;

32> prir 1000, prepaid. Neiv hardy fragrant everbloomiug
Japan Honeysuckle, 50 cts. each, prepaid True Cape Cod
Cranberry, lor upland or lowland culture. 81. ''0 per 1UU.

prepaid, with directions. Prced C italoeue to any address,

gra is ; also trade list. See, Is on Commission.
B. M. WATSON, Old Colony Nurseries and Seed Ware-

house Plymouth, Mass. Established in 18i2.
6-1-70, 17.

-£L o^.iF5.:o.

A Clergyman, while residing in Scuth America as a
missionary, discovered a safe and simple remedy (or the
cure of Neivous Weakness, E;irly Decay, Diseases of the
Urinary and Seminal Organs, and the whole triin of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble remedy. Prompted
by a d^sirn to benefit the agiijted and unfoitunate, I will

send the recipe f r preparing and using; this medicine, in a

sealed envelope, to any one who needs it. Free of Charge.

Address,

JOSEPH T. INMAW,
Station D, Bible Ilouse,

7-10-9, 13. NBff YORE CITY.

RATLWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGAGE

THE Subscriber offers to Railroad Superjnt' ndents, Lo-
motive and Car Builders, a superior quality of

KL.UIPTIC AND SEMI-ELLIPTIC

SPHIMGiS,
Made at his shops in PhiUdelphin. Employing only the
most experienced workmen and dkst m\Tkki*l, he pledges
himself t> furnish a Spring of the greatest elastcity, and
one which shall be uniformly reliable in its carrying weight

All Springs tested to double their usual
load.

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N

.

Shops—Seventeenth and CoateB St. FHIL,'

John A. Griswold & Co.
TROY, 2NT. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Gruttcold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbda Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Hails, Axles, Tyres,

Shafting, Plates & bleel Forgings

of every description.

Tj7J»WIJ* J. HOBUEB,

Successor to

McBAJfEl * HORHTEB,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington. Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S. COMPASSES, TRANSITS, LEVELS

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St.. Cincinnati, O.

Also Brass Castingsand Models marie for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

QEALEr: PROPOSALS will be received at the Engi-
rt neer^B office at Charleston, W. Va , until Vi M. March
1. lP7f). fnrthe GRADUATION, MAS'JJ\RY and the SU-
PERSTRUCTURE 0V BRIDGES un the Chesapeake »nd
Oiiio Railioadhet" He it tin* FaMs of Kanawha and the Ohio
River, including THRKK MILLION S CUBTC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YAKDS OF MASONRY.

Also, nt the Bngineer's office at Rich i ond Va., until
12M.M rch 1U I J-7D, for several heavy sections east of the
Falls of Kanawha, including the unfinished work near
Mil;l)oru' and that ei-iht miles east of the White Sulphur
Spring the Great Bend tuunel. fi,40'. feet ; Lewis tunnel,
3 SiKlf eet ; five other tunnels from 500 to 1.70*1 feet long-;

several section's in ruck cutting; and about 70,<i00 cubic
yaids of masonry-

Profiles and specifications can be found at the office of
the compiny) 54 William street New York, on and after

February 1; »i Richmond, Va., and at Charleston W. Va..
on and after January Iff, If70. The company reserves the
riirht to rejectany or all theb'ds offered, and to cake private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomh. Chief
Engineer, Richmond. Va , or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C. P. HUNTINGTON.
27-1-70,4. President.

GRAND SCENERY!
{©-QUICKEST ROUTED
B© Miles inJDistance Saved.

Ba!t!more&,©hioR.R.
—TO—

BALTIMORE,
PUILA DELPITTA,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OP GOING TO

\^^.SH IIVOTOIV
'FMEE!*^^

IVO CHANGE OF CARS
From Cincinnati Bfl 1"HmOTP and lmt0NK

Colundms to CHANGE
Philad' Iphitt and New York.

Baltimore&OhioR.R
Ask for TICKETS and
UAGGAUK CHECKS via

J. I,. WIt.SON, Master of Transportation.
L. M. COLE, General Ticket Agent.
G. B.GIRSON, General Western Passenger Agent.

JANUARY 1st, 1870.

\Jinciiiiiaii to ,\t. Evuis Without
Change of Lars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louinvillo, Evansville, St. Joseph

JfTferson City, and all points on the Lower Mis-

sissippi River, and on the the Illim-i .

Central Railroad.

TRAINS RU1¥ AS FOLLOWS :

St. Lf-ui?, Evansville and Cairo
Mail 7:15A M. 10:55P.M.

Osgood Accommodation..,. 3:10 ('. M. 8:-?5 A.M.
Through Western Express 5:10 P. Mr 8:30 P. M.
Night Express 10: CJ0 P. M. 6:00 A M.
The 5:10 P. M. train runB daily. Trains run by Vin-

reiiTies time, 1'-' njiniUHs slower than Cin'ti time.

For tickets or inrormntion a] ply at .Offic -s 132 Vine
Strert, Coiner Front and Broad nay ; and al Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, Cin. 0.
C. E. FOLU-.T, Qer.TI'ickH Ag'i, S:. Louis, Mo.

As in use on the National Despatch Line of
Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington. Delaware, or
«'MAK. BOCKI'S A CO, ItoslOll, JIkss.

3-12-9, 62.

BUSH & LOBDELL,
Chilled Railroad Car Wheel, Tjre

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
FOB,

Railroad Cars
and

Locomotive Eugenes.

ORDERS executed promptly to any extent tor these
celebrated Wheels, either single or double plated

with or without axles.

WHEELS FITTED
Hammered or Rolled Axles, in the U*at aoannj-rand
the shortest notice, and on tut mogt re^Qonatjle i.<?
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KRIS BAXLWiiY.
1400 MILES ander

Odc Management.

MILES without

Cbauge of Coaches.

BROAD GAUGE, DUVBLETRACK ROUTE
FOB

—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARR1SBURG
niilaclelpJii&j Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
—AND

—

X*enns ylyania.
This Railway extends from

CINCINNATI to NEW YORK, - 8G0 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 386 Miles

AND IS FROM

22 to 27 MILES the SHORTER ROUTE.

TWO EXPRESS TRAINS DAIEY
Leave CINCINNATI from DEPOT, corner Fifth
and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Davton 9.10 A.
M.; Urbana, 10.29 A. M ; Gallon^ 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches Ihrough to

New York); Akron, 4.21 P. M.; Ranvenna,
0.05P.M.; Meadville, 7.55 P.M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine); New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooper&town,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
1 2b A. M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st);

Akron, 7.33 A.M.; Ravenna, 8 20 A. M.;
Meadville, 11.16 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper); New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pitlsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
wiih Franklin Branch for Oil City; at

l.lmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Cause, -arranped for both Day and Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only Line running through
860 Miles without Change.

Boston and New England Passengers,
-with their Baggage, are transferredFREE
OF CHARGE in New York.

JO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the fool of Twenty-
third Street. New York, thus enabling parsengers to reach

he upper portion of the city without the expense and an-
noyance of a streetcar or omnibus transfer.

JtTT
3
TJ' e 8cenery along the entire route of the Krie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, wilt find in its ever changing landscapes -sub

jecta of continual admirati n and interest

Baggage Check'd Through
And Fare always as Low an by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c*n be obtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
House, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
South-west. WM. R. BARK,
Wj B. SHATTCC, Gen'i Pas?V Ag'U

fieneral Southern Agent.

Best Route to St. Louis and Chicago

I NDIAISIAPOLIS,
* CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

ST. LOUIS,
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Cities in the West,
North west and South-west.

JO=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREKT DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am 12.41' am
St Louis and Springfield Express... 2.40 pin 7 35 am
;tSt. Luuis and Springfield Express. 10.20 pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawreneeburg Accommodation 4.30 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am JO. 15 am
Chicago Express 6 50 pm 9- 3tt pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, corner ot Thiid and "Vine ; River Office, corner of

WalnutStreetand River; and at Depot, corner of Plum
and Pearlstreets. '1 he splendid Passenger Depot of tlie

I. & C- Railroad is about a mile neater the businesscenter

of the city than the Depot of aDy other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON,Superintendent.
A. E. CLARK, General Ticket Agent.

Cincinnati! Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie RailwayJ. 7:00 A. M. 0:30 p. M*
do do do .. 9:45 P. M. 7:00 A. Si-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M.
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne it Chicago.... 7:15 A.M. 10:25P.M.
do do do .... 2:30 P. M. 5:40 P. M.
do do do . . 6:30 P. M. 7:3UA. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo,. 6:30 P M. 10:20 A. A.
MuncieA Indianapolis 7:15 A.M. 10:25 P.M.

do do 5:C0 P. M. 1:20 P.M.
Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.

do do do- ... 5:00 P. M. 10:30 A. M.
Hamiltcn Accommodation 9:30 A. M. 8:U5A. M.

do do 6:i0A M.
Trains run SEVEN MINUTES FASTER than Cincin-

nati time.

For allinformation and throughtickets, please applyat
trieold office, south-east corner of Broadway and Front; Bur-
net HouscOffice, corner Vineand Bakerrtreets. and at the
respective depots. East Front and Wesi Sixth streets.

D. McLAREN, Gen'l Superintendent
SAM'L STEPHKNSON,Gen*lTick't Ag't.

Omnibuses call for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still contfnue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia. Baltimore,, New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CIKCIMNATI

SHOBT-LIWE RAILROAD.

Time only S liours
Fare Only $3.50—Transfer from Hotel or
Resilience to l>epot, In Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

U.WE, ARRIVE.
Morning Mail 7,35 A. M. 2, 30P. M.
Evening ExpresB 7.15 P. M. 3.45 P. M.
Night Express 11, 15 P. M. 5,00 A. M.
Walton Accommodation 4,i-0P. M. 9,35 A. M.

Che 7:35 A. M. train runs daily.

Thf- Low Fare Season and Commutation Tickets, good on
the Walton Accommodation .oiler great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country resi> ences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all d;.y to attend to business. For -

further information as to routes, low fare. &c, please apply
at No 1 Burnet House, or Dep< t Covington, Ky.

SAM'L GILL, Gen'l Sup-t. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easion
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

. ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1SC9. Leave New York aa
follows

:

6:55 a. in.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannoct,
&C.
7:15 a. m.—For Somerville.

S:30a iu.—For Flemington, Junction, Stroudsbnrg,
Water Gap, Scranton. Kingston. Fittston Great Bend.^&c.
12 in.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, Scranton. Harrisburg, Ac.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 p- ni.- For Somerville and Flemington.
6 p. in.— For Easton and intermediatestations.

7 p. III.—For Somerville.

7:21) p. in*

—

Emigrant—Stopping only at the princi
pal stations.

9:00 p. m.—For Plainfield.

11:50 p. ill.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. m-—Western Express, daily, (except Sundays.

1

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gup, Scranton, cvc. Connects at Phillipsburg for

Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-

days,) for Easton. Bethlehem, allentown, Reading, Harris-

burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars

to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad fur all sta-

tions to Mjratiton. This train will be run to Easton ou
Saturdays as a local train, stopping at principal stations.

8 p, ni.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg. Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie

fee-

Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8-15 8:30, 0-, 9:20, 10:30, 11:40 a. m—12 m., 1:00. 2:(0

3:00,3:30,3:45,4:15. 4 31), 4:45, 5 :|o, 5:25, 5:45. 6:00,6:25,

7:10,7:2 ,7:40,8:t0 0:00, 9.40, 10:45, 1 1:50 p. m.
Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liherty st., N. Y.;

atNo. I Astor House; Nos. 254, £71. 526 Broadway ; at

No. 10 Greenwich St., and at the principal hotels.

R. E. RTCE.ER,f)Uperintendenr*

H. P.Baldwin, Gen Pass. Agt.
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WKIOHTSOJI & CO., Propr's.

Atlantic •$: Lake Erie Kailroad—Extraor-
dinary Mineral J&esources of Sunday
Creek Valley.

N It is well known, that while the South-east

of Ohio abounds in coal, iron, salt, etc., the

North-western counties are totally destitute.

In the midst of these North-western counties

lies Toledo, already a large and prosperous

city, and destined beyond doubt to be the

metropolis of all the region which lies

between Cleveland and Chicago. It is>

therefore, almost a necessity for Toledo and

the adjacent country to make a commercial

highway from Toledo to the coal regions. It

is almost an equal necessity to open a route

through to the Chesapeake country, either by

the Baltimore road, or the Chesapeake and

Ohio, now constructing. The last is the best.

These ideas have been on the minds of the

Toledo people on one hand, and of those

connected with the Chesapeake road on the

other. Hence it is, that an incorporated

company has been formed, and the route sur-

veyed for the Atlantic and Lake Erie Railroad

Company.

The proposed termini of this road are

Toledo and Pomeroy. The first is where they

have no coal or iron, and the second in the

midst of the coal and salt and near the iron

section. This road would pass, by this plan,

through Fostoria, Granville (Licking county),

Straightsville (Perry county), and Pomeroy.

On the Ohio river it would connect with Point

Pleasant, on the Kanawha, and the Chesa-

peake and Ohio Railroad.

The surveys are now made, and the entire

length, of the road will be 230 miles—rather

more than was expected, but makes a Very

direct route. From Toledo to the rim of the

coal region will be about 150 miles, and to

the vicinity of Straightsville 180. But, it is

well known, that for any distance over 30

miles, it is very slight additional expense to

carry heavy freight 50 miles more, or less.

The largest part of the expense is in the

handling, which takes place at the termini.

It is perfectly certain, that if there were at

this moment a freight railroad from Toledo to

Perry county, the business on it would be

immense. Coal from the beds of Perry

county may belaid down in Toledo almost, or

quite as cheap, as it can in Cincinnati by

river; in some seasons of the year cheaper.

Boats are loaded at Pittsburg, carried 500
miles and unloaded at Cincinnati, and yet

ffiade profitable.

.
Now, we say, that a properly constructed

railroad—with coals and the mines as they

are at the surface—coal can be carried from

'Perry county to Toledo as cheap as it can to

Cincinnati. With such a road, coal ou.'bt not

to cost at Toledo over twelve cents per

bushel. To accomplish this, is the object of

the Atlantic and Lake Brie Railroad. As
railroads are costly, and capital in large suras

not always to be had, the plan of making the

road, adopted and so far carried out was this :

To apportion the cost of the sub-structure or

earthwork on the several counties, in

proportion to the length of road in the

counties, and the beneGts derived from it.

This plan was pursued, and it was supposed

the whole amount necessary had been

subscribed. But at the recent meeting of the

directors at Toledo, it was found the surveyed

route was a little longer than had been

anticipated, and it now only remains tojsecure

the additional subscriptions —not great— to

insure the commencement of the work. One
of the gentlemen engaged in the work says:

" it is expected the work will not be delayed

long on that, or any other accouDt."

If the map of Ohio be consulted, it will be

seen that the Atlantic and Lake Erie has some
advantages over any railroad recently

planned in Ohio. One is,. that instead of

running in the general direction of other

roads, and thus becoming, in some degree, a

rival of them, it goes across them all, and
towards the South, where we now most, need

connections. It crosses the Lake Shore Line—
the Pittsburg & Fort Wayne—the Atlantic &
Great Western—the Sandusky & Cincinnati

—

the Cleveland & Cincinnati—the Pan Handle
and the Marietta; in fine, all the great

railroads ot the State. It crosses, in fact,

eight distinct lines of railroads, not one of

them interfering with it; on the contrary,

all contributing to it. This is an extraordi-

nary advantage, which not another railroad

in the State possesses.

A second great advantage is, that not

another railroad line in the State pan be as

great and profitable a coal road as this. Why ?

simply because there is not another road in

the State where the market is so great at one

end of the road, and t lie supply at the other.

At Cincinnati there is a great market, hut

there is the river on one hand, and half a

dozen railroads on the other competing for it.

Besides, Cincinnati surrounded by coal

regions on every side, has, as yet, no railroad

leading to such a coal bed as that of Sunday

Creek (Perry county), and to that poiut we

call attention, because, to our mind, it seems

very extraordinary. In fact, we know of

nothing like it. We have before us a state-

ment made by the Great Vein Mining Com-

pany, in connection with this railroad. We
presume the facts stated are correct, and they

are fully confirmed by the Geological Report

of 1836, only that much fuller examinations

have been made since.

The purchases of the Great Vein Mining

Company, of which Mr. P. B. Ewixg, of Lan-

caster, is President, amount to 6,000 acres,

which is nearly all situated in the basin of

Sunday Creek, Valley, in the south part of

Perry county. Sunday Creek is a stream

emptying into the Hocking River, at or near

Athens. The peculiarity of the location, to

which we refer, is that it is the only region

where the Straightsville seam and the Nelson-

ville seam are known to exist together. There

they are both in perfect development. Tho

straightsville, or Great Vein seam is from 11

to 14 feet thick, and the Nelsonville from 5J
to 7J feet in thickness ; the general average

of each being 12 and 6 feef. There are also

two other seams laying lower, making a space

of about 80 feet in depth, (32) thirty-two feet

of coal. We doubt whether there is, any-

where to be found, a coal deposit equal to this

bo near to the surface.

"A committee (consisting of James Buck-
ingham, C. F. Shaffer and O. T. Brush)
appointed fur the purpose, after making a
personal examination of each track selected,

report that 6,000 acres of these lands contain

no less than 157,000,000 tons or 3,925,000,000
bushels of available coal. The quantity, iq.

fact, undoubtedly exceeds the estimate.
'

But, even more extraordinary than the de^

posits of coal, is the fact that nearly all lead-

ing minerals are found there.

We now coma to the iron deposits. It will

be observed that at Pomeroy and Nelsonville

iron is not found.

"There, are several seams of iron ore on
the greater portion of these lands, ranging in

thickness from 6 inches to 3 feet. The com-
imtiee estimate that there are no less than
80,000,OCO tons of iron ore on the lands be-
longing to the company. These ores are, in

many piacfis, found in immediate nonnection
wiih the coal. They are of several varieties,

and practical iron masters say that when
mixed they will produce a very superior
metal. In consideration of the tact that t^ese
lie in the immediate vicinity of coal, which
can be used in reducing them at a cheaper
rate than perhaps any other place in the
United States, their value can scarcely be
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estimated. It is not too much to say that the

Sunday Creek Valley, and for that matter,

the lands owned by this company, contains

ores which, if reduced lo metal, would exceed
the entire iron product of Great Britain and
the United Stales during the last one hundred
years—the period of the greatest iron product
known in the history of man."

Next in order is the salt:

"The Sunday Creek Valley is in the center

of the great salt basin, extending north and
south from the sources of the Great Kana-
wha. The rich salt water of this basin is

found in a belt not exceeding 15 to 20 miles

wide from east lo west, and 100 miles long

from north to south, extending about 50 miles

north and south of the Ohio river at Pome-
roy. By following the plan adopted at Pome-
roy, of using waste coal for evaporating, salt

can be made as cheap here as anywhere in

the country."

Here ore the three principal mineral pro-

duets of economical value in the Valley of

the Ohio. But there are others of less im-

portance than those we have mentioned

Among them is a species of cannel shale,

said to be peculiar to that region. This is

thought superior to marble for the purpose of

furniture.

In refereuce to the transportation of coal to

market, the company make the following

remarks which we think correct:

" We assume that with a railroad extending

from the coal fields to the market, under one
management, the cost of transportation can

and will be so reduced (to the mutual advan-

tage of the railway company, as well as the

producer and consumer) that at least in all

the cities and villages in North-western Ohio,

Northern Indiana, Illinois, Michigan and
Canada West, coal can be furnished at prices

which will make its use more economical than

wood, both for manufacturing and domestic

purposes. Not only the cities and villages

along the line of the proposed Atlantic and
Lake Erie road will be thus supplied, but the

several lines of railway which it crosses

between Perry county and Toledo will receive

and transport our coal to various points on

their several lines. With the completion of

that road, Perry county coal will have a prac-

tical monopoly of the coal market at all

points North and North west of Columbus, as

well as Canada West, the entire State of

Michigan and Northern Indiana; and can

successfully compete with the Hocking Val-

ley or any other coals, at all points in Central

and Western Ohio, Eastern Indiana and
Northern Illinois. Prom New Lexington we
have a line directly west via the C. Z Railroad

(recently organized as the Cincinnati and
Muskingum Valley Railroad) to Lancaster,

Circleville, Washington C. EL, Wilmington,

Morrow, Xenia, Dayton, Hamilton, &c, in

Ohio, and Richmond, Indianapolis, and inter-

mediate points in Indiana. It is in contem-
plation to construct a railroad (already

graded to a great extent) between Washing-
ton C. H. and Xenia. This, if consummated,
will give us more direct access to the rapidly

growing interior cities in Western Ohio and
Indiana. By way of the Cincinnati <fc Mus-
kingum Valley, and the Columbus & Hocking
Valley Railroads, our mines are actually

nearer to Columbus than those at Nelsonville
;

and via the Atlantic & Lake Erie, and the

Baltimore & Ohio or Pan Handle roads, via

Newark, it is but a few miles further."

Inclined rlanes.

SUBURBAN RESIDENCES.

We were very much pleased with an article

on this subject in the Pittsburg Evening

Chronicle of March 7th. It is well known

that Pittsburg is surrounded by very steep

hills— it is in fact literally hemmed in with

them, and that the " spread of empire " like

as it is in Cincinnati, is forcing the ever in-

creasing denizens to ''fly to the mountains."

After giving the history of " inclined plane"

transit as operated in the early days of rail-

roading, that is by a stationary engine with a

long rope, and doubie track, one car going

down while the other came up (the same as

now practiced at Niagara Falls), he then

speaks of the method of crossing Mount Cenis,

and the ascent of Mount Washington, as fol-

lows :

"The temporary road built over the Mount
Cenis tunnel in Italy, has grades of three

hundred and six feet per mile. On the Mount
Cenis road, however, there is laid a central

rail, which is gripped by horizontal wheels in

the locomotive, so that it is not altogether a

"traction" road The central rail and gripping

wheels, has receveJ the name of " Fell's Sys
tern," but M. ue LandeiS, of the French So-

ciety of Engineers, has shown that with cer-

tain impiovements an that plan, grades of as

much as 396 leet per mile can be surmounted
by locomotiv.es. Fell's system seems to be

regarded as a no very great success by mauy
practical engineers. The friction is un-

doubtedly great, and' it presents no great ad-

vantage over the central rail system working
with cog wheels; one of the methods of sur-

mounting grades when grease on the tracks

was rather an aid than an obstruction to loco-

motives. Then, again, we might question the

expediency of Fell's system of central rail,

when we have before us the knowledge that on
the Ottoman Railroad, the contractor, Mr.T. R.

Crampton, Worked on ordinary contractors

engine, weighing ten tons, having cylinders

of eleven inches in diameter, eighteen inch
stroke, with two pairs of coupled wheels, two

feet six inches in diameter four feet six inches

from center to center, on grades offour hun-
dred and eighty feet per mile. Just such

engines as are built by Porter & Smith, of this

city. It is true, however, in this instance, the

road or train-way was only a temporary affair,

yet ten thousand tons of material was eco-

nomically transported over it. On the Ver-

mont Mt. Washington railway the indefatiga-

ble Mr. Marsh, formerly of Chicago, has con-

structed a railroad three miles long to the

"Tip-top House," with a maximum grade of

1,700 feet per mile and an average grade of

1,300 feet per mile. His plan differs from
Fell's system in having pinion wheels in the

locomotive working in a rack, or heavy iron

ladder, laid on a central rail. The arrange-

ment of hanging seats in the car body, atmos-

pheric brake, and brake straps on the pinion

shafts, with pendants from the locomotive

passing under the outside rails to prevent the

cars from toppling over with the winds or

from other causes, are entirely original and
undoubtedly more ingenious and safe than

Fell's plan. Marsh's Mt. Washington Rail-

road is " the steepest grade on record," as the

Clipper would say.

The writer says that he merely cites those

instances to "show what has been, and can
be done upon grades, and to show that as yet
no locomotives able to surmount the grades
of the hills in this vicinity have been invented,

though Mr. Marsh, having made an engine
able to climb ladders, might not be afraid to

try his plan upon some of them."

In reference to the hills around Pittsburg,

the writer says

:

"Our hills have generally a slope ranging
from twenty degress to forty degrees, of an
auirle from the horizon, though at some few
points the bluffs are perpendicular. At every
place however, where inclined planes have
been proposed, the grade of a uniform and
well-constructed road, connecting the top

direct wilh the bottom, would be greater than
Mr. Marsh's Vermont railroad, a twenty de-

gree slope corresponding to 1,923 feet per

mile, and a forty degree slope to a rise of

i,430 vertical feet, -if carried oue mile."

The method adopted to overcome these

obstacles to expansion and virtually tot educe

the surrounding hills from an obstacle and a

nuisance to a convenience and a material

sanitary benefit, is described as follows:

As far as our own knowledge and inquiry

extends, we must give the preference of plan

for constructing and safely working inclined

planes as that adopted on our Mt. Washington

road, now building. Mr. Eudres, the compa-

ny's skillful engineer, seems to have left noth-

ing out of his calculations looking to strength

and safety in the first place, and economy in

the next. A simple description of that incline,

seeing that it will likely be adopted in most,

if not all of its features, by the other companies

now proposing to construct incline planes,

will not be out of place.

The road reaches from the base of Coal Hill,

starting a short distance below the Birming-

ham suspension bridge, to the top of the hill in

Mt. Washington village. The incline is thirty-

five degrees, equivalent to a grade of 3,700

feet per mile, or a rise of one foot in one foot

and four-tenths. The length of the incline

is 070 fe£t, and the hight surmounted is 333

feet. There is a double track, with two

engines at the top of the incline, with cylin-

ders twelve inches in diameter, twenty-four

inch stroke, two boilers, each twenty-five feet

lonu- by forty-two inches in diameter. The
cars will be let down and drawn up by means
of wire ropes oue and a half inches in diame-

ter, coiled on drums eight feet in diameter.

Such ropes are calculated to withstand many
times the weight they will ever be called upon

to sustain, but, in addition, there will be a

separate safety rope attached to each car,

working over sheaves, which would immedi-
ately stop them should anything happen to the

working cable. The cars have a very peculiar

construction to fit upon the grade—the floors,

or decks, having an angle to the track, so a3

to be at all times level, corresponding to the

angle of the incline. The entire arrangement

of the tracks, and the details of plan and work-

manship are such that no accident can be

foreseen as likely to happen, either -by care-

lessness or negiect of the operatives, and so

that any person can satisfy themselves of their

entire safety at any time.

If the projectors of inclined planes will

make it an object to have them pay only by

the increased value they will add to their va-

cant lots on the hill tops, they will undoubt-

edly prove financial successes. The least
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tolls that will pay their ordinary working ex-

penses, will, in this way, prove to be the best.

In not many year3 we may hope to hear of the

prosperous towns, which will owe their exis-

tence to inclined planes, making them free to

every person as our bridges should have been

declared long ago.
-

—

Street Railways in Londwi.

Projectors of street railway or "tramway"

lines fare hard in London, as has ever been

from the altempts of the vociferous Train

even unto the present. Engineering, of Feb-

ruary 11, gives an abstract of a report made

by the " Chief Surveyor to the Vestry of St

Pancras," in which the granting of franchises

to companies to construct such lines is deci-

dedly condemned, and their building under

the supervision of a "Metropolitan Tramway

Board" as pertinaciously advocated. Another

recommendation is, that the drivers and con-

ductors should be licensed constables, armed

with the power of the law to enforce order in

the cars and to make drivers of other ve-

hicles "get out ot the way."

The chief reason for denying the right to

lay tramways in the British capital seems to

be that they will take the passenger-traffic

from the omnibuses, and that they will make

money for their owners. The first proved

futile in the case of railway lines, and may
not turn out of eternal importance in the

present case; the last would seem to be a

very good reason why such lines should be

built, inasmuch as no profit can be made un-

less advantages are offered that the public will

be willing to pay for. The surveyor says,

however, that it is possible to devise and car-

ry out a comprehensive system of tramways,

bo that ibe community at large may reap all

the advantages—this, of course, to be

managed by the Metropolitan Tramway Board

afore-named.

We can hardly understand how a system

that, with all its faults, has worked so well in

this country, should be so disapproved abroad.

From the scheme above indicated, however,

we are led to infer that the conditions are

I
quite different; for example, that in England

the interests of omnibus owners are of more

importance than those of men who are will-

in" to invest their money in providing cheaper

means of transit; that "boards" are not, as

they are here, subject to suspicion of corrup-

tion or mismanagement; and that the car-

conductors and drivers of " famrus London
town" will be a very different class of men
from those exercising the same functions in

our gridironed city of New York.

[American Artisan.

The Eric-Englisii War-

JAY GOULD AT ALBANY.

B@?" A brass door, weighing 1,456 pounds

and costing $850, has recently been manu-
factured in England for the Wolf Rock Light-

house, and it is intended to replace a solid

oak door four inches thick, which had been

shattered into fragments by the force of

waves.

—A telegram concerning the Kansas Paci-

fic Railroad says: The track-layers are in

sight at Pike's Peak. They have reached

its first station about 16 miles from Kit Car-

son, giving us about 65 miles of new track.

This puts us 470 miles west of Kansas City.

—Munson & Co., contractors, have attached

the Hartford &"Erie Railroad for $1,500,000

for work done. The announcement of this

proceeding caused a decline of the stock to

six and one-half per cent.

Jay Gould appeared before the Senate Rail-

road Committee, in Albany, March 23, and
made a statement in opposition to Mr. Burt s

argument repealing the so-called Erie bill.

Pe claimed that the real clients of Burt are

two Jewish bankers, Heath and Raphael;

that the money to carry on proceedings was

obtained by coercion and fraud, and that

Burt represents, only six millions of Erie

stock, a small minority, and that letters have

been received from London stockholders, pro-

testing against the proceedings of the com-

mittee. He (Gould) and another gentleman

own two millions Erie stock which they are

carrying in Loudon, and were compelled by

the resolution of the London Stock Exchange
to have it stamped, and pay a shilling per

share to Burt's committee to fight themselves.

Now that committee propose, by another

resolution to compel registration of all Erie

stock in London in the names of Heath and

Raphael, in order to make it a good delivery.

This would condense into the hands of two

genllemen the entire voting of the Erie stock,

while it. is actually owned by 2,(100 individu-

als. Of the stock, Heath & Raphael need not

own one dollar. The bill would prevent the

control of the road passing into the hands of

inexperienced men, or ot the Pennsylvania

Central and New York Central Companies.

Gould continued by saying Burt's statements

before the Senate Committee confiict with his

previous statements. Burt had been offered

every facility to examine the company's

affairs, but refused to hold any_ intercourse

with the Erie Directors, until the demands of

Raphael & Co. were fully satisfied. Subse-

quently, however, he asked an interview with

Gould, at which, after complimenting Gould

and Fisk as two of the ablest railroad mana-

gers in the country, and stating his wish that

they should remain in the office, he demanded
the nomination of twelve of the seventeen

directors of the road, and hinted at his own
nomination as treasurer. Gould goes into

a detailed history of the Erie Railroad since

he and Fisk took charge, and concludes by

urging upon the Senate Committee not to leg-

islatelbr the improvement of the revenue of

the canals at the expense of railroads, but to

let well enough alone.

Ceorge Grouch, an Anglo-American stock-

holder, addressed the Committee. He owned

5,000 shares of stock in England, and repre-

sented the shares of a number of correspon-

dents who protest agaiust the scheme of

which Mr. Burt's clients are prime movers.

Messrs. Gould & Fisk, he said, claim to be

in possession of the proof furnished by their

agent in London, ihat the members of the

so-called*Erie Protective Committee are mere

agents of a gigantic conspiracy formed by a

union of interests of the Pennsylvania Cen-

tral and New York Central Railroads, to

crush out the Erie as a competing line. He
(Crouch) concurred in Fisk s expression that

Raphael and Heath have gone in on a whirl

of speculation. They are all one make, and

are going in for what they can root out, and

said Fisk was also right when he prophesied

Vanderbilt's English agents would not. make
enough to pay for court-plaster to cover the

raw snoots which the rooting process would

inevitably cause on their respective snoots.

He (Crouch) spoke in the interest of two

millions ot Erie stock, owned in England,

and fully indorsed the present managers of

the road.

Tie Broadway Pneumatic Railway.

We lately enjcyed the pleasure of a prome-
nade in connection wilh Broadway, different

from that celebrated in sons, this being not
only down, but under Broadway. We passed,

in fact, on that occasion, through the tunnel,

as far as completed, of the Beech Pneumatic
Transit Company. This tunnel, which is

about eight feet, starts on Warren street, at

the corner of Broadway, and by a curve of

wide sweep passes under the center of the re-

nowned highway, down which it. proceeds in

a perfectly straight line. The curved poriion

is lined with an ingeniously combined shea-
thins of iron segments, the straight portion

forms a continuous cylinder of brick work,
brightly illuminated at the outset by glass

lights in the pavements, and further on by a

continuous series of gas lights. This tunnel
quite fails to impress us with the idea of its

subterranean character. A partly-finished

passenger car, of elegant construction, stood

upon the track, woich supported on curved
iron cross-ties runs through the entire length

of the excavation, and with its commodious
seats and prettily-finished wood work, pre-

sented a most inviting appearance. The out-

line of the car, like that of the tunnel, is

cylindrical, the wheels being placed under the

seats, and the highth in the middle being
about 7 feet, the accommodation in entering

and going out is all that could be required.

Passing to the end of the excavation, we
next examined the means by which the work
was carried on. These means we will en-

deavor briefly to describe, A cylinder of boi-

ler plate some twelve feet long, and of the

same diameter as the tunnel, including the

brick lining, is provided, at its rear end, with
a strong ring of cast iron, to which are at-

tached eighteen small hydraulic rams, each
capable of exerting a force of seven tons,

and bearing upon another similar ring of cast

iron abutting on part of the tunnel already

finished. These rains are all connected with

one driving pump, but are individually con-
trolled by stop-cocks. The pump, then being
worked, the iron cylinder is pushed forward,

like a saddler's punch through leather, or a

wad cutter through card. If, by reason of

unequal resistance, it tends to go crooked,

some of the presses on the advancing side

are shut, off and the direction is thus regula-

ted. Besides the forward portion of this

cylinder already described, there is a short

piece reaching some eighteen inches back of

the heavy ring. When then the cylinder has

been pushed forward a certain distance, the

hydraulic rams are closed up, the rear ring

is pushed forward and a course of brick-work

is added to the tunnel, lining inside of the

rearward projecting cylinder. At the next

forward motion of the same, this new ring of

brick-work is exposed, and the earth around
settles against it by the thickness of the cyl-

inder, which is three-sixteenths of an inch.

To crevent the caving in of loose materials

in front, a number of horizontal shelves are

set across the forward part of the cylinder.

Thus the excavation and building are carried

on simultaneously, without a moment's expo-

sure of any portion of surface without sup-

port. In the basement of the building were

to be seen, amid masses of excavated boul-

ders, bricks, mortar and various materials

and debris, the massive members of machi-

nery to be used in supplying the air blasts by
which the cars and their passengers are to be

wafted through the subterranean corridor.
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James River and Kanawha Canal.

After the completion of the Pacific Railroad, there is no

one subject of internal improvement of such vital importance

to the people of the whole country as the construction of the

great work of connecting the navigable waters of the Mis-

sissippi with those of the Atlantic. But for the purpose of

giving a clear understanding of the matter, we give entire

the following

:

To the Cincinnati Chamber of Commerce:
It, perhaps, devolves upon your delegates to the Na-

tional Board of Trade, to call your special attention to the

action of that body in respect to the James River & Ka-
nawha Canal project, and submit some suggestions for your
consideration which will bring that important undertaking

more prominently, not only before the business men of

this city, but before the public at large.

The final action of the National Board of Trade
was embodied in the following resolutions, which consti-

tutes the conclusion of a report upon the subject made
by a Special Committee of the Board.

Resolutions adopted by the Nationcd Board of Trade, at the

Meeting held at Richmond, Va., December, 1S69.

Resolved, That cheap transportation for the products of

the interior of the country, is not only a necessity, but is

demanded by the highest considerations of public policy.

Resolved, That to secure it, additional, direct and continu-

ous lines of water communications are imperatively needed,

and should be provided, between the Mississippi River and
the Atlantic seaboard—not only as a means of freightage,

but in order that requisite competition may be maintained
between transportation lines.

Resolved, That as one of these means of water communi-
cations, the route to be afforded by the James River and
Kanawha Canal, if extended to the Ohio River, as proposed,

has special prominence.

Resolved, That the work necessary for the completion of

this Canal, on the scale deemed essential for its great object,

is demonstrated by eminent engineers to be practicable of

early completion and feasible.

Resolved, That such a work would be national in its

character, and entitled to receive national aid, to secure

its completion at the earliest possible period.

Resolved, That in order that it shall enure to the best in-

terests of the country, all private and corporate proprietor-

ship in it should be removed (which removal should be a

condition precedent to the grant of aid b}' the General Gov-
ernment), and when the cost of construction, as represented

by the outlay of the State of Virginia and of the nation,

shall be fully reimbursed, that the commerce conducted on
the Canal, shall be subjected only to such tolls as may be

necessary for its repairs.

Resolved, That the Executive Council be directed to me-
morialize the Congress of the United States, in reference to

the subject of extending aid by a loan of its credit, to stand

as a first lien on the work, to the James River and Kanawha
Canal project, as herein set forth, praying its consideration

at an early day.

Resolved, That the Executive Council be directed to sug-

gest in the memorial to Congress, that the prosecution of the

work and the management of the property, when it shall

have been completed be committed to a Board of eleven
Trustees, one of whom shall be appointed by the President
of the United States, one by the State of Inwa, one by the

State of Missouri, one by the State of Arkansas, one by the

State of Illinois, one by the State of Indiana, one by the

State of Kentucky, one by the State of Ohio, one by the

State of West Virginia, one by the State of Virginia, and
one by the State of Maryland ; and that the work be prose-

cuted under the direction of Government engineers.

MEMORIAL OF THE STATE OF IOWA.

The first introduction of this subject to the attention of

our Chamber of Commerce, was through a Memoral of the

Legislature of the State of Iowa, which contained these

words :
" That the great want of that State, is cheap

transportation for its heavy products to the markets of

the world. That the most feasible plan to secure this

end, is to provide a direct and continuous line of water

communication between the Mississippi River and the Atlan-

tic Ocean ; in a latitude favorable to the safe carriage of

grain in bulk, and yet comparatively free from obstructions

by frost." And, ' That such communication, they believe,

could be secured most readily by the Ohio, Kanawha and
James Rivers to Norfolk, Va," And then, after submitting

to the consideration of Congress, an array of facts and argu-

ments, demonstrating the vast importance, especially to the

West, of the proposed water line through Virginia, the me-
morial concludes as follows :

—" This is a work of great

national importance ; its benefits will be shared directly by
more than half the people of this country, and indirectly by
all. It is a work to be done by the whole country for the

benefit of the whole country—It belongs to the government
ot the United States." Nothing need be donated—an ad-

vance upon good security, for the return of principal and in-

terest, is all that will be necessary. Not only will the

advance be returned in kind with the interest, but the benefits

of each year will return the outlay more than five-fold. In-

stead of increasing our national burthen of taxation, it will

so increase the means of payment as to greatly lessen it."

The necessity of a convention of representatives from all

the Cities and States interested, was urged with great force.

But before proceeding to ask a co-operative movement of the

Cities, Towns and States, as invited in said memorial, it was
thought best by the friends of this movement, to obtain from
an authoritative source, a carefully prepared and reliable

statement, setting forth the history, character, description,

progress and condition of said improvement ; its feasibility

and capacity, with a comparison in every respect with all

other lines of communication to and from the West and the

seaboard, with respect to safety, quickness, regularity and
cheapness, with all the other advantages to be derived from
the completion of said water line, direct and incidental. To
this request, the James River & Kanawha Co., have responded

by causing to be prepared and published a pamphlet, by a

gentleman eminently qualified for the task, setting forth an
array of facts and arguments, which must command atten-

tion as to the proper development of the West especially,

and to the prosperity of the whole country, of the speedy

completion of the proposed central water line, connecting

the Atlantic with the Mississippi Valley.

In this pamphlet is also embodied the report of E. Loraine,

Chief Engineer of the Company, a gentleman of high charac-

ter, and eminent in his profession. This report is character-
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ized by a candor and fairness of statement which, does not

pretend to conceal the expenses, difficulties and obstacles of

the undertaking, but admits and meets them, fairly and

squarely—a fact commending it to the confidence of the

public, both for its scientific ability and for the integrity it

displays. ********
The light thrown upon the history and character of this

great enterprise, and of the great benefits to flow from its

completion to the whole country, and- especially to the great

West, would seem to justify the strong language of the

Iowa Memorial, that it will furnish a cheap and truly valua-

ble line of transportation from the East to the West, and

besides the immense advantages to the commercial and

manufacturing interests of the East will be a vast saving to

the West in transportation alone.

LOCATION AND CHARACTER OF THE WORK.

The proposed water line through Virginia will connect the

Ohio river from the mouth of the Great Kanawha, iiS-t miles

below Pittsburg, with the Atlantic seaboard', at or near the

mouth of the James River, by an aggregate distance of about

611 miles.

Commencing on the Ohio river, at the mouth of the Kana-
wha river, the first 90 miles of navigation is to be made by
deepening the channel of the latter stream, where necessary,

so as to give a depth of six feet water at all times, and suffi-

ciently wide for steamers towing barges; thence 119 miles

further, ascending Kanawha, New, and Greenbrier rivers,

by lock and dam ; the locks 200 feet long and 40 feet wide,

and the depth of water, both in the locks and in the channel,

to be at all times 7 feet—this portion, also, to be navigable

for steamboats and barges, or canal boats. Having reached

the point 208 miles from the Ohio, the canal proper com-
mences, and continues through the Alleghany Mountains to

Richmond, about 275 miles, where it locks down into tide

water ; thence by the James river, about 125 miles, to New-
port News, where, or at Norfolk, or at some other place in

that vicinity, ocean navigation will be reached.

The canal proper is to be 70 feet wide at the water line,

42 feet wide at the bottom, with 7 feet depth of water, and
with locks 120 feet long and 20 feet wide, with capacity to

pass boats of 280 tons burden, or one-sixth greater capacity

than the Erie canal, as enlarged.

The practical capacity of the canal proper, with its locks,

will, it is claimed, exceed fifteen millions of tons per annum.
The balance of the water line will be of much greater, and
comparatively of unlimited capacity.

The distance from the waters of the Greenbrier river, run-

ning west, from the point where the canal leaves it, to the wa-
ters of the James River flawing east into the Atlantic, where
the- canal strikes that stream, is from 28J to 83 miles, as the

longer or shorter route may be determined on. Reaching the

waters of the James river at the eastern base of the main
ridge of the Alleghames, the water line follows that stream

to the Atlantic seaport, which, whether it be at Norfolk or

Hampton Roads, will have the best harbor and outlet on
the Atlantic.

With this improvement completed, the commerce of the

Missouri, the Mississippi and the Ohio rivers, with their many
tributaries, will have an excellent highway to the sea in desi-

rable competition with those now in existence.

Over the Northern water line, it will always have the ad-

vantage of being free from obstruction by frost, for at least

four months of every year, and at the time when most needed.

In the language of the writer of the pamphlet referred to,

"it offers a channel of navigation from the West to East
shorter than any other, cheaper than any other, more expe-
ditious, and more free from all obstructions arising from cli-

mate or a public enemy, than all the rest. Its only rivals in

capacity for Western trade, are the Mississippi and Gulf
\-oute on the one hand, and the great Lake Erie and St.

Lawrence route on the other, both of which are circuitous,
while this central one is direct. Both of the other routes
take American produce out of the Union, in transporting it

from one part of the Union to the other, subjecting it to the
dangers of war ; and while one subjects our National products
to the damaging effects of a semi-tropical climate, and the
hazards of gulf and coast navigation, the other renders it

liable to be seized and held for months by the ice, or wrecked
and lost by the lake storms.

More than 25,000,000 tons of freight per annum it is com-
puted, now passes over the various lines of transportation,
back and forth, from West to East, and from East to West,
which at a saving of only $ > reduction per ton, will make an
aggregate of one hundred and twenty-Jive millions of dol-
lars annually.

The increased facilities and greatly-cheapened transporta-
tion to be secured by this improvement, will not only enure
to the benefit of the great agricultural interest of the West,
but its advantages must be largely shared by the commercial
and mining interests of the whole country!

Besides the special advantage to the West, and the general
benefit to the whole country, in cheaper transportation of
merchandize and produce, there is also an advantage to re-

sult from its construction, from the character of the produc-
tions of the country through which' it passes, that can
hardly be over-estimated. It passes through the heart of the
Kanawha mineral region which so richly abounds in iron,

coal, salt, etc. The value of the coal in this field would
alone almost justify this work.
The pamphlet referred to, says, concerning

THE GREAT KANAWHA COAL FIELDS

of West Virginia, that they are superior to those of Great
Britain or Pennsylvania. They are regarded by eminent
geologists as the finest deposits of coal in the world. The
quality of the Kanawha cannel coal is equal to the best

English cannel ; the quality of its bituminous coal is equal

to the best found in Pennsylvania; and the Kanawha splint

coal for smelting iron ore is unsurpassed. The veins lie hori-

zontally and vary from three feet to fifteen feet in thickness
;

and the aggregate thickness of the various veins in some
localities amount to forty and even fifty feet of solid coal."

A prominent advantage claimed for the Kanawha coal fields

over those near Pittsburgh, is that the Kanawha coal fields

contain as good bituminous coal as the best found in the

Monongahela and Youghiogheny, and in addition thereto,

large deposits of cannel coal, equal in quality to the finest

English cannel, none of which is found in the Monongahela
coal fields.

The cannel coal of the Kanawha region reported to be fully

equal in quality to the best coals of England and Nova Sco-
tia, is so valuable that ".even now under the greatest disadvan-

tages, it is sent out of the Kanawha river to the Ohio,

thence down through the Ohio and Mississippi by New Or-
leans and the Gulf, around to New York, and sold at a profit,

bringing about three times as much per ton as anthracite

in that market.
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But it is to the West, and especially to the Upper Missis-

sippi and Missouri region that the greatest benefit is to be de-

rived. Vessels which have gone from the great rivers of the

West up into the Kanawha river freighted with produce for an

Eastern market, will, when their cargoes are discharged into

the canal boats, be.empty and wanting return freight; this

"the coal, the salt, the iron and the lumber of that region

will o-ive them, and they will be able to bring back bitumin-

ous, splint and canuel coal, all of the very best quality, and

discharge along the great rivers.

HOW CAN THE WORK BE DONE?— HOW SHOULD
IT BE DONE?

The Company for the construction of this work have al-

ready expended twelve millions of dollars. Their means are

exhausted, they can do no more. They can only offer their

work as a basis of credit for the amount needed for its com-

pletion. By a loan of government bonds for the purpose

the work can be accomplished speedily.

SHALL THE GOVERNMENT DO THIS?

The answer to this question should be determined by the

assurance of the entire practicability of the work. To ascer-

tain this, a corps of Government engineers should make a

survey of the whole route. If their report confirms the

statements herein made, and fully establishes the feasibility

of this work, at a cost not exceeding the benefits to be de-

rived, and the security of a first mortgage to the Govern-

ment for a loan of bonds, or an endorsement of the bonds of

the Canal Company be sufficient ; then, in that event, we feel

that the request of the people of the West for the aid of the

Government is reasonable, and should be acceded to.

Whereas, The States of Virginia and West Virginia, and
the James River and Kanawha Canal Company, represent

that they are prepared to surrender their valuable franchise

in the James River and Kanawha Canal Route, on condition

that the National Government will open the projected route

from the Ohio River to tidewater ; and,

Whereas, The opening of this channel of communication
with the Atlantic ocean, if demonstrated to be feasible, would
afford another outlet to a market for the surplus products of

the West, and cheapen transportation through healthful com-
petition with other routes to the seaboard, and thus add to

the home value of the cereals and other industrial productions

of the West ; therefore, be it

Resolved, That the Governor of the State of Ohio be re-

quested to call the attention of the Legislature of this State

to this project, by special message, presenting the importance
of increased facilities of transportation to the seaboard, and
requesting the legislature to memorialize Congress to order

a thorough survey of the proposed canal route by competent
Government Engineers, and the publication of their report

as to its practicability and pi-
; bable cost; and that he be

also requested to solicit, through official correspondence, the

co-operation of the Governors and Legislatures of the States

of Kentucky and Indiana in this movement for the survey of

the proposed route by a corps of Go « eminent Engineers.

Signed

:

JOHN A. GANO,
JAMES F. TORRENCE,
THEO. COOK, } Committee.
WM. HOOPER,
S. LESTER TAYLOR,

Erie Railroad.

In the adoption of all the inventions and

improvements that conduce to the safety and

comfort of the traveling public, at whatever

cost to themselves, the Erie Railroad manage-

ment stands first and foremost. They were

among the 6rst to purchase and lay down the

6teel rail, in place of the iron one, thereby to

a very great degree, preventing accidents to

trains, other than by collision. Early in 1869,

they commenced running through trains be

tween this city and New York, the passengers

in every car retaining their seats until landed

at either end of the line. Not long since

they placed upon thsir trains the Palace

Coaches, in which secured seats are furnished

free by the ageuts to all purchasers of through

tickets.

But their latest achievement in the way of

traveling comfort is a new line of through

sleeping cars, placed ou the road about three

weeks ago, and which now accompany all

trains from Cincinnati to New York.
.
Some

idea may be formed of the magnificence of

these cars by the fact that each cost over

twenty-three thousand dollars. They were

built by the Erie and Atlantic and Great

Western Sleeping Car Co., at their works in

Jersey City. These cars are heated by hot

water pipes, running along the base ot the

sides, and under the seats, and are lighted by

gas, generated from gasoline, contained in

email iron tanks beneath the ear. The

gasoline used is non-combustible, and ihe light

produced is clear, steady and brilliant. The
cushions and backs of the seats are of fine

plush velvet, on spiral springs; the mattresses

of hair, weigh thirty-two pounds each, with

spring bottoms; the sheets and pillow slips

are of the whitest linen, the covering of the

softest flannel ; and the curtains of silk and
damask. All around the sides are panel oil

paintings of merit and beauty, with medaliohs
in alio relevo, of celebrated historical charac-

ters, ancient and modern The wash rooms
and closets are equal to those of a Fifth

Avenue Mansion in their convenience and
elegant fixtures. Each car is provided with

staterooms, and the cost of berth and section

to the traveler is no m ire than was formerly

charged for the old style of accommodation.
In a trip to New York we can think of nothing
more to be desired by the healthy mind than
a through ticket in one of these traveling

palaces on the Erie & A. & G W. Railway.

—

Cincinnati Commoner, March 19, 1870.

Railroad Stems.

—At the annual meeting of the stockholders

of the Northern Pacific Railroad, held in New
York, March 9, the following Directors were

elected: J. Gregory Smith, St. Albans, Vt
;

Pochard D. Rice, Augusta, Me. ; Thomas H.
Canfu-ld, Burlington, Vt.

;
William R. Ogden,

Chicago; J. Edgar Thompson, Philadelphia;

George W. Cass, Pittsburg
; W, G. Fargo,

Buffalo, N. Y. ;
Benjamin P. Cheney, Boston

;

Frederick Billings, Woodstock, Vt. ; Win.

Windom, Winona, Minn.; Samuel L Felton,

Philadelphia; Charles B. Wright, Philadel-

phia; Jas. Stinson, Chicago. The board was

organized by electing J Gregory Smith, Presi-

dent; R. D. Rice, Vice President; A. H.

Barney, Treasurer; Samuel Wilkesou, Secre-

tary,

—A Tribune dispatch, from St. Paul, an-

nounces that a contract for the negotiation of

fifty million dollars of Northern Pacific Rail-

road bonds has been concluded with a leading

German banking house, half a million to be
advanced immediately, and that the Northern
Pacific and Lake Superior & Mississippi Com-
panies have made arrangements to establish

large mills at Duluth, Minn., for the manu-
facture of railroad iron.

—The Ways and Means Committee of the

New York Legislature has agreed to report in

favor of an appropriation to the Oswego and
New York Midland Railroad of $1,000,000

now, and, when eight miles more of the road
are completed, $500,000; also, to the White-

hall and Piattsburg Railroad $300,000 when
the road is completed.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
t llustrated Descriptions of Railroad inventions.
Railroad Engineering and Mechanics.

Record of the Progress of Railroads.

Railroad Reports and Statistics.

General Railroad News.
Railroad Elections and Appointments.
Tweniy-four Large quarto pages, published every Satur-

day on and after April 2, lri7U.

Every Ra'lroad Man, and every man interested in Rail-

roads, should have it. Terms, $3 OU a year, iu advance.
Address

A. JV. KELLOGG, Publisher,
lul Washinqtok St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 Sorts of either for $1.00; prepaid by mail. Also

Small Fruits, Plants, Bulbs, all the new potatoes, &c ,

prepaid by mail 4 lbs. Early Rose Potato, prepaid,

for $1 00. Conover's Colossal Asparauua. $'i peril'o;

$25 per 1000, prepaid. New hardy fragrant everbloomiuj;

Japan Honeysuckle, 50 cts. each, prepaid True Cape Cod
Cranberry, lor upland or lowland culture. SI.'O per 3 0U.

prepaid, with directions. Freed Catalogue to any address,

graiis ; also trade list. Seeds on Commission.
B. M. WATSON, Old Colony Nurseries and Seed Ware-

house, Plymouth, Mass. Established in 18i2.
6-1-70,' 17.

.^ CARD.
A Clergyman, while residing in South America as a

missionary, discovered a safe and simple remedy for the
cure of Nervous Weakness, Early Decay, Diseases of the
Urinary and -Seminal Organs, and tlie whole tr lin of dis-

orders hrought ou by baneful and vicious habits. Great
numbers have been cured b.v this noble remedy. Prompted
by a desire to benefit the afflicted and unfottunate, I will

send the recipe f >r preparing and usinjr this medicine, in a
sealed envelope, to any one who needs it, Free of Charge.

Address,

JOSEPM T. INMAN",
Station, D, Bible House,

7-10-9, 13. NEW YOKE CITY.

RAILWAY SPRINGS.

LOCOMOTIVE EfclC.ME

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Buildei-3, a superior quality of

KLLiIPTIC and semi-elliptic

Made at his shops in Philadelphia. Employing only the
mrist experienced workmen and ekst matkrul, lie pledges
himself t> furnish a Spring of ihe greatest elastcity, and
one which shall be unifurmly reliable in its carrying weight

AllSpriiigs tested to double tlieir usuaj
load*

PHILIP S. JUSTICE,

No. 14, N". 5th St. Phil. No. 42 ClilF St. N
Shops—Seventeenth and Coatee St. FHiL.

John A. Griswold & Co.
tr.oy, :sr. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OP

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Fcrgiugs

of every description.

-FTinWiJJ 3. HORNE5,

Successor to

McDAITEI. «$.- MOBSTER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Melannre

1?. IF9
. ^La.xic3.oli3li,
MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, 4c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castings and Models marie for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

CE Ali TIM PROPOSALS will be received at the Engr
O neer's office at Charleston, W. Va , until 12 M. March
1, 1P70, for the GRADUATION, MASONHYand the SU-
PERSTRUCTURE OF BRIDGES on the Chesapeake and
Ohio Railroad betu een the Falls of Kanawha and the Ohio
River, including THRKK MILLIONS CUBIC YARDS OK
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Richmond Va , until
IS M. M rch 10 1&70, for several heavy sections e.ist of the
Falls of Kanawha, including the unfinished work near
Mil boro\ and that eight miles east of the White Sulphur
Springs theOreat Bend tunnel t»,40i feet; Lewis tunnel,
3 SUOTeet; five other tunm Is from 500 to l,70ti feet laar

;

several sections in ri.ck cutting; and about 7u,( UU cubic
yai ds of masonry.

Profiles and specifications can be found at the office of
the company) 54.William street. New York, on and after
February 1; hi Richmond, Va. and at Charleston. W. Va.,
on and after January 15, 1870. The company reserves the
ritrhtto reject any or all theb;ds offered, and to n ake private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply tp A. D. Whitcomb. Chief
En'eineer, Richmond. Va., or to W. A. Knper, Principal
Assistant Engineer, Charleston, West Virginia

C P. HUNTINGTON,
27-1-70.4. ' President.

GRAND SCENERY!
^QUICKEST ROUTE-®
SS Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PIIILA I)ELPUTA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

FREE! 1

TVO CHANGK OTT1 CARS
From Cincinnati "RQlfimnyo ami hot ONE

or Columbus to J-JojJ- OlIIlLU. t? CHANGE
JPhilad' Iphia and New York,

wSSSbcSScm ^Baltimore & Ohio R. R

J. Ii. WILSON, Mas'er of Transportation.
L. M. OOLK, Oeneral'lVket Airem.
O. I) GIBSON, General Western I'assenoer Aeent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Lars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisvijle, Evansville, St. Joseph

Jfffersou City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TttAINS RVN AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15 A.M. 10:55P.M.

Osgood Accommodation 3:10P.M. 8:45 A. M.
Thmu«h Western Express 5:10 P. M. 8:3(1 P. M.
Night Express 30:20 P. M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

cenncs time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, Cin. O.
C, E. FOLLET, Gen 1

! TickH Ag't, Si. Louis, Mo.

[EMU raniTTiis
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.
Mjnulactorin^ Agents,

WiflEitifigtoiE. Delaware, or
CHAS. BOCKJJS «fe t:«, SI.mUhl, Mass.

|
' 2-12-9, 52.

BUSH & LOBDELL,
Chilled Tiailroad Car Wheel, Tjre

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
TOh.

Railroad Cars
and

Locomotive Engines.

(\RDERS executed promptly to any extern tor these
/ celebrated Wheels, either single or double p!ntes

with or with-outaxles.

vVHEELS FITTED
Hammered or Rolled Axles, in the beet marin?rancl
the shortest notice, and on tlituioti reasonable e
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ERIE BAII.TO.&Y.
1100 MILES under

One Mjnamment.

SCO BILES without

Change of Coaches.

BROAD GAUGE, SJOS'BILE TRACK ROUTE
FOR—

KEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRiSBURG
JPliilaxlelj^Iiia. ESsxItiinoi-e,

And Principal Points in

NEW YORK, NEW ENGLAND
—AND—

This Railway extends from
CINCINNATI to NEW YORK", - 860 Miles.
CLEVKLAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

LUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 385 Miles

A5D IS FROM

22 to 27 MILES theSHORTER ROUTt.

TV*'© EXPRESS TRAINS 15 A3I/ST
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, 0., time,

which is 7 minutes faster than Cin'ti lime.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Daytou 9. tO A.
M.; Urbana, 10.29 A. M ; Galion, 12 57 I'.M.j

Mansfield, 1.40 P. M., West Salem, 2.48 P-

M. (Dinej. (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; RanveBna,
,5.05P.M.; Meadville, 7.55P.M. (Supper);
Susquehauna, 8.10 A. M. (Breakfast) ; Tur-
ners, 2.07 P. M. (Dine); New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at ISinghampton for Cooperatown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNITfG EXPRESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8.20* A. M.;
Meadville, 11.16 A. M. (Dine); Hornells-

•ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Earrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad G^Uire, arranged for both Day and Ni'iht Travel,

are attached to this tiain at Cincinnati and run through to

New York, forming the OniSy Ijine rumiing through
S60 Miles without Oitxigo. ,

Boston and Sew Eis^lanrt H'asseiig-ers,
v. itli (Sieir 3ajrj£»[;-e. are t t-aiasiei'i'eU S-'fitEE

OF CIJAKGE in Sew York.

VTy fr ° e Erie Railway Company has opened a new
Ferry From their Jersey City Depo to the foot of Twenty-
thira Street. New York, thu-. enabling pacsengers to reach

he upper portion of the city without the expense and an-
noyanc- of .t street car or omnibus transfer.

Try The scenery along the entire route of the F,rie

Kailway is of the most picturesque and beiutiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will fiod in its ever chancing landscapes sub •

jects of continual admirath n and interest

Baggage dieclc'tl Through
And Fare always as Low as by any other Route.

ASK. FOR TICKETS VIA ERIE RAILWAY,
Which c»d I* ontaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet

XI use, and foot of Broadway , (Spencer JL.u-e Block),

and at all principal Ticket Offices in the South and
South-west. WJ3. K. BARK.
Wj K SHATTCC, G-en'i Pass'r Ag'U

fl'-neral Southern Agent.

Best iioule to St. Louis and €li cago

INDIANAPOLIS,
*- CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

C H I C A. Or O,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and i'iver Towns and Cities in the West,
North west and South-west.

JTTThe7.35A. M. train runs dnily.

ON AND AFTER SUNDAY, DEC- 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... '.20 am 32.4H am
St Louis and Springfield Express... 2.40 pin 7 35 am
i'St. Louis and Springfield Express. l«i 20 pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation 4./-0 pm 8.25 am
*The 10. -0 T>m. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 50 pm 9-3i> pm
Harrison Accommodation 5.30 pm 7.10 i.m

ThroughTioke\s can be obtained atthe BuinetHouse
Office. corner o! Thud and Vine ; River Office, corner of

Walnut Streetand River; and at Depot, corner of Plum
find'PearJstreets. "Hie splendid Passenger Depot of the

I. &. C. Railroad is about a mile nearer the businesscenter

of the city tli an the Depot of any other railroad, and with-

in a few squares of the Postofiice and principal betels and
Steamboat Ian dings.

J. F. RICHARDSON ^Superintendent.

A. E. CLARK, General Ticket Agent.

Cincinnati! Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows

:

DEPART, ARR1VK.

Eastern Express (Erie Railway). 7:00 A. M. 6:3'* P. M-
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit &. Canada 7:15 A. M. 10:25 P. M.
do do do 6:30P.M. 7:00 A.M.

Lima Fort Wayne U Chicago 7:15 A.M. 10:25 P.M.
do do do .... 2:30 P. M. 5:40 P. M.
do do do ... 6:30 P. M. 7:30A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:20 A. 51.

MuncieA Indianapolis 7:15 A.M. 10:25 P.M.
do do 5:C0 P. M. 1:21) P.M.

Hamilton, Eaton &. Richmond-., 7:1d A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A. M.

Hamilton Accommodation 9:30 A.M. 8:05 A. M.
do do 0:50A M.

Trains run SEVEN MINL'TKS FASTER than Cincin-
jatitime.

For allinformationand through tickets, please apply at

tneold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vine and Bakerstreets, and at the
respective depots. East Front and WesiSixth streets.

D. McLAREN. Gen'l Superintendent.
SAM'L STEPHENSON, Gen'l Tick't Ag't.

Jmnibusc;- cai 1 fur passeiu ers ^
The Old And Reliable Route.

|7gj .
.

.:£ ggpl||g

Through to Pittsburg without Change.

Tfre PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with ibe Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Bultimcre t New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Rills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.

j

No- 27 West Third Street, Cincinnati,

W. P. SHINK, General Freight Agent.
[Pittsburgh, Pa.

LOUISVILLE & CINCIXHATI

SHOBT-LIKE HAILEQAU,

Fare Only $3.50—Transfer from Hotel or
Kesitlence to l>epot, in Coviugtou, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louis vil.e, Nashville, Memphis, New

Orleans, and ail points Suuth.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Mon.ingMrfil .. 7.35 A. M. 2, 3np. M.
Evening Express 7. 15 p. jj. 3.45 P. M.
Night Express 11,15 P. M. 5,00 A. M.
Walton Accommodation 4,00P.M. 0,35 A.M.

t'he 7:35 A. M. train runs daily.

Th'- Low Fare Season and Commutation Tickets, pood on
the Walton Accommodation , oder preat inducements to the
citizens of Cinciim iti and Covington who wish to pur-
chase country resi ences or small farms for {iaideninjr.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business, tor
further information as to routes, low fare. &c, please apply
at No 1 Burnet House, or Depot Covington. Ky.

SAM'L GILL, Gen 1
! Sup't. Louisville.

CENTRAL R. R, OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and atEason
with the Lehigh Valley Raiiroad and its connections,
forming a direct, line to Pittsburg and the West, without
change of cars.

ALLENTCWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars thruugh Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1S69. Leave New York as
follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannuck,
&C
7:15 a. m.—For Somerville.

8:30 a m.—For Fleming ton, Junction, Stroudsburg,
Water Gap. Scranton, Kingston, PUtston. Great Bend, L&.c.

12 ni.—For Flemington, Easton, Allentown, Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Pottsvilles Scranton, Harrisburg. &c.
3:30 p. an.—For Easton, Allentown, Mauch. Chunk

and Belvidere.

4:30 2>. in.—For Somerville.

5:25 i>- in.- For Somerville and Flemington.
6 js>. in.— For Easton and intermediatestations.

7 p.m.—For Somerville.

7:20 p. m.—Emigrant—Stopping only at the princi
pal stations.

9:00 a>. m.— For Plainfield.

1£:50 1*. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a.m.

—

Western Express, daily, (except Sundays,)
for Eastou, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Od Regions. Connects at Junction for Stroudsburg,
Water Gi-p, Scranton, &c. Connects at Phillipsburg for
Mauch Chmuk, Wilkesbarre, &c.

5 g>. in*.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem. Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-

tion-; to scranton. This tr<nn will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. ni.

—

Western Express Train, daily, ior Kasion
Allentown, Reading, Harrisburg. Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:4J, 6:30, 6:55, 7:15

8:15 , 8:30, '.)., 9:20, lo:30, 11:40 a. m.—IS m , kl'O, H:iO

3:00,3:31), 3:45,4:15, 4 30,4:45,5:10,5:25.5:45,6:00,6:25,
7:00, 7:2 ,7:40,8:i:0 0:00,9:40 10:45. 11:50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. 1 Astor House; >>o?. --54, 271. 526 Broadway ; at

No. 10 Greenwich st., and at the principal hotels.

R. E. R1CKER,: uperintendecU
H.P.Baldwin, Gen Pass. Agt.
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Railway Reform.

For some years the people of the State of

Ohio have fretted and chafed under the con-

stitutional restriction that prevents them from

aiding public improvements by townships,

counties, or any municipal organization, and

they have been seeking all sorts of ways of

relief; but so carefully worded is the law,

that it has been found difficult to do, and

they were about settling down and submitting

to this crippling law as well as they could,

until the time arrived when the Constitution

of the State is to be referred again to the

people.

During this time, valuable enterprises

must languish, for want of local aid, and

capital and active men pass away from our

State to other sections of the country, where

the united interests of the people were made

use of to promote the great works of im-

provement.

In this depressed condition, the subtle

brain of a Cincinnati lawyer, stimulated by

the demands of that city for a great thorough-

fare Southward, struck out the idea that the

law did not forbid cities, counties, &c, from

building and owning such improvements, and

at once fixed up a bill that seems to meet

the emergency.

The history of what is known in this State

as the " Ferguson Bill,"' needs no reviving at

our hands. It is fresh in the minds of the

people, and we believe every day adds largely

to the list of its advocates throughout the

State.

The people saw, or thought they did, a re-

lief from the long oppressions under which

they had labored, and were quick to seize it

and are now asking the Legislature of Ohio
to make the Ferguson idea so general as to

allow the smallest, as well as the largest,

civil organizations to engage in such im-

provements as they may deem for their wel-

fare.

The extent of this interest on the part of

the people is evidenced by the raid made on

the Senate Committee during the past week.

Leading men from ali parts of the Stale have

been urging the Committee to report favora-

bly; and the Senate to pa3S the " Griffith's

Bill," that has received the sanction of the

House.

We don't exactly know why the Committee
or the Senate need all this persuading to do

what is so earnestly demanded by the people,

but we suppose it is the doubt upon the legali-

ty of the measure. Upon this the opinions

of some of the ablest lawyers of the Stale

have been given,and a large majority of them .

agree that the bill is constitutional.

The Legislature, or the Committee, can

hardly afford to ignore these views, or set

their own against them. If they are so in-

clined, we refer them to the second speech

of John C. Breckenridge upon this question,

delivered before the Kentucky Legislature

a few weeks since. There they will find the

whole subject legally considered, and fortified

by an array of authorities that Judge Cald-

well signally failed to overthrow, and that,

we think, the Senate will find quite convin

cing and soothing to its conscience.

The Senate will undoubtedly be acting

wisely to grant this pressing necessity of the

people, and allow them to bring the question

to a test before the highest judicial tribunal

of the State. This, indeed, they will have to

do before the bill can be available to them in

any extensive operation, and this they are

anxious to do, that they may know just how

they stand in this important matter, and what

further movements to make, in order to keep

up with the enterprising spirit of adjoining

States.

We ardently hope, therefore, that the

Legislature will not adjourn until this mea-

sure has been passed upon, and that it will

not be pushed aside and parliamentaried

away until it is too late to act intelligently

upon it, and it be suspended until the next

session.

There is no question pending before that

body in which there is a more general inter-

est and more earnestly desired. A season

lost, in the present state of affairs, is not to

be easily regained.

There is a general revival in such projects

as the people desire to aid, and they ought

to be permitted to engage in them during the

flood tide, and not cast into a period when

events may render the undertaking more

difficult if not impossible.

If our people once move under some en-

couraging law of the kind proposed, they

will find the way to overcome all the obsta-

cles that Way arise in their progress—" where

there is a will there is a way"—and what the

people demand is the law, and their servants,

the Legislature, ought not to hesitate a mo-

ment to give it expression.

The Baltimore, Pittsburg A- Continental
Kuilroad.

Since the completion of the Pacific Rail-

road, no road has been proposed which
promises so grand a future ns the one whose
title is at the head of this article.

Heretofore railroads were made principally
in reference to local trade. Often, for the
sake of reaching some county seat or impor-
tant village, not only much distance, but
heavy grades were encounlered; the conse-
quence is that, after the rood is built, it is

found unsuited for through trade and travel,

which, in a country so large as this, is of the
greatest importance.
Not so with the Baltimore, Pittsburg &

Continental Railroad. Disregarding local

interests, and with an eye single to obtaining
the shortest route and lowest grades, it has
been projected through the center of the con-
tinent, and fortunately, now that the road has
been surveyed and determined upon, it is dis-

covered that it will also be of great local ad-
vantage to the sections through which it

passes. In fact, if the road had been selected
with special reference to developing the mine-
ral and agricultural wealth of the State, by
bringing the supply and demand near to-

gether, no better route could have been
found.

In the vicinity of Nashville, in Holmes
county, is an inexhaustible supply of stone
coal of the best, quality (heretofore undevel-
oped). From Bellville east eight miles to

Newville there is more building stone than
can be used for centuries. Nature has gra-
ded the route so well that no east and west
road between the Lake and the Ohio river,

except, perhaps, the Lake Shore road, has
nearly so low grades, and in distance between
Omaha and Pittsburg and the seaboard cities

of Philadelphia, Baltimore and New York,
no existing route is so short by many miles.

For the information of those who have not
paid attention to the subject, I would state

that the Baltimore, Pittsburg & Continental
Railroad is to extend from Pittsburg to La-
fayettee, in Indiana, and is the last great
link in a chain of roads which, when com-
pleted, will extend from Pittsburg to Omaha,
on nearly an air line, and with lower grades
than any now built, or that can be built be-
tween those two points. W. P. M.

By reference to a map it will be seen that

this is a splendid line, and passes through a

belt of country not well supplied with an east

and west outlet.

The connections made by this line at its

termini are very valuable, as at Pittsburg and
Lafayette roads ramify in every direction.

From what we know of the country through

which it is to pass, we believe the grades will

be very favorable for an extensive traffic, and

the cost of construction low as that of the

valley lines of the West.

But we incline to the belief that its West.
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em terminus should be Logansport, aDd no 1

Lafayette. At Logansport it would intersect

a cluster of roads, as varied in their direction

as at Lafayette, and by taking this line the

section of country not now supplied with

such a road would be more equally divided

The line from Pittsburg to Lafayette, if di-

rect, as is proposed, would be too far South,

and for a great part of its length run paral-

lel and near the roads already in existence.

From advices received from different coun-

ties in this State, through which the surveys

for this road are going on, we learn that

there are three routes under consideration,

the most northerly passing north of Marion,

Kenton, St. Mary's and Celina, and within

about twelve miles of the P., Ft. W. & C.

road. The second or intermediate route al-

most, if not quite, an air line, passing through

Marion, Kenton, Wapakonetta, St. Mary's

and Celina, and making the Indiana State

line in Washington township, Mercer coun-

ty. The Southern line would leave these

points about fifteen miles to the north ; and

in this connection we have also learned that

the middle or intermediate line is eighty miles

shorter than either of the others.

If the object of this work is to obtain the

shortest line between Omaha and Baltimore,

then it seems to us any leauing southward of

Logansport must be at the expense of dis-

tance.

At Logansport direct connection is made
with Omaha, and also with Burlington, Iowa,

and by the new road, the Burlington

& South-western, now in process of construc-

tion, from Burlington to Ellsworth, with the

Kansas Pacific road.

The scheme thus considered is certainly

all that the Gazette's correspondent claims

for it, and will be, if made, one of the most

productive thoroughfares in the country.

The Reliable Knickerbocker-

This life office has been eighteen years in

operation, and has built up a business second

to none in extent and equal to any in perma-

nence and profit.

The year 1869 finds it with an income of

$5,041,924—policies in force 22,078—securing

$68,569.268—dividends $513,410, and assets

$6,680,906.

The business of the year 1869, shows a con-

tinued prosperity, 9,946 policies were taken,

insuring $25,354,646. And what is very com-

mendable to the management, the ratio of ex-

penses to income was reduced to 14.52.

Considering the time when this company

went into operation, and the many obstacles

it had to encounter during its early years, this

exhibit speaks volumes for the skill of its

direction, and con} mends the organizatiap to

the confidence of the public.

Tbe Bankers of ttae World.

The Merchants and Bankers' Almanac, for

1870, in one volume octavo, 240 pages, price

two dollars
;
contains : 1. List of 1650 National

Banks; location, names of President and

Cashier of each ; capital and name of New

York Correspondent, of each. 2. List of 300

State Banks in operation ; names of President

and Cashier of each. 3, Names of 1800 Pri-

vate Bankers and Savings Banks in the

United States and Canada, and name of New

York Correspondent of each. 4. Names of

1800 Bankers and Brokers in New York City.

5. Monthly prices of Cotton, Wool, Corn,

Sugar, Molasses, Tobacco, Coffee, Wheat,

Oats, Rye, and Flour, for forty-three years,

(1825— 1869,) and crops in 1868. 6. Names

of New Marine, Fire, and Life Insurance

Companies, in each State. 7. Daily Price of

Gold in New York, from January, 1864, to

December, 1868. 8. Progress of Railroads in

the United States and in each State, from

1835 to 1869, number of miles, cost, etc. 9.

The Cotton Crop of the United States, 1860

to 1869,—annual product of each State, ex-

port, consumption, etc. 10. The monthly

prices of eighty staple articles, at New York,

year 1869. 11. Alphabetical list of 2000

Cashiers in the United States. 12. List of

1000 Bankers in Europe, Asia, South America,

Australia, West Indies, etc. 13. Lowest and

highest prices of leading Government, State,

Bank and Railroad Shares, Bonds, etc.

—

years 1868-9. 14. The Clearing House, New

York, annual exchanges, 1854-1869,—Officers,

1869-70. Statistics of immigration
;
Table of

income and expenditure of the U. S. Govern-

ment. 16. Monthly Statement of the Public

Debt of the United States, July to December,

1869. 17. Imports, Revenue, Public Debt,

etc., of Great Britain, 15 years. With en-

gravings of new Bank Buildings, and Seven

Steel-Engraved Portraits of eminent mer-

chants and Bankers.

Chesapeake and Ohio Railroad.—In the

Virginia Senate, on the 7th inst., in response

to the resolution of Mr. Pendleton "inquiring

into the terms of contract entered into be

tween the president and directors of the Chesa-

peake and Ohio Railroad Company and C. 1'.

Huntington and others for the trans-

fer of the franchise and properly

of the Virginia Central and Coving-

ton and Ohio Railroad," reported "that they

had examined the terms of the contract en-

tered into between the president and directors

of the Chesapeake and Ohio Railroad Com-
pany and C. P. Huntington and others, of

New York, (a copy of which contract in full

is submitted with this report for the informa-

tion of the Senate,) and that they are of the

opinion that the contract is a valid agreement
between the parties competent to make it."

The committee respectfully request to be

relieved from any further consideration of the

subject. Tbe report was concurred in

—

Am.
R. R. Journal.

Railroad Companies not bound to keep
open their Ticket Office beyond the time
fixed for the departure of trains—Prin-
ciple npon which they may discriini-
nate fares.

[From the American Railroad Journal ]

The facts necessary to an understanding of
the question in tbe late case of The St. Lours,

Alton and Terre Haute Railroad Company
vs. South (13 111., p. 176,) are fully and clearly

stated in the following opinion by
Bkeese, J.— The principal questions

in the cause arise upon the instructions

given on behalf of the plaintiff, and on those

refused as asked by the defendants, the ap-

pellants here, and on the measure and
amount of damages, the former of which we
will notice.

The first instruction asked by the plaintiff,

and given, was this :

"It was the duty of the St. Louis, Alton
and Terre Haute Railroad Company to fur-

nish a convenient and- accessible place for

the sale of tickets for passengers, with a com-
petent person in attendance ready to sell

them, which should be open and accessible to

all passengers for a reasonable time before

the departure of each train, and up to the

time of its actual departure; and if the jury
believe from the evidence, that the plaintiff,

by and through Allison, made application at

the ticket office of the St. Louis, Alton and
Terre Haute Railroad Company, at Mattoon,

for a ticket from that place to Charleston, at

any time within ten or fifteen minutes before

the actual departure of its train, and he was
unable to get a ticket in consequence of the

ticket office being closed, then the St. Louis,

Alton and Terre Haute Railroad Company
had no right to charge him upon the train

any more than usual ticket price between
Mattoon and Charleston."

The first instruction asked on behalf of the

defendants and refused, was as follows :

"That if they find from the evidence that

the defendant, The St. Louis, Alton and Terre
Haute Railroad Company, has a convenient
and accessible office, supplied with and for

the sale of tickets in Mattoon ; and on the

evening of the alleged trespass the same was
open, with a competent person in attendance
to sell tickets for an hour before and up to

the expiration of the time fixed by public no-

tice for the departure of the train on which
plaintiff look passage; that the plaintiff got
upon said train to travel from Mattoon to

Charleston without procuring a ticket and re-

fused to pay, or cause to be paid, to the con-
ductor of said train the amount of fare or

passage money required by the regular tariff

of said company for passengers who fail to

produce tickets, and that by reason of such
failure of plaintiff to pay or cause to be paid
such fare or passage money he was expelled

from the cars of said company at a regular

station on said railroad, then in that case the

jury must find the defendants not guilty."

The point of difference is obviou«. While
the instruction for the plaintiff requires the

ticket office to be kept open up to the time
' of the actual departure of the train," that

for the defendant limits that duty "to the

expiration of the time fixed by public notice,"

for the departure of the train.

It is insisted by the appellee, that the law
is as declared in the instruction given in his

behalf, and has been so held by this Court in

the case of the Chicago, Burlington and
Quincy Railroad Conipauy vs. Parks, 18 111.,

460, and reiterated in St. Louis, Alton and
Chicago Railroad Company vs Dalley, 19 id.,
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364, and that the instruction in an exact

transcript of the language of this Court, in

the cases cited.

In this the counsel is not mistaken. In the

case first cited, this Court said :
" To justify

a railroad company in making a discrimina-

tion in the fare against the passenger who
neglects to purchase a ticket at the compa-

ny's office, the company must see to it that

the fault was not that, of its own agent instead

of the passenger. Tojustify thisdiscrimination,

every reasonable and proper facility must be

afforded to the passenger to procure bis

ticket. They must furnish a convenient and
accessible place for the sale of tickets, with a

competent person in attendance ready to sell

them, which should be open and accessible

to all passengers for a reasonable time before

the departure of each train, and up to the

time of its actual departure, so that it shall

really be a case of neglect and not of neces-

sity on the part of the passenger, and not the

fault of the company." Further on, in the

next paragraph but one, the Court call these

remarks " suggestions," and give the reason

why they were made, the point to which they

apply not being in the case before them. The
controversy there was this : Parks, an attor-

ney-at-law, residing at Aurora, in Kane
County, took the train there, without purchas-

ing a ticket, for Batavia, the nearest point

to Genoa, where the Court was held, and
which Parks was going to attend. He paid

the extra fare required of those who pay on

the car from Aurora to Batavia. At the lat-

ter place he changed his mind, and, as it was
wet, disagreeable weather, he concluded, with-

out purchasing a ticket to proceed on to Junc-

tion, another station on the road. The ticket

fare from Batavia to Junction was twenty

cents, which Parks offered to pay to the con-

ductor, but he refused it, demanding under
his instructions an additional five, cents,

which Parks refusing to pay, the conductor

put him off the train. This was the case in

which the "suggestions" above quoted were

made. The Court, and the learned Judge,

afterward so long the honored Chief Justice

of the Court, wbo delivered the opinion, were

well aware of the fact that the time of the

arrival and departure of railroad trains was
fixed, and made notorious by publication and
notice in every conceivable mode, so that it

may be safely asserted, the business and
traveling public, all those whose pursuits re-

quired that mode of conveyance, and especi-

ally those living in the towns through which

railroads pass, were perfectly familiar with

the fact, and almost any inhabitant, if in-

quired of, could tell to a minute when any
particular train was due at their town, and
when it would leave.

In speaking, then, of the time of the actual

departure of a train, up to which the ticket

office must be kept open, the Court, unques-

tionably, meant to be understood as referring

to the oublished fixed time which everybody

knew. The presumption being that trains

will arrive and depart on their schedule time,

which time is notorious, no rule shall be es-

tablished that should apply, without much
hardship and great inconvenience, to the de-

parture of trains not on time. We do not

recognize any right in any person to apply at

a railroad ticket office after the time fixed

and published for the departure of a. train,

and demand the same rights and privileges

accorded to those who come at the proper

time for their tickets. It is well known that

trains are sometimes delayed for hours, and
that it is unavoidable, would it not be going

too far to require the companies controlling

them to keep an agent at his post during all this

delayed time ? Tickets are not usually applied

for by passengers after the time fixed for the

departure of a train. The companies have a

right to presume they will not be applied for

after that time, and therefore their agents

can close the ticket office and go about their

own business, of which they have an abund-
ance, if we are to judge from the number of

trains upon our railroads. An agent at a

railroad station who sells tickets is, not only

"ticket agent," but he is the "station agent,"

and has much to do with freight and other

matters requiring care and attention. It

would be unreasonable to require him to neg-

lect these matters, and confine him within

reach of the small opening at which the tick-

ets are delivered, waiting for a delayed train,

and not a passenger applying; for a ticket.

It is sufficient for the company that a reasona

ble opportunity should be afforded passengers

to procure tickets for the train he designs

to go upon, and that reasonable opportunity

is furnished by keeping a convenient office

open under the charge of a competent agent,

up to the advertised time fixed for the depar-

ture of the train. The facta in this case show
that the ticket office was open an hour before

the train left, and continued open up to the

time fixed for its departure. The plaintiff,

coming after that time, took his chances to

get a seat in the car, and, having no ticket he

was bound to pay car fare.

We are of opinion the Court should have
refused the first instruction for the plaintiff,

and given the first asked by defendants, the

company not being obliged to keep the ticket

office open beyond the hour fixed by its pub-
lished rules for the departure of a train.

These being the views we entertain of the

law of this case, the modification of the de-

fendant's eighth instruction was also errone-

ous as by that the office is required to be kept

open up to the time of the actual departure of

the train.

All that can be demanded of a railroad

company is, that a reasonable opportunity

shall be afforded the public to purchase tick-

ets. If parties will not avail of it, it is their

own fault, and if they get upon a train with-

out a ticket, they must be subject to pay the

car fare, or on refusal, to be ejected from the

car. In Parks' case, this Court said the right

to charge discriminating fares was just and
reasonable, but it depends on the fact that a

reasonable opportunity has been given to ob-

taiu tickets at the lowest rate of fare. The
opportunity was afforded the appellee

A minor poiutas to the ruling of the Court

on the motion and affidavit of defendant's

counsel to rule the plaintiff to give security

for costs on the ground of his insolvency, has

been raised.

The bill of exceptions shows this motion was
made, and the affidavit is incorporated in-

to it.

This motion was denied by the Court.

The statute provides "If in any case the

Court shall be satisfied that any plaintiff is

unable to pay the costs of suit, or that he is so

unsettled as to endanger the officers of the

Court with respect to their legal demands, it

shall be the duty of the Court, on motion of

the defendant or any officer of the Court to

rule the plaintiff, on or before a day named,
to give security for the payment of costs in

such suit." Scates' Cotnp., 24.

The affidavit states that affiant had just

learned that the plaintiff was insolvent, and

at the time the motion was made the record

shows the issue had been joined, and the cause

had been called for trial. This court said, in

Selby vs. Hutchinson, 4 Gilm., 319, "tha
this motion was addressed to the discretion
of the Court, and the decision upon it could
not be assigned for error." We think the
motion was too late.

Another objection is made by appellant to

the instruction to the jury, that they could
assess damages severally against the defend-
ants. The instruction was erroneous, but
the error was cured by the entry of a nolle

prosequi before judgment upon the verdict

against Austin and Lee, and taking judgment
against the company alone. 1 Tidd's, Pr.,

682. We can not see that this instruction,

wrong as it was, prejudiced the appellant iu

any way.

The judgment of the Circuit Court is re-

versed, and the cause remanded, with direc-

tions to award a venire de novo.

Judgment reversed.

Pennsylvania Railroad's Leases—A Mis-

take Corrected.

The report of President Thomson, re-

viewed in our last number, together with a
copy of a pamphlet containing the Trustees'

circular to the stockholders and bondholders

of the Pittsburg, Fort Wayne and Chicago
Railway Company, and the lease of the latter

line to the Pennsylvania Railroad Company,
enable us to correct certain errors into which
we fell in our leading article of the 10th inst.

It was under a serious misapprehension of the

terms of the contract between the Pennsylva-

nia Railroad and the Pittsburg, Fort Wayne
and Chicago Railway, that we said, in regard

to the status of the latter :

"The road, in its operating management,
is perfectly independent.' Its company or-

ganization is maintained; and its various

officers and agents perform their duties pre-

cisely the same as before the lease.

* * * * * *

Maintaining thus its own organization and
spirit, doing its own work in its own way, the

road, after paying all operating expenses out
'

of gross earnings, turns over the balance to

the Pennsylvania Railroad, to be disposed of

in accordance with terms of the lease."

The lease is "perpetual" (999 years), and
the transfer of the line entire and absolute.

The Pennsylvania Railroad is "at its own
proper cost and expense," to operate the

Pittsburg, Fort Wayne and Chicago and its

leases—to keep it "in thorough repair, work-

ing order and condition, and supplied with

rolling stock and equipment," so as to pre-

serve, encourage and develop its business,

making such "repairs, replacements and re-

newals," and such "additions, constructions

and improvements" as are necessary to that

end.

As regards the continued corporate organi-

zation of the Pittsburg, Fort Wayne and Chi-

cago, it is maintained for the sole purposes of

keeping alive the franchises of the road, and
to apply the money received as rental and
ou interest account to its proper purposes

The following extracts from the circular of

the Trustees of the Pittsburg, Fort Wayne
and Chicago Railway sufficiently illustrate the

purport of the contract

:

"And now that terms have been obtained

which are reasonably satisfactory to our stock-

holders—which enhance the security of our

bondholders—and which are permanent and
reliable, we can not hesitate to except the

Pennsylvania Railroad Company as an ally

instead of a rival ; and although, perhaps,

the income of our stockholders and bond-
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holders might be deemed already certain, we
can not doubt that they will prefer, instead of

rivalry and perhaps conflict, the superadded
guarantee of a wealthy corporation adding
to our annual two millions over interest, its

annuhl four millions and a half over inter-

est, for our security. * * * *

The stockholders become entitled to the bene-

fit of a fund adequate to give them twelve per

cent on the present stock, free of all taxes

which are collected in any Tanner through
the corporation ; and are guaranteed perfectly

in the enjoyment of that fund."

The operating management of the road is

vested in an officer, who, by appointment rep-

resents the Pennsylvania ft. R. Co.

Into the details of operation it is unneces-
sary to go, farther than to state that while the

Pennsylvania Railroad entrusts to its own
proper employees all joint business east of

Pittsburg, the entire interests of the Pennsyl-
vania Railroad and its leased lines in the

West are subject to the supervision of its

official representatives.

This arrangement, admirable alike on the

score of economy and efficiency, includes the

Pittsburg, Cincinnati and St. Louis. The ac-

counts of this line are not included, however,

in the Pennsylvania Railroad report, for the

reason that with the consent af the Pennsyl-
vania Railroad Company, which owns a ma-
jority of its stock, it maintains its own or-

ganization and management. The Columbus,
Chicago and Indiana Central and Little

Miami Lines are leased to the Panhandle, the

Pennsylvania Railroad guaranteeing the con-
tracts.

President Thomson, in hiu report, clearly

indicates the character of these arrangements.
Having included the Pittsburg, Fort Wayne
and Chicago receipts among "the revenues of

the lines operated" by the Pennsylvania
Railroad Company, he subsequently says :

" The same reasons that induced this com-
pany to become the lessee of the Fort Wayne
line, prompted the Pittsburg, Cincinnati and
St. Louis Railroad Company, in which this

company holds a majority of its shares, to

take at an earlier period a lease of the lines

owned by the Columbus, Chicago, and In-

diana Central Railroad Company."

—

Chicago
Railway Review.

The Rights of Mortgage Bondholders.

A recent decision of the Supreme Court of

Vermont, practically restores the Rutland &
Burlington Railway Trustees of the first mort-

gage. In a suit instituted by Messrs. Cheever
and Hart, Trustees under the first mortgage,
against the Rutland Railway Company, the

Supreme Court decided that the first mort-

gage bonds must be paid before June 1. 1870,

or the possession of the road be surrendered
on that day to the first mortgage bondhold-
ers. It will be remembered that in the year

1868 the second mortgage holders were in-

corporated, under the name of the " Rutland
Railway Company," and were authorized to

issue preferred stock for the redemption of

such of the first mortgage bonds as the

holders would relinquish. The opportu-

nity for an exchange was generally accepted,

but a minority of the holders of the first

mortgage bonds refused to surrender their

stock, and, represented by Messrs. Cheever
and Hart, Trustees, brought suit to recover
control of the road. The ease was taken up
to the general term of the Supreme Court, at

Montpelier, last fail, and argued with great
ability oa both sides. The decision of the

Court that the $780,000 of unconverted first

mortgage bonds must be paid up, with inter-

est, by the first of June next, or the control

of the road relinquished to Messrs. Cheever
and Hart, Trustees under the first mortgage,
it is thought will induce the stockholders of

the Company to take steps to pay off ihe out-

standing first mortgage bonds, and obviate

the necessity of any transfer from the pre-

sent managers. In that case, the only proba-
ble change will be after the first of June the

road will be formally run by the Rutland
Railway Company, of which ex-Governor
Page is President.

Pittsburg, Fort Wayne & Chicago Rail-
road.

The annual meeting of the Pittsburgh,

Fort Wayne and Chicago Railroad Company
was held on the 15th inst., at the Company's
office, in Pittsburgh. Gen. George W. Cass,

President, in his report says:

The lease of your railway and property,

which was executed on the 7th of June last,

approved by you on the 24th of June, was car-

ried into practical execution on the 1st of

July following by a surrender of the same to

the Pennsylvania Railroad Company, and by

that Company received according to the terms

of the lease, and since managed and controlled

exclusively by that Company. During the

six months of the lease the gross earnings

were as follows

:

Earnings of main line $3,950,409 10

Sixty per cent of earnings of

Newcastle Branch 73.542 53
Sixty per cent of earnings of

Lawrence Branch 36,078 07

Sixty percent of earnings of

Akron Branch 79,908 77

Interest due from Cleveland

and Pittsburgh Railroad Co... 6,943 75

$4,146,882 22

Expenses of main line $2,143,145 62

Expenses of New Castle Branch 38,476 83

Expenses of Lawrence Branch.. 27,994 35

Expenses of Akron Branch 68 261 33

$2,277,878 13

Leaving a profit of. $1,869,004 09
Amount paid and payable by

the terms of the lease 1,283,956 80
Due Cleveland and Pittsburgh

Railroad Company in division

of earnings 29,369 75

$1,313,326 55

Excess of net earnings 555,677 54
Being an apparent profit for

the first six months of the

lease of 555,677 54

The whole of the amount, excepting $36,-

829.50, was expended on the road for con-

struction, equipment, and extraordinary ex-

penses, $78,913 having been expended in ten

new locomotives, and $140,167.22 in new
freight cars, &c, &c.

On the application of the lessees of the

road, and without prejudice to the lease, your

Board has sold the Akron Branch road, so

culled, to a new organization called the

Cleveland, Mount Vernon, and Delaware
Railroad Company, for $1,000,000 o ? the stock

of that Company, said company assuming to

pay the $153,000 outstanding bonds against

the Akron Branch road. At the time of your

approval of the, lease, you instructed your

Board to capitalize the amount received for

rent, so that with new certificates of stock to

be issued in substitution of the old there

should be a perpetual dividend of seven per
cent per annum, payable quarter-annually,

free of all taxes. Your Board has carried

these instructions into effect, and the new
certificates were issued so as to make the first

dividend payable on the 1st of October last.

Working Coal.

The following is an abstract of a paper en-
titled "Further Remarks upon Different

Methods of Working Coal," read by Mr. Geo.
Fowler before the Midland Institute of Mining
Engineers, on the 1st ult. The different

methods of working coal are the practical ap-
plications given to two distinct ideas. One
idea is to leave a portion of the coal as a pil-

lar or prop for the support of the roof, and
this is carried out in the board and pillar

work of the North, and the bank work of

Yorkshire ; and the other is to remove the

whole of the coal and allow the roof to settle

upon the goaf. The principal difficulty with
pillar mines is that, as the area of the pillars

must be proportionate to the weight upon
them, a point is soon reached when the great-

est part of coal must be left in pillar. As this

can not, of course, we wasted, it necessitates

the working of the coal at two operations of
complete character, instead of one, thereby

greatly increasing cost, and diminishing the

proportion of large coal. The great point in

successful long-wall work, is simplicity of ar-

rangement,and a most cautious use of pillars.

The use of pillars necessitates the driving of
straight work, and has the effect of unduly
increasing the area of workings. An in-

stance was given of a most sue'eessful long-

wall mine, in which no coal was left for pil-

lars, no straight work driven, and the ar-

rangements were of a most simple and eco-

nomical character. The paper went on to

show how fovorable a proper application of

long-wall was to the safety of the mine.

That it admitted of a most simple, and effectu-

al ventilation ; that it had none of those

weak points wbich are common to every

kind of mining where bratticing is necessary.

That it regulated the discbarge of gas in pro-

portion to the coal hewn. That it was con-

sistent with the formation of the most com-
pact, and hence least dangerous goafs. That
the failures in long-wall mining had arisen

only in those cases where its application was
imperfect, and grafted on other methods of

work, rather than commenced upon througb
long-wall principles.

.—. > .

Sg^° The Cleveland Iron Company, estab-

lished about seven years ago, with a capital

of $300,000, occupy a tract of 25 acres of

land accommodated by the Cleveland and
Mahoning and C. C. C & I Railways. Their
blast furnace has a capacity of 40 tons per

day, and their daily consumption of coal ex-

ceeds 200 tons. The product of these works
includes rails, spikes, splices, bar iron and
nails. In the manufacture of the latter 26
machines are used, with a capacity of 150
kegs per day. They also turn out fifty tons

of rails, 20 tons of bar iron and 2 tons of

spikes per day. A force of 300 hands, be-

sides (hose in the coal mines, is employed,

and IT engines furnish power to the machi-
nery. The engiue which drives the blast fur-

nace is of 300 horse power. The gas from
the furnace is utilized as fuel, being returned

through flues from the chimney. George
Worthington is President of this Company.

—

Railway Times.
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Railroad Items.

—The earnings of fifteen of the principal

Western railroads for the m'mth of February,

with the single exception of the Chicago &
North-western, show a material increase over

the corresponding month last year. The fol-

lowing is the comparison :

RAILROAD EARNINGS FOR FEBRUARY.

1870. 1869.

Chicago & Alton $323,825 $315,098

Chicago & North-

western 755,404 830,286

Chicago & Rock Is'd 398,200 319,441

Clev., Col., Cin'ti &
Iudianapolis 218,600 180,804

Cleveland & Pitts-

burg 151,024 135,150

Illinois Central 663,391 524,693

Lake Shore & Mich.

Southern 1,006,951 880,593

Marietta & Cincin-

nati 98,275 91,666

Michigan Central.... 329,127 320,636

Milwaukee & Saint

Paul 382,823 330,233

North Missouri 196,207 94,927

Ohio & Mississippi... 218,234 216,080

Pacific of Missouri.. 250,616 207,302

St. Louis, Alton &
Terre Haute 158,788 127,817

Toledo, Wabash &
Western 293,645 240,394

Total $5,445,110 $4,815,156

Total increase $704,835
Decrease in North-western 74,882

Net increase $629,954

—The bridge over the Kansas at Lawrence
will be completed within a few months, at a

cost of about $150,000. The depots are neat

and substantial, those at Lawrence and Gar-
nett being large and expensive. The rolling

gt ok consists of eight engines; five passen-

ger, one express, and two baggage cars.; 60
freight, to which 100 box cars aie to be at once
added. The Lawrence Republican thus

speaks of this important road, now being push-

ed forward by Mr. James F. Joy, President,

and Mr. Sturges of Chicago:
" It connects the Lakes with the Gulf, and

brings the Nonh and South together. The
trans-Mississippi States can import their sugars,

coffees, spices, and tropical fruits, direct

through the port of Galveston. The hundreds
of thousands of cattle that are grown upon the

lands of Texas at a mere nominal cost, will be

shipped to and through our State over this

road. At Lawrence and Leavenworth should

be established packeries, and our business mul-
tiplied 50 fold. Here factories should be es-

tablished for working cotton, and Kansas
apples and wheat will find a ready market in

Galveston. The road does not run through
600 miles of burning sand, but through 600
miles of country unequaled for the general
purposes of agriculture, stock raising and
fruit-growing. Every mile is rich in agri-

cultural resources, thus insuring, beyond per

adventure, one of the best paying local roads
in the couutry, to say nothing of its immense
through business.

The Company have 1,000 men at work on
the extension to Iola— 32 miles further—at

whicu place another "opening" will be cele-

brated in June."

—The Morris & Essex Railroad has receiv-

ed authority to increase its capital stock to

$15,000,000.

•—The report of the Detroit & Milwaukee
Railroad, for the year 1869, shows that the

amount of the bonded debt is $5,207,506 75,

and the mortgages of the Detroit river front

and the machine shops amounting to $105,-

901 67. The whole amount of the preference

shares is $2,095,900. There are $1,861,639 33

of bonds of June 30, 1866. Of these, $350,-

000 have been redeemed, and the ordinary

stock appropriated to shareholders, at 20 per

cent, per share, is set down at $452,350. The
expendiiures upon the line during the year

were $139,940 68. The receipts, exclusive of

the Lake Michigan portion of the line, the

operations of which were during the year
carried on by other persons, were $1,615,-

618 27, $694,251 49 of this being from pas-

sengers, $871,281 80 from freight, and $46,-

934 89 from mails and sundries The work-

ing expenses for the year, including taxes

and insurance, were $949,351 26. The Lake
Michigan steamer Detroit has been sold, and
the business of lhat portion of the line is now
conducted by Mr. N. EngIeman,of Milwaukee,

the steamers Ironsides and Lac la Belle con

s'iluting the line. The western terminus of

the road has been changed from the west to

the east side of the river at Grand Haven,
an iron bridge has been built across the

channel, a considerable tract of land has

been purchased, and a depot, freight-house

and other buildings put u|> there, involving

an expense already of $133,236 49. To
complete these improvements it is estimated

that $47,000 more will be required.

—The total earnings of the Chicago and
Alton Railroad for the year endiug Dec. 31,

1869, were

:

From passengers $1,391,507.43

From freight .-: 3,066,143.73

From express, mails, etc 223,821.65

Total $4,681,562.81

OPERATING EXPENSES.

For conducting transportation.. $574,533.22

For motive power 767,186.99

For maintenance of way 816,723.78

For maintenance of cars 302,274.26

For general expenses 96,235.58

For taxes 119,630.21

Total $2,676,593 04

Of the gross earnings 57 17-100 per cent

have been used for operating expenses and
taxes, against 54 60-100 per cent, in 1868—an

increase of 2 51-100 per cent. The gross

earnings (including those of the Jacksonville

Division, seven months in the Report for

1868) exceed ihose of the previous year $172,-

919.84—3 8-10 per cent. Of this increase

$86,027.27 (about 6 6-10 per cent, was from

passengers.) 1'he locomotive equipment (9 7

last year) has been increased by 11, but one
of which was built by the Company, The
car equipment numbers 2,116—Pullman, 10

(7 sleeping, 3 dining); 42 passenger; 21

mail and express ; 2,038 freight, &c.

—The Cleveland, Columbus, Cincinnati &
Indianapolis earned in 1869 from passengers,

$840,819 48; freights, $2,U90,540 76; other

sources $211,372 61, a total of $3,142,935 85.

The expenses were $2,337,443 81, leaving

net earnings, $805,492 34. Dividends paid

in August, 3J percent.; in February, 3J per

cent., $731,923 50, leaving a surplus for the

year of $73,668 84, and surplus as per ledger,

$225,024 50 ; makes $298,593 34 ; less dis-

count on bonds sold, $146,200; leaving a sur-

plus Jan. 1, 1870, of $152,393 34. Assete.—

Construction account, $12,160,636 77; ma-
terials on hand, $405,623 29; cash and cosh

assets,$93(1,01 2 59; other assets, $668, 005 19.

Total, $14,164,277 89 Liabiliiins.—Capital

stock, $1 1,6211,1100; less amount held bv this

Co., $1,159,1011—$10,460,900; C, C. A C. R.

R. mortgage bunds, $25,000 ;
falling due each

year, $365,000; B. & I R. R first and second
mortgage and income bonds, $774,600; I.

P. & C. R R first mortgage bonds, $408,500
;

O, C, C. & I. It. R. first mortgage sinking

fund bonds, $1,637,000; due rent N 4, paya-

ble Feb. 1, 1870, $365,984 50, surplus earn-

ings, making a total of liabilities of $14, 164,-

277 84, of which $272,500 of bonds have been
paid since Dec. 1, 1869.

—The State of Virginia has the following

railroad properly :

Alexandria, Londoun & Hamp-
shire Railroad bonds $50,862.40

Blue Ridge Railroad, owned by
State (cost) 1,744,723.23

Chesapeake & Ohio Railroad Co. 2,484,134.74

Norfolk & Petersburg Railroad. 1,311,341 82

Orange & Alexandria Railroad . 1,150,207.89

Richmond & Danville Railroad. 1,847,585.52

Richmond & Petersburg Rail-

road, common stock 385,600.00

Richmond, Fredericksburg & Po-

tomac Railroad Company 275,200.00

Richmond & York River Rail-

road Co 490,999.52

Southside Railroad Co 1,883,500.00

Virginia & Kentucky Railroad Co 103,438.69

Virginia & Tennessee Railroad

Co , 3,755,000.00

Marietta & Cincinnati Railroad Co. 202,611.91

Most of this property is valueless. The
Governor recommends that the railroad com-
panies be permitted to redeem their indebted-

ness to the State by surrendering State bonds
to an equal amount.

—The Baltimore and Ohio Railroad Com-
pany sometime last summer made such ar-

rangement with the Indianapolis, Cincinnati

& St. Louis Railroad as to secure its east-

ward bound traffic. Having extended its

line so far to the North-west, naturally it de-

sires to secure another extension which will

enable it to enter Chicago and send over its

own lines a share of the busiuess of this city.

It is now proposed to build a railroad from
Lafayette Norih-west to Kankakee, on the Illi-

nois Central, a distance of about 75 miles.

With this road and an arrangement for the

use of the Illinois Central between Kankakee
and Chicago, the Baltimore & Ohio would

have a route between Baltimore and Chicago,

as short as any other, and also a route be-

tween Chicago and Cincinnati. The increase

of business from Chicago over the Baltimore

& Ohio line has, been large within a year past,

and it seems hardly doubtful that the closer

connections to be secured by building the

Lafayette & Kankakee line would' prove so

advantageous as to amply justify its construc-

tion.

—There is an effort being made to regulate

railwav fares still further by enactment of the

New York Legislature. A new bill provides

that any railway company charging more than

legal fare may be sued for five times the

amount of overcharge and be compelled to

pay that amount and coat3 of suit. It pro-

vides that damages for loss of baggage shall

not exceed $200, unless special agreement is

made and the passenger pays reasonable ex-

tra charge for baggage beyond that value It

also provides that the speed of railways in

citie3 aud incorporated villages shall not ex-
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ceed fifteen miles per hour, and that no street

or highway shall hereafter he laid out across

the track of any steam railway at grade, and

the expense of any street or highway built

across any railway tiacU shall be borne by the

citv, village or town whose authorities shall

have authorized such crossing.

—It is expected there will be a " new
regulation" compelling railway companies

having land granted thero, to draw out plats

upon the completion of each section of ten

miles, and sell the land in bodies of a quarter

section or less to one individual, at a maxi-

mum average price upon the ten miles of

$2 50 per acre—to prevent speculation. This,

instead of actually giving the land to the

railways, donates the proceeds of sale. It

also throws the contiguous lands opeti to set-

tlement immediately upon completion of each

ten miles of road, instead of keeping them

locked up as now till the entire road is finish-

ed, and the government surveys.raade.

—The receipts of the Northern Railway

Company of Canada for the year 1869 were

$671,076, against 550,070 for 1868. The
working expenses were 50.37 per cent, as

against 6 1 .06 in 1868. This company expen-

ded during the year $151,450 for elevators,

wharfage, and other extension works at To-

ronto. The Directors expect that the new
Toronto Elevator will be finished and ready

for service immediately on the opening of the

ensuing season of navigation; and they are

already engaged in preparations for the con-

struction during the coming Summer, of a simi-

lar structure, but of less capacity, at Colling-

wood.

—All the cars, equipments, patents and
contracts heretofore belonging to the Central

and Southern Transporting Companies, have

been transferred to the Pullman Palace Car

Co. Bj this arrangement the Pullman Com-
pany acquire the right to run their cars over

6,000 miles of additional railway, as well as

the entire ownership of all sleeping car

patents the right of which has heretofore been

in litigation between the Central and Pull-

man Companies.

—

Am R R. Jour.

—The Peoria, Pekin, and Jacksonville

Railroad was completed the last year to the

city of Jacksonville, and is 88 miles long.

Under its charter it may be extended to St.

Louis. Tt is independent in its present rela-

ticns with other connecting roads, but its in-

terchange of business is largely with the Chi-

cago, Rock I.-land and Pacific Railroad Com-
pany. Its bonds and stock are owned almost

wholly by the Directors, aud are on the

market.

—It is proposed to take $6,000,000 in

bonds out of the sinking fund of the State

Treasury of Pa., and substitute therefor a
similar amount of tbuse of a new railway cor-

poration for the purpose ot constructing the
" link of connection " between Jersey Shore,

and Allegheny Point, and thus open a new
route from Philadelphia to Buffalo. --The

measure is backed by the Pennsylvania Cen-

tral, Northern Central and Reading.

—The total income of the steam rail-

ways in Massachusetts last year amounted to

§24,539,722; working expenses, $17,312,992;
net earnings; $7,196,730; surplus, Nov. 30,

1869, $5,891,078; tons of freight carried, 7,-

378,083; number of passengers carried, 28,-

126,391; passengers killed, 10; employees
killed, 39; persons killed while walking or

lying on the tracks, 40.

—The annual report of the Flint & Perre*
Marquette Railroad states that, during the
year 1869, the company opened 90 miles of
new line The earnings and expenses com-
pare with the preceding year as follows :

1869. 1868.
Earnings, gross $466,737 $381,983
Operating expenses... 234,030 192,405

Net earnings $232,707 $189,578

—Since 1850, one hundred and twenty mil
lions of acres have been voted away to the
four Pacific Railroads Four hundred and fifty

million acres remain. During the twenty-six
working days of the last session of Congress,
bills were introduced into the Senate asking
for appropriations for railroads of 224,245,520
acres, or nearly one-half of the whole amount
of territory remaining unoccupied.

—The road-bed of the Grand Rapids and In-

diana Railroad is about completed from Fort
Wayne to Sturgis, and track-laying has been
commenced, The iron for the purpose is be-

ing received at both points. The work of

track-laying will be pushed forward with great

rapidity, and it is confidently expected that

the construction train will reach Lagrange by
the middle or latter part of April next.

—Minneapolis voted $25,000 to aid the

Minnesota Western, while the town of Saint

Anthony, across the river, refused to give any-

thing whatever. The good people of Saint

Anthony are apparently quite contented with

their great empty barn of a hotel, their unim-
proved sandy thoroughfares, their large school

house, their innumerable building lots, and
eternal roar of water at the Falls.

—The Boston, Hartford, and Erie stock-

holders ratified the second mortgage of $10
,

000,000. But it will be necessary to have the

mortgage ratified by the Legislatures of the

different States through which the line runs.

This new mortgage pays off a demand debt,

releases many millions of the old bonds, and
funds the floating debt.

— The Terre Haute Gazette says: "There
is but ten miles of track yet to be laid on the

Vandalia Railroad between this city and Mar-

shall This will be completed by about the

first of April, when the only obstacle left will

be the Wabash River, the bridge upon which

is being pushed forward with all possible

haste."

—The Union Pacific Railway Company
have received $3,300,000 in stock of the

Atlantic & Pacific Telegraph Company, in

consideration of the use of its line for com-
mercial purposes. Besides getting a large

part of its telegraph service free, a handsome
increase is anticipated from the above-named
large amount of stock.

—If the Kansas Pacific be extended to

the Mexican frontier by way of the Arkansas
aud Rio Grande, the Government will have

more than 1,000 miles of rail for the $6,000,-

000 advanced to a former company (the land

grant being the same as that of the Atlantic

and Pacific) which is 20 miles each side of

the route in alternate sections.

—A meeting was held in Lafayette in the

interests of the Lafayette and Terre Haute
Railroad. The following resolution was
adopted:

Resolved. That if the people along the line

of the proposed road will raise $75,000 in

bona fide stock, we of Lafayette will raise a

like amount.

—That seventy hours snow storm must
have been a snorter for the railway men along
the Union Pacific, and somewhat embarrass-
ing to impatient travelers. Nevertheless, we
are continually notified, that the most " bea-

tific forwardness" prevails along the line

west of Omaha.

—The Camden & Amboy (N J ) Company
works against the proposed new air line be-

tween New York and Philadelphia by asking
the Legislature for the very privileges which
the Air Line wants The Camden & Amboy
bill has passed the House, while the Air Line
bill is still pending in the Senate.

—Fort Wayne on March 15th, voted to aid

the Jackson, Saginaw and Fort Wayne Rail-

road to the extent of fifty thousand dollars.

This secures the means for its early comple-
tion, and it is the intention to have the road
open to Jackson by July next.

—Fifty-two miles of the Galveston (Texas)
Railway is dow in operation from Lawrence
to Garnett. The remaining 91 miles, to the

State line, are under contract, to be com-
pleted, 20 miles April 1, 71 miles more Oct.
1—Humboldt being due June 1.

—The Brooklyn horse-car railways make
the following returns for the month ending
March 16th : Brooklyn City, $86,222 ; Broad-
way, $8,144 ; Brooklyn City and Newtown,
$20,946 ; Grand street and Newtown, $4,989 ;

Atlantic avenue and Flatbush, $14,155.

—Great changes are about to lake place in

the organization of the Russian Railways.

The government has decided to sell all the

existing State railways to private companies,
in order to facilitate the speedy completion
of the projected lines in the south.

—The Wisconsin Legislature has passed the

bill permitting railroad companies in that

Slate to classify their directors into several

classes, so that a proportion only go out of
office each year.

—The iron for the Northern Pacific and
other great western routes will probably be
taken from the Lake Superior mining region,

where some of the best ore of the world is to

be found.

—The Committee of Ways and Means of the

City Council of Baltimore have recommended
the passage of an ordinance to grant the aid
asked for the construction ot the Danville and
Lynchburg Railroad.

—The Tennessee Legislature, March 3,

adopted a resolution declaring that railroads

not paying interest on bonds loaned, shall be

protected against interference outside of the

State.

THE I

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I Ilustratt-il Descriptions of Railroad Inventions.
Railroad Engineering and Mechanics.
Record of the Progress of Railroads.

Railroad Reports and Statistics.

General Railroad NeffS.

Railroad Elections and Appointments.
Twenty-four large quarto pages, published every Satur-

day on and after April 2, 1370.

Every Ra'lroad Man, and every man interested in Rail-

roads, should have it. Terms, $3 U0 a year, in advance.
Address

A. N. KELLOQG, Publisher,
101 Washington St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-

green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.

Agents wanted.
25 Sorts of cither for $1.00; prepaid by mail. Also

Smiill Fruits, Plants, Bulbs, all the new potatoes. Ac,
prepaid by mail 4 hs Early Rose Potato, prepaid,

for SI 00. Ounover's Colossal Aspara'-'us $'S per ibu ;

$25 per 1000. prepaid. New hardy fragrant everblooming

Japan Honeysuckle. 50 cts. each, prepaid True Cape Cod

Cranberry, 'or upland or lowland culture. Sl.l'O per 1011,

prepaid, with directions. Ppced Catalogue to any address,

gra'.is ; also trade list. Seeds on Commission.

B. M. WATSON, Old Colony Nurseries and Seed Ware-

house Plymouth, Mass. Jfistablished in 18,2.

6-1-70,' 17.

.a. o.a.:ifs.:d.

A Clergyman, while residing in Siuth America as a

missionary, discovered a safe and simple remedy tor the-

cure of Neivous Weakness, Early Decay, Diseases of the

Urinary and Seminal Organs, and the whole train of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble remedy. Prompted
by a desire to benefit the affli;ted and unfortunate, I will

send the recipe f <r preparing and using this medicine, in a

sealed envelope, to any one who needs it, Free of Charge.

Address,

JOSEPH T. INMAX,
Station D, Bible House,

7-10-9,13. NKW YORK CITY.

RAILWAY SPRINGS.

FREIGHT

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTICSPRINGS,
Made at his shops in Philadelphia. Employing only the
most experienced workmen and best material, he pledges
himself t . furnish a Spring of the greatest elast city, and
one which shall hi- uniformly reliable in its carrying weight

All Springs tested, to double their usual
load*

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N
Shops—Seventeenth and Coates St. FHiL.

John A. Griswold & Co.

TROY, N. "if.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Bails, Axles, Tyres,

Shafting, Plates & iteel Forgings

of every description.

TCDWIN J. HORSTEU,

Successor to

MeDAJTEI. «fc UORXER,

Locomotive and Railroad

CAR SPRING MANUFACTURER*
Wilmington, Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castings and Models made for Patent nfficp.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va , until 12 M. March

],~1 p7«, forthe GRADUATION, MASONRY and the SU-
PERSTRUCTURE OF BRIDGES on the Chesapeake mid
Oriiu Railroad between the Fails of Kanawha and the Ohio
River, including THREE MILLIONS CUBIC YAKDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Richmond Va., until

12 M. Mrirch !0. lfc7U, for several heavy sections east of the

Falls nf Kanawha, including the unfinished work near
Miliboro' and that eight miles east of the White Sulphur
Springs the Great Bend tunnel 6,40*1 feet ; Lewis, tunnel,
3,800feet; five other tunnels from 500 to 1,700 feet long

;

Beveral sections in rock cutting; and about 70,000 cubic
yards of masonry.

Profiles and specifications can be found at the office of
the company) ,

r
>4 William street New York, on and after

February 1; m Richmond* Va., and at Charleston, W. Va.,
on and after January 15, 187(1. The company reserves the

ritrhtto rejectany or all the bids offered, and to make private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomb. Chief
Engineer, Richmond. Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia.

C. P. HUNTINGTON.
27-1-70.4. President.

GRAND SCENERY!
JG@rQUICKEST ROUTE-®
S@ Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
fUILADEL PITTA

,

NEW YOliK, and

liOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

FREE!'
ISO CHANGE OF CARS
From Cincinnati Raltimnvo nml ,,ut 0NE

orColumnus to -LJCLJ. UHilUA t? CHANGE
Philadelphia and A'ew York.

Ask for TICKETS and
RAGGAGh CHECKS

\

.Baltimore&OhioR.R

J. I.. WILSON. Mnsier of Transportation.
L. M. COLE, General Ticket Aiiem.
G. li.GUISON, General Western Passenger Au-ent.

JANUARY 1st, 1870.

Cincinnati to M. Lovis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

JsQ'erson City, and all points on tbe Lower Mis-

sissippi River, and ou the the Illinois

Central Railroad.

TRAINS RUM AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15 A.M. 10:55P.M.

Osgood Accommodation... 3:10 P. M. 8:45 a. M.
Through Western Express 6:lt" P. M. 8:30 P. M.
Night Express 10:20 P. M. 0:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Tin-

rennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Eoot
Mill Street.

E. G. BONDCRANT, Superintendent, Cin. 0.
C. E. FOLLET, Gen'l Tick 1

t Ag'i, Si. Louis, Mo.

As in uBe on the National Despatch Line of
Cars, adapted to two or more gauges, for
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington. Delaware, or
CIIAS. BOCKUS «fc CO, Boston, Mass.

2-12-9, 52

BUSH & LOBDELL,
Chilled Railroad Oar Wheel, Tjre

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
FOR

Railroad Cars
and

Locomotive Engines.

RDERS executed promptly to any extent tor these
celebrated Wheels, either single or double plates

with or with-outaxles.

WHEELS FITTED
Hammered or Rolled Axles, in the best mamisrand
the shortest notice, and on tht mofcireaaonable

'

O
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ERIE KAILWAY.
1400 MILES under

One Minagcment,

SCO MILES without

Change of Coaches.

BROAD GAUGE, I>OUBLETRACK ROUTE
FOR—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia. Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPeitinsylyania

.

This Railway extends from
CINCINNATI to NEW YORK, - 800 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 400 Miles.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 385 Miles

AND IS FROM

22 to 27 MILES the SHORTER ROUTE.

TWO EXPKESSTKAIMS daily
Leave CINCINNATI from DEPOT, comer Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Day ion 9.10 A.
M.; Urbana, 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; Ranvenna,
6.05 P. M.; Meadville, 7.55 P. M. (Supper)

;

Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine) ; New York, 4.10 P.

Ri. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperatown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
120 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8 20 A. M.;

Meadville, 11.16 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and .Improved Coaches of the style peculiar to the

Eroad Gau^e. arranged for hoth Day and Nijrht Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only Line running through

860 Miles without Change.

Boston and STew England Passengers,
with their Baggage, are transferred 1'REE
OF CHARGE in Jfew York.

Y[y The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
third Street. New York, thus enabling pacsengers to reach

he upper portion of the city without the expense and an-
noyance of a streetcar or omnibustransfer.

TT
-? The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's heauttes, in a daylight journey over

this Line, will find in its ever changing landscapes sub

jects of continual admirati. n and interest

Baggage Check'd Through
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet

House, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
South-west- WM. R. BARR,
Wj B. SHATTtTC, Oen'l Pass'r Ag't.

fieneral S>uthern Agent.

Best Route to St. Louis and Ch.cago

NDIAKAPOL1S,
CINCINNATI

lafayette" railroad
Great Through Passenger Route from CINCINNATI to

S Jfca JLbO

C HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kjver Towns and Cities in the West,
North west and South-west.

It3
=,The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1809, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail-... 7.20 am 32.40 am
St Louis and Springfield Express... 2-40 pm 7 35 am
!i St. Louis and Springfield Express, lit. 20 pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation 4.30 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm o,3o pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTiokets can be obtained atthe Burnet House
Office, corner oi Third and Vine ; River Office, corner of
WalnutStreetand River; andat Depot, coiner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neater the businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian din gs.

J. F. RICHARDSON ^Superintendent.

A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART, ARRIVE.

Eastern Express (Erie Railway).. 7:00 A. M. 6:3(1 P. M-
do do do -. 9:45 P. M. 7:00 A. Mi

Toledo, Detroit & Canada 7:15 A. M. 10:25 P. M.
do do do 6:30P,M. 7:00A.M.

Lima, Fort Wayne &. Chicago.... 7:15 A. M. 10:25 P. M-
do do do .... 2:30 P. M. 5:40 P.M.
do do do ...6:30P.M. 7:30 A.M.

Sandusky, Cleveland &: Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodntion 2:30 P. M. 10:20 A.M.
Sandusky, Cleveland & Buffalo,. 6:30 P M. 10:21) A. ;,I.

Muncie&Indianapolis ":15 A.M. 10:25 P.M.
do do 5:00 P.M. 1:20P.M.

Hamilton, Eaton &. Richmond.., 7:1a A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A.M.

Hamilton Accommodation 9:30 A. M. 8:05 A. M.
do do 6:5UA M.

Trainsrun SEVEN MINL'TES FASTER than Cincic-
jatitime.

For allinformationand throughtickets, please apply at

tneold office, south-east cornerof Broadwayand Front; bur-

net House Office, corner Vineand Bakerctreets. and at the

respective depots. East Front and West Sixth streets.

D. McLAREN. Gen'l Superintendent.

SAM'L STEPHENSON, Gen"l Tick't A^'t.

Omnibuses call for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont ;nue to trans-

port produce and merchandise between Cincinnati and

Pittsbusg, Philadelphia, B>iltim rjre
t New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,

No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
IPittsburgb, Pa.

LOUISVILLE & ClfiGIMATI

SHOBT-LIHE RAIISQAB,

Ti2xa.e> only 3 Ja.oia.i's

Fare Only $3.50—Transfer from Hotel or
Residence to l>cpot, in Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Morning Mail 7,35 A. M. 2, 3i>P. M.
Evening Express 7. 15 P. M- 3.45 P. M.
Night Express 11,15 P. M. 5,00 A. M.
Walton Accommodation 4,0UP. M. 9,35 A. M.

The 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation .ofler preat inducements to the
citizens of Cincinnati and Covington wiio wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business, for
furtherinformation as to routes, low fare. &c, please apply
at No 1 Burnet Hou.^e, or Depot Covingtnn. Ky.

SAM'L GILL, Gen'ISup't. Louisville.

CENTRAL R, R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, aud at Eas'.on.

with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and tiie West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to ChicagOj
Cincinnati, St. Louis, etc., with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
ozc.

7:15 a. in.—For Somerville.

S:30 a in-—For Flemington, Junction, Stroudsburg,
Water Gap, Scranton, Kingston, Pittston, Great Bend,^&.c.

12 m.—For Flemington, Easton, Allentown, Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Hottsville, Scranton, Harrisburg. <£c.

3:30 p. m.—For Easton, Allentown, Mauch Chunk
and Belvidere.

4:30 p. in.—For Somerville.

5:25 p- in.- For Somerville and Flemington.
6 p. in.— For Easton and intermediate stations.

7 p. m.—For Somerville.

7:20 p. in.

—

Emigrant—Stopping only at the princi
pal stations.

0:00 p. m.— For Plainfield.

11:50 p. in.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a.m.

—

Western Express, daily, (except Sundays,

1

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Watt-r Gap, Scranton, &c. Connects at Phillipsburg for

Mauch Chunk, Wilkesbarre, &c.

5 p. 111.

—

Cincinnati Express, daily (except Satur-

days,) fur Easton. Bethlehem. Allentown, Reading, Harris-

burg, Pittsburg, Chicago, aud Cincinnati. iSleeping-Cais

to Pittsburg and Cnicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays asa local train, stopping at principal stations.

8 p, in.—Western Express Train, daily, tor Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8*15 8:30, #., 9:20, 10:30; 11:40 a. m — 12 m., 1:<'0, 9:i4J

3-0U, 3:30, 3:45,4:15, 4 30, 4:45, 5: in, 5:25, 5:45, 6:00,6:25,

7:10,7:2 ,7:4U,g: 9:00,9.40 10:4."t. 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. 1 Asior House; Nos. 254, 271, 526 Broadway ; at

No. 10 Greenwich St., and at the principal hotels.

R. E. RICHER, Superintendent.

H. P.Baldwin, Gen. Pass. Agt.
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By Wriglitson & Co.,
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ADVERTISEMENTS.
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Mow can we Construct the Cinc&aiuati aud
Chesapeake Road?

It is plain enough, that the present best

thing Cincinnati can do for herself, is to con-

struct the road from Cincinnati to South

Point and connect with the Ohio & Chesa-

peake road.

On the 16th inst., the Chesapeake & Ohio

Railroad Company put under contract near

seventy miles of their road in the Kanawha
Valley, and we are assured this part will be

finished within a year; hence it is that we

ought to be up and doing. The immediate

question is, how can the connection between

Cincinnati and the Chesapeake road be made ?

The counties through which the Cincinnati

road will pass, with a little aid from Cincin-

nati, have means and ability to make that

road; but, how can those means be brought

out and made available? A stranger would

ask in surprise, what is the reason they can

not apply them ? Can not the people use

their own means? No, they can not. If they

could, many a railroad would be made round

Cincinnati? Why not? We have stated the

reason often ; but for the purpose of showing

how the Cincinnati & Chesapeake road may

be made, we will refer to the legal points and

remedies again.

The Constitution of Ohio will not allow

municipalities of any kind to subscribe to,

own stock in, or raise money for incor-

porated companies. This was the first diffi-

culty in the case of the Southern road, and

was supposed to be overcome by what is

called the " Ferguson Act."

On the theory, then, that this law is consti-

tutional, why not apply it to the counties?

Let us examine it for a moment. The clause

in the Constitution relating to this subject of

municipal improvements has, we think, been

misunderstood, and therefore we will insert the

exact words of the Constitution. Section 6,

of the 8th Article of the Constitution says:

" The General Assembly shall never author-
ize any county, city, town or township by vote
of its citizens or otherwise, to become a stock-
holder in any joint stock company, corpora-
tion, or association whatever ; or, to raise
money for or loan its credit to, or in aid of
any such company, corporation or associa-
tion."

Now, the reader will see, that the only

thing forbidden is, that the Legislature shall

authorize the municipalities to be directly, or

indirectly interested in any " company, cor-

poration or association." That is all, and it

is clear as daylight, that any county has a per-

fect right to make any improvement it pleases,

or to levy any amount of money for it. This

is its inherent right, and if any further legis-

lative authority is required, the Legislature

has an undoubted right to grant it. If it

were not so, how could a county improve the

roads, make bridges, or do anything of the

sort? The very fact that counties are con-

stantly making bridges and roads, is conclu-

sive. It shows a universal admission and un-

derstanding, that the counties have a perfect

right to make their improvements themselves.

Whether the road costs a thousand or a mil-

lion of dollars, makes no difference as to the

right of County Commissioners to do this

work.

Moreover, the County Commissioners have

a right to, and often do unite together to make
bridges jointly. There is nothing in the

above clause of the Constitution, which im-

paiis their right to do this in the slightest

degree. Whatever authority may be needed

to perfect the details, the Legislature has an

undoubted right to grant.

There are six counties : Hamilton, Cler-

mont, Brown, Adams, Scioto and Lawrence,

directly and immensely interested in this en-

terprise. Let them divide the cost of the road

between them; aud each county be empower-

ed toact by trustees, or let the Commissioners

of the counties be the trustees, and let them

appoint an executive committee to execute

the work.

We suppose, that the Cincinnati & Chesa-

peake Railroad, being 125 miles, will, with all

economy, cost about S5,000,0UO, and as the

road has to be made wholly by the' counties,

that this sum must be distributed among
them. The county of Hamilton has a great

deal more of population and wealth than all

the others ; and it will be very moderate to

say it should pay two-fifths of all the ex-

pense. Then the total cost of the road made

from Cincinnati to the Kanawha would be

distributed in something like the following

proportions :

Hamilton county S2,UC 0,000
Clermont county < 600,000
Brown county 600,000
Adams county 400,000
Scioto county 800,000
Lawrence couuty 600,000

15,000,000

Now, we say, that there is nothing in the

Constitution to prevent the counties from do-

ing this work—nothing in reason to prevent

their doing it, and all the interests of each

county, and especially of the city ot Cincin-

nati, demand that it should be made. There
is nothing necessary to do the work but the

authority of the Legislature to the action of

the counties, and the good will of the people.

There is no doubt the people are almost

unanimously in favor of this measure. Why
not the Legislature?

rittsbnrg, Fort Wayno «fc Chicago Rail-

road in the Ohio Legislature.

The following interesting and remarkable

proceedings were had in the Ohio Legislature,

to-day, touching one of the greatest Railway

corporations in the country.

We have no opinion to give upon the ques-

tion, as we are waiting for the facts; but if

all is as it ought to be, such an investigation

can do no harm ;
and if otherwise, the dig-

nity of the laws, and the rights of citizens

may as well be sustained now as at any other

time. Such a position will be a notice to all

the world that corporations, however power-

ful, are amenable to the laws, as well as the

humblest individual, and will be held ac-

countable for their infraction.

House Resolution No. 66

—

mr. gaston.

Resolved, That the Standing Committee on
Railroads be, and they are hereby, required

to report to this House, at an early a day as

possible.

First, By what authority the line of rail-

road in this State, known as the Pittsburg,

Fort Wayne & Chicago Railway, is now run

and operated as a railroad.

Second, By what authority the Pittsburg,

Fort Wayne & Chicago Railway Company
exercises the privilege of acting as a corpora-

tion within this State.

Third, By what authority said Pittsburg,

Fort Wayne & Chicago Railway Company un-

dertook to lease the line of railroad in this

State known as the Pittsburg, Fort Wayne &
Chicago Railway to the Pennsylvania Central

Railroad Company, and that they also report

the terms and conditions of said lease, and
the manner in which it was executed.

Fourth, What, if any, provision has been

made by said Pittsburg, Fort Wayne & Chi-

cago Railway Company for the service of pro-

cess upon said Company.

Fifth, By what authority the capital stock

of said Pittsburg, Fort Wayne & Chicago

Railway Company has been increased seventy

percent; at whose instance, and for what
purpose, said increase of stock has been

made.
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Sixth, Whether the public welfare requires

that this House direct the Attorney General
to cause proceedings, in the nature of quo
warranto, to be instituted against said Pitts-

burg, Fort Wayne & Chicago Railway Com-
pany, and against said Pennsylvania Central

Railroad Company, so as to determine by
what authority said Companies assume to act

as corporations within this Stale; and said

Committee are hereby authorized to send for

persona and papers.

opinion of attorney general.

The State of Ohio,
Office of the Attorney General,

Columbus, April 4th, 1870.

Hon. D. J. Callen, Chairman of the Stand-

ing Committee on Railroads of the House

of Representatives of the General Assembly

of the State of Ohio :

Sir—I have examined, as far as my limited

time will allow, the subjects spoken of in

House Resolution No. 6G, submitted to me by

your Committee, and have the honor to reply

as follows

:

1st and 2nd. The Ohio & Pennsylvania

Railroad Company and the Ohio & Indiana

Railroad Company were originally two corpo-

rations of the State of Ohio, authorized and
organized under the Railroad Act of 1848.

and of course under the old Constitution.

Under the Act of 1852 (S. & C. 280) and
the Act of May 1st, 1856 (S. & C. 32V), these

two companies were, in August, 1856, with

the Port. Wayne & Chicago Railroad Company
consolidated, and the new company took the

name of the Pittsburg, Port Wayne & Chicago

Railroad Company. This act of consolida-

tion, I am satisfied, merged all the property,

right3, privileges and franchises of said two

Ohio companies, with the Fort Wayne &
Chicago Company, except the franchise of

corporate existence. This right, or franchise

to be a corporation, as I think, remained with

the old companies undisturbed, notwithstand-

ing the agreement for consolidation, believ-

ing that under the new Constitution the new
Comp'any could not, even with the legislation

as then existed, or any other legislation, ac-

quire the right to corporate existence in this

way.

In 1861 suit was instituted by the mortga-

gees of the different companies forming the

new company, in the United States District

Court for the Northern District of Ohio and
a decree rendered directing that the property,

rights and franchises of these corporations

should be sold, and under that decree sale

was made of all the property, rights and
privileges of the old companies, and the new
.company, thatj could be sold, or upon which

the mortgagee could have a lien, by virtue of

their mortgages. The franchise of corporate

existence was not then the subject of lien as
properly, and therefore did not pass by the

sale, but remained where it originally was.

Lanier and others bought what was sold, and
no more.

Lanier and others, in 1862, sold to the

Pittsburg, Fort Wayne & Chicago Railroad

Company what they bought, and no mare, for

they had no more to sell.

This last company, to whom Lanier and

others sold, is a foreign corporation, created

by the Legislature of Pennsylvania, and owns

the property bought by it of Lanier & Com-

pany, and operated that part of its line of

roads lying in Ohio (prior to its lease to the

Pennsylvania Central Railroad Company),

or claimed to operate it under the 7th Section

of the Act of April 11th, 1861. That statute

expressly provides that such Company " shall

exercise no power, privilege, faculty or fran-

chise within this State inconsistent with the

laws thereof, and that such part of such rail-

roads shall be subject to all the regulations

of law in the same manner as railroads in

this State in like cases ; and that the corpora-

tion owning the same shall be subject to all

duties imposed by law, and to be sued," &c.,

' in the same manner as a corporation of this

State might be sued," &c. (See proviso to

Sec. 7).

So far, then, it seems clear that the present

Pittsburg, Fort Wayne & Chicago Railroad

Company is without corporate existence un-

der the Constitution and Laws of Ohio.

Under the Constitution and Laws of Penn-

sylvania it can not exercise corporate power

in Ohio.

A franchise to be a corporation is originally

a part of the sovereignty of the State. The
State grants to persons desirous of exercising

corporate powers a portion of this sovereign-

ty. This sovereignty in its original position,

or when so granted, can not exist outside of

the State to which it belongs. It follows that

this Company has no corporate existence in

Ohio.

Upon principles of comity it is permitted to

operate that portion of its railroad in Ohio

subject in all respects to the general laws of

Ohio regulating railroads.

It is a grave question, and I do not now
propose to discuss it, how far this principle of

comity ought to be extended to a foreign cor-

poration, whether it should be allowed to ex-

ercise the right of eminent domain, or even

to own real estate in Ohio, or to operate and
monopolize its great thoroughfare.

It may be claimed that under the Act of

May 4, 1863, (S. & S. 131) this new company
has " acquired the franchise to be a corpo-

ration." If this be the case, then it seems to

me, Section 1, Art. 13 of the Constitution is

of but little avail; or Section 2 of the same
article either.

Here is a foreign corporation by this stat-

ute vested with the special privilege of " ac'

quiring corporate existence " as a corporation

in Ohio by a special mode. This section of

the Constitution can not be held, it seems to

me, to warrant the perpetuation of special

privileges in this way.

3d. -I can find no official evidence of the

lease of this road, to the Pennsylvania Rail-

road Company
; nor do I know any authority

under which such a lease can affect the por-

tion of said line in Ohio, unless it be implied

from section 7 of the Act of 1861, above re-

ferred to.

4th. The present operators of said rail-

road have no general office in Ohio, so far as

I can ascertain. As to mode of service see .

S. & S. 542, Act of April 30, 18G8 ; also, S.

& S. 118 and 119, sec. 46 and 47.

5th. I have no data to determine anything

as to the increase of capital stock referred to.

6th. The Attorney General has full power

to proceed when complaint is properly made
against any corporation, &c. (See S. & C.

page 89, sec. 8, et seq. Act of May 1, 1852)

and until some person shall have shown him-

self aggrieved, it is hardly necessary to order

the Attorney General to institute proceedings.

This is, however, a matter purely in the dis

cretiou of the General Assembly.

Very respectfully,

J. B. Pond, Att'y General.

REPORT FROM STANDING COMMITTEE OX RAIL-

ROADS. »

The Committee on Railroads to whom was

referred House Resolution No. 66, relative to

the corporate existence of the Pittsburg, Fort

Wayne & Chicago Railway Company, having

had the same under consideration, find that

said company is not a corporation vinder the

laws of this State ; that the line of railway

in this State run and operated by said compa-

ny, is so run and operated without authority

of law; that said company has no authority

to make contracts or appropriate private

property within this State ; that said company

has increased its capital stock seventy per

cent, without authority of law, and that the

lease made by said company of that part of

its railway which lies in this State is void,

and that the public welfare requires that the

legal status of said company shall be inquired

into by a court of law having jurisdiction in

such cases. They, therefore, recommend the

adoption of the following joint resolution :

Resolved, That the Attorney General of this

State be, and he hereby is directed to cause
proceedings in the nature of quo warranto to

be instituted against said company, and to

prosecute the same to final judgment with

diligence. As to the other matters contained

in said resolution the committee would ask

for further time for their consideration.

[Signed] E. H. Gaston,
Geo. W. Steele,
H. W. Curtis,

D. J. Callen,
G. H. Hill,
J, C Waldron.

A bill to provide a sinking fund for

the State has passed the South Carolina Leg-
islature. Under its provisions one-sixth of

the bonded debt of the State will be purchased

and canceled during the year.
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Codify liheLaws.

Among the many valuable recommenda tions

for the good of the railways of Ohio, given in

the last Annual Report of Commissioner

Weight, none is of more importance than that

for the '
' Compilation of Charters and General

Laws." Under this head the Commissioner

says:

" We have very few railroad companies in

Ohio operated as they were originally charter-

ed, or incorporated. Nearly all have either

changed their names or amalgamated with
other companies, or their roads have been sold,

leased or consolidated.
" All these changes have been based upon

legal rights acquired by special charter,

amendments or general laws, commencing with
the first charters granted, and extending down
to the last session of the General Assembly, a

period of nearly forty years. In all this time

no full and complete compilation of charters

or revision of the laws relating to railroads

has been made, and it is now next to impossible

to ascertain what the chartered rights of many
companies are.

"By the general railroad laws of February
11, 1848 and May 1, 1852, any railroad com-
pany having a special charter can accept any
of the provisions of those acts by resolution of

their board of directors, and no other record is

required than an entry on the minute book of

the company. Hence, a complete compilation

of charters can not be made, or the rights of

each company ascertained without an examin-
ation of -all original charters or general laws,

and amendments thereto, and the action taken

by each company under the same and in some
cases the proceedings had in courts and judi-

cial sales and decrees.
" With the view of obtaining a full and com-

plete history of the original charters and cor-

porate changes and present rights claimed by
every company in the State, circulars were sent

to each and the work was partially performed,

but several companies have not yet reported

all their corporate changes and the work is yet

incomplete.
" It is found that the publication of these

charters with the annual report would render
it exceedingly cumbersome, and I respectfully

suggest the propriety of having the same pub-
lished in a separate volume and a full and
complete record made and kept in this office.

" No general legislation intended to place

all companies on an equal footing can be safe-

ly attempted without a knowledge of the rights

and privileges now enjoyed or claimed by
each."

It would be a wise movement on the part of

the Legislature to appoint a competent com-

mission at once for this purpose. Why not au-

thorize the legal portion of the Railroad Com-

mittee of the House to do this? Mr. Callen
>

its distinguished chairmau, is a good lawyer,

active, and energetic, and intelligent upon the

railway affairs of the State.

Such a compilation would be of great value

to every law library, as well as to the railroad

companies and the people.

There ought to be no further delay in so im-

portant a matter.
• i

S^Wm. Kemp, Hannibal Green, Town-
send Burden, Chester Griswold and Walter

F. Warrer, of Troy, New York, have been ap-

pointed, by the Board of Trade of that city, a
committee to secure a survey of a proper

line of Railway to Guilderland, in Albany
county, so as to connect the city of Troy
with the Albany & Susquehanna Railroad.

Central Water Line—Chesapeake and Ohio
Canal.

The Kentucky Legislature, during its re-

cent session, adopted the following joint reso-

lutions relative to thai important national

work, the Chesapeake and Ohio Canal. The
resolutions, as adopted, were offered by Hon.

T. Wrightson, the Senator from Campbell,

as a substitute for similar resolutions that had

been offered by Hon. Lyttleton Cooke, of

Louisville

:

Whereas, The State of Virginia and the

Chesapeake and Ohio Canal Company have
resisted every overture made to them by
foreign capitalists for the surrender of their

franchises in the Kanawha and James River
canal route, and have thus given evidence
that it is the wish of Virginia, the magnani-
mous donator of the great North-west Ter-

ritory, to provide for that territory a highway
from the Ohio river to tide-water, that shall

be divested of all private interest, and, as

near as possible, free to the whole nation,

therefore,

: Resolved, by the General Assembly of the

Commonwealth of Kentucky, That we look
upon this channel of communication, first ad-

vocated by General George Washington, be-

tween the valley of the Mississippi and the

Atlantic, as a work of National importance,
one involving vital interest not only to the

Western States, but to those on the Western
and Eastern slope of the Alleghanies ; a pro-

motive of the welfare of all.

Resolved, That said line of water commu-
nication of the Kanawha and James River,

their headwaters being but 28J miles apart,

is entitled to receive the careful considera-

tions of Congress, to the end that, beina a

work of National importance, it may receive

such aid from the General Government, under
its authority to regulate commerce between
the states, as will secure its early com-
pletion.

Resolved, That we recommend that the

work of construction and operation be placed

by Congress in the charge of nine trustees,one

of whom should be the Secretary of the In-

terior, four appointed by the President of the

United States, by and with the advice and
consent of the Senate, and one each in like

manner by the States of Virginia, West Vir-

ginia, Ohio and Kentucky.

Resolved, That the Governor of Kentucky
is hereby requested to forward copies of the

foregoing resolutions to the President of the

United States, with the request that the same
shall be by him laid before Congress; that

copies be also forwarded to the Governors of

the several States, with the request that they

be laid before their respective Legislatures,

and that our Senators and Representatives in

Congress be requested by the Governor to use

their best endeavors to secure the passage of

such measures as will conduce to the early

construction of the works.

Fossil Bones have been found in the shaft

of a lead mine near Galena, 111 , at a depth of

153 feet below the surface, and under the first

layer of rocks. Teeth, bones and skulls have

been discovered among layer of various kinds

of rock and lead ore. The fossil remains were
first exposed at a depth of 90 feet, and were
found from that point for a distance of 63 feet

to the bottom of the shaft.

Illinois Central Railroad.

From the American Railroad Journal.

The receipts from operations of this road
for the year ending December 31, 1869, were
as follows

:

From freight $4,602,817 06
From passengers 1,702,629 35
From sleeping cars., 24,547 00
From extra baggage 2,028 73
From mails 76,372 22
From express 179,179 83
From rent of property...- 115,625 73
From rent of cars 23,371 63
From dockage 13,426 25

$6,739,997 80
Net earnings over Chicago, Bur-
lington & Quincy R. R., as

per contract 546,899 64
Net earnings over Peoria &
Oquawka R. R., as per con-
tract 94,100 46

Total earnings in Illinois. ..§7,380,997 90
Earnings over leased lines in

Iowa:
Dubuque & Sioux City $1,290,588 63
Iowa Falls & Sioux City (5
months) 40,924 16
Cedar Falls & Minnesota 110,971 51

Total

Less operating ex
Salaries $
General expenses
Legal expenses ..

Claims and dam-
ages

Station expenses.

Freight train ex-

penses
Passenger ex-
penses

Repairs of en-

gines

Repairs of cars...

Repairs of tools,

etc

Cleaning engines
Cleaning cars

Equip't expenses
Repairs of road.. 1

Rep'rs of bridges

Rep'rs of feucing

Operating S t

.

Chas. Air Line.

Insurance

.$8,823,482 20
penses, viz.:

175,620 29

257,959 93

17,365 22

68,501 88
691,587 00

740,036 34

252,713 30

569,755 87
494, 451 15

53,228 78
54,340 33
17,977 43
56,724 65

,215,207 88
98,820 98

107,062 26

7,567 12

40,673 79

4,924,594 2

Leaving net earnings $3,898,888 00
Deduct:

Charter tax paid

State of Illinois. .$464,933 31
Charter tax paid

State of Iowa 14,424 84
Rent of leased lines 532,154 47

$1,011,512 62

Add: $2,887,375 38
Amount applicable

to Interest Fund,
as per Land Office

. Report $318,325 21
Amount applicable

t o Free Land
Fund, as per Land
Office Report 446,815 59

765,140 83

Net amount, as shown in Gene-
ral Balance Sheet $3,652,516 21
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GENERAL STATEMENT OF ACCOUNTS.

Balance of net cash assets as

shown in last annual report... §2,012,927 83

Gross earnings, as above, in

1869 8,823,482 20

Net receipts of Land Depart-

ment 2,422,850 83

Decrease in working stock of

supplies 79,912 36

Six per cent. Sterling Redemp-
tion Bonds, issued in exch'ge'

for 6 per cent. Construction

Bonds 103,500 00

$13,442,673 22

Permanent expenditures $884,776 99

Operation expenses, as above.. 4,924,594 20

Tax paid the State of Illinois,

being 7 per cent, on the gros3

earnings for the year ending
Oct. 31, 1869 464,933 31

Tax paid the State of Iowa on
the gross earnings of leased

lines to Dec. 31, 1869 14,424 84
Bent of leased lines in Iowa
for the year ending Dec. 31,

1869 532,154 47
Interest on funded debt 580,900 00
Sterling exchange on coupons
payable in London 64,536 90

Dividends paid in 1869, being

10 per cent, on the capital

stock, and including United
States tax 2,660,247 37

Bonds purchased in 1869:

7 per cent. Construc-

tion $767,500
6 per cent. Construc-
tion 2,000

Sterling Redemption. 28,0u0
Currency Redemption 60,500

858,000 00

103,500 00

143,825 09

519,500 00

1,691,280 05

$13,442,673 22

Construction 6 per cents re-

ceived in exchange for new
Sterling Redemption Bonds..

Premiums and commissions
paid on bonds called, pur-

chased and exchanged
Amount of construction bond
fund

Balance, consisting of net cash

assets in New York and Chi-

cago, and exclusive of the

working stock of supplies

It will be seen that the gross earnings
were 88,823,482 20; working expenses, $4,-

924,594 20; State taxes, $479,358 15, and
rent of leased lines in Iowa, $532,154 47;

leaving net earnings $2,887,375 38, against

$2,414,984 58 in 1868, being a gain of $472,-

390 8U, or 19£ per cent. The per centage of

expenses to earnings, including State taxes,

was 61.25 per cent., against 64.37 in 1868.

The gross earnings in Illinois were $7,380,-

997 90, and the net $2,732,756 16, being an
increase over last year of $438,009 43.

The gross earnings of the leased lines, in-

cluded in above amount, were $1,442,484 30,

working expenses $741,285 77, State taxes

$14,424 84, and rent $532,154 47, leaving a
net profit of $154,619 22. The President, in

his report, says :

It will be observed that there is an increase
of 103i miles in leased lines in Iowa, as com-
pared with last report. The extension com-
prises 54 miles of the Cedar Falls & Minne-
sota Railroad, and 49 miles of the. Iowa Falls
& Sioux City Railroad, making a total length

of 258J miles now worked in Iowa. The
harvest has been ample, aud we have found
profitable employment there for all the mo-
tive power and rolling stock we have been
able to spare from the line in Illinois. The
Iowa line has been worked successfully; the

great benefit resulting has been found in the

increase of traffic upon the line in Illinois

north of Mendota.
As the Southern States have become more

prosperous, our traffic with that section has
considerably increased. I recommend the

most intimate relations with the railways of

the South, and with that view shall deem the

construction of a line from Columbus to

Cairo most fortunate for this company, the

distance being 24 miles, and the line, when
built, placing us in connection by rail with

the Mobile & Ohio Railroad.

The tonnage hauled during the year was 1,-

601,972 tons, against 1,439,675 in 1868, and
the average distanse each ton was hauled

was 158.14 miles, against 157 miles in 1868.

This, owing to the decline in the value of

cereals, has been transported at a considera-

bly reduced rate per ton per mile, as com-
pared with the previous year.

Our expenditures on maintenance of way
during the year amounted to $1,314,028 86,

which includes the cost of 8,255.6 tons new
iron. The length of track relaid with new
iron was 85.35 miles, and with repaired iron

75.42 miles, of which 14.76 miles with new
iron, and 3.77 miles with repaired iron, were

in Iowa. Of the $98,820 98 charged to ac-

count Of bridging, a large amount was ex-

pended in the cost of six spans of iron bridge

over the Illinois river, replacing the same
length of wooden bridge.

The amount charged to permanent expen-

diture" was $884,776 99, of which $431,592 70
was for construction, and $441,713 for equip-

ment. Construction includes the cost of bal-

lasting with rock and gravel 52.78 miles of

track, amount, $93,313 50; bridging, $67,-

923 03; new station buildings, $73,181 43;
additional water works, 18,063 20 ; 9.24

mfles of new sidings, $125,953 73. Of the to-

tal amount charged to construction, $60,-

815 91 was expended on leased lines for new
sidings, ballasting, station buildings, etc.

The track has been improved, motive power
and rolling stock have been well maintained,

important additions having been made to

both during the year by building 7 new en-

gines and 380 cars.

The bridge across the Mississippi, between
Dunleith aud Dubuque, opened on the 1st of

January, 1869, has been used successfully,

and enabled us to transport, without inter-

ruption, a large amount of freight.

The amount paid for dividends, including

Government tax, during the year, was two
million six hundred and sixty thousand two
hundred aud forty-seven dollars and thirty-

seven cents ;
six hundred aud forty-five thou-

sand four hundred and thirty-six dollars and
ninety cents was paid for interest on Funded
Debt and Sterling Exchange, leaving a balance

of one million six hundred and ninety-one

thousand two hundred and eighty dollars and
live cents cash assets. We hold a stock of

working supplies costing seven hundred aud
twenty-six dollars and ninety-three cents ; a

fund of five hundred and nineteen thousand
and five hundred dollars set aside for the pur-

chase of Construction Bonds, and two million

five hundred and seventy-uine thousand dol-

lars of Construction Bonds in hands of Trus-

tees in anticipation of collections. It will be

observed that the net from traffic in Illinois

was more than equal to our dividend in

1869.

The Funded Debt was reduced $858,000,

and on the 1st of January amounted to $8,-

519,500, or, deducting the special fund
above referred to, leaves an even sum of $8,-

000,000.

Tbe low price of wheat, and the almost to-

tal failure of corn through the central portion

of the State, made it difficult for the farmers

to pay up in full to the Land Department.

The collections amounted to $2,551,717 70.

During the year there were surrendered to

the Trustees $1,467,000 of Construction

Bonds. Of the $3,335,774 Construction Bonds
now in hands of Trustees, $2 5,79,000 are in

advance of collections. There were 85,860

acres sold to 1,521 purchasers, for $899,-

348 71, being an average of $10.48 per acre,

and of 56 acres to each purchaser. Dp to

the close of the year, 1,356,830.51 acres of

the original grant of land had been deeded to

purchasers, and returns thereof made to the

State authorities. The amount owing to the

Company for lands sold was $4,492,351 60,

and the number of acres unsold, 457,779.17,

of which nearly 400,000 acres are located

south of tbe center of the State.

The annual meeting of the shareholders

will be held in Chicago, on Wednesday, the

25lh day of May next. The term of service

of three Directors will expire at that date.

GENERAL BALANCE SHEET.

Permanent expenditures $32,785,264 30

Int'st and divi-

dend account..$12,480,571 32

Less avails of

interest fund.. 3,652,516 21

8,828,055 11

Net cash assets.New York and
Chicago 1,691,280 05

Working stock of supplies 764,226 93

Premium paid on bonds deliv-

ered Land Department in an-

ticipation of collections 129,563 61

$44,198,380 00

Capital stock $25,278,710 00

Canceled bond scrip 18,170 00
X

Funded debt

:

Construction bonds

due April 1, 1875,

7 per cent $3,187,500

Construction bonds

due April 1, 1875,

6 per cent 332,600

Currency Redemp-
tion bonds due
April 1, 1890 2,500,000

Sterling Redemp'n
bonds due April

1, lb75 2,500,000

$8,519,500

Less Construction

Bond Fund 519,500

Bonds Delivered

Laud Departmeut$13,480,500
Less in hands of

Trustees 2,579,000

8,000,000 00

10,901,500 00

$44,198,380 00

KET CASH ASSETS.

Cash assets.New York office $1,653,990 18

Less sundry coupons 104,6^7 88

$1,549,302 30
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Cash assets Chi-

cago office $865,614 74

Less liabilities 723,636 99
141,977 75

Total amount at debit in Gen-

eral balance sheet. < $1,691,280 05

PERMANENT EXPENDITURES.

Construction §431.592 70

Equipment 441,713 00

Engineering expenses 7,905 99

Right of way «3,565 30

$884,776 99

Add amount at debit of this

account in last annual report 31,900,487 31

Total amount at debit in Gene-

ral Balance Sheet $32,785,264 30

INTEREST ACCOUNT,

Construction bond coupons,
April and October $277,495 00

Interest on redemption bonds,

J
in currency 152,910 00

Inte'st on sterling redemption
bonds 150,495 00
Premium on sterling exchange
to pay coupons in London 64,536 90

Dividends on share:

Divi'd of Feb.,

1869,5 percental, 263,580 00
Divid'd of Aug.,

1869,5 percent. 1,263,655 00

U. S. tax on
above 133,012 37

$645,436 90

2,660,247 37

$3,305,684 27

Add amount at debit of this

account in last Annual Eep't 9,174,887 05

Total amount at debit in Gene-
ral Balance Sheet $12,480,571 32

Capital stock has been increased $1,440

by the conversion of canceled bond scrip.

The working stock of supplies consist of

wood, coal,' etc., on Chicago, North and Iowa
Divisions, $64,135 78; engineering materials

and tools, $361,847 37; materials at shops,

$334,732 01; stationery, $3,511 77—total,

at debit in General Balance Sheet, $764,-

226 93.

The lands remaining unsold are located as

follows : on Main Line—between Cairo and
the Ohio and Mississippi Railroad, 272,812 52

acres; between the Ohio & Mississippi Rai -

road and Decatur, 61, 054.6i; between Deca-

tur and Dixon, 17,794.26.; between Dixon
and Dunleith, 16,533.02. On the Chicago

Branch—between the Ohio & Mississippi

Railroad and Tolono, 54,355.14; and between

Tolono and Chicago, 35,729.59—total, 457,-

779.17 acres.

During the year 7 new first class engines

were built at the Company's works, making
the number owned by them at the close of

the year 177 ; of these, 30 were employed on

passenger trains, 107 on freight, 24 on other

trains, and 16 undergoing repairs. Forty-

two engines have received general repairs, 54

thorough repairs, of which 10 have been re-

built, and 5 have been altered to burn coal,

leaving but 3 wood burners on the road.

The number of miles run by engines with

passenger trains was 1,225,430; with freight

trains, 3, 437, "72; with construction trains,

154,485; switching, 497,316—total,5,414,3u3,
an increase of 820,857 over the previous

year. Cost of repairs, $610,566 03. Cost of

repairs per mile run, 11.27 cents against

12.72 cents in 1868. The total cost per mile,

including wages, fuel, oil, waste, tallow and
cleaning, has been 25.49 cents, against 27.57

cents in 1868, 29.62 cents in 1867, and 32.67

cents in 1866—the total cost being $1,381,-

349 88, against $1,266,531 96 in 1868, and
$1,116,102 66 in 1867. The cost of oil,

waste and tallow per mile run, has been 0.73

cents; of fuel, 6.56 cents. Average miles

run to a pint oil, 14.37; to a ton of coal,

3707.
The Company have 85 passenger,l officers',

1 pay, 41 baggage, mail and express, 13

sleeping, 2.481 grain, 50 Blue Line, 320
stock, 319 flat, 1,019 coal, 2 powder, 4 der-

rick, 3 tool and 2 tank cars, and 4 large and
10 small snow plows. There have been added
to the rolling stock 4 sleeping, 2 baggage and
smokers', 224 grain and 150 flat cars. Six
passenger and 102 freight cars were rebuilt.

4,790 new wheels were used in repairs of cars

during the year. The cost of repairing pas-

senger cars lias been 4.19 cents, and of

freight cars 0.67 cents per mile run.

The total number of passengers carried was
1,399,416—an increase over the previous

year of 86,785. Number carried 1 mile, 53,-

306,016—an increase of 5,678,195. Average
number of miles traveled by each passenger,

38.09. Average fare of each passenger,

$1 50 28. Revenue per mile of road, $2,-

178 13.

Tons of freight transported, 1,601,972—an
increase of 162,297. Tons carried one mile,

253,336,118—an increase of 27,482, 7U8. Tons
carried one mile north, 131,855,431 ; do.

s mth, 121,480,687. Tons of local freight

carried one mile, 242,140,616 ; do., through

do., 11,195,502. Average distance each ton

was carried, 158.14 miles. Average revenue
per ton, $3 93,88. Revenue per mile of road,

$6,535 33.64.

The amount of expenditures in road de-

partment has been, for operation, $1,607,-

773 37, and permanent, $441,959 53 There
were used in repairs of road, 341,179 cross

ties, 591,720 lbs. spike, 21,262 chairs, 60,609
fish plates and bolts, .38, 198 bars of new iron,

45,383 bars of repaired iron, 10,921 bars of

old iron, and 1,073 bars of steel and 6teel

headed rail. The length of tract: relaid was
183 46 miles.

President, John M. Douglass; Directors,

His Excellency, John M. Palmer, Governor
of Illinois, Ex-Officio, Thomas E. Walker,
Wilson G. Hunt, Jonathan Sturges, until

May, 1870, R. Daniel Wolterbeck, Cunning-
ham Borthwick, H. H. Hunnewell, until May,
1871, Abram S. Hewitt, William Tracy, W.
H. Osboin, until May, 1872, Henry Chauncey,
George Bliss, John M. Douglass, until May,
1873; General Superintendent, Marvin
Hughitt; Treasurer, Thomas E. Walker;
Land Commissioner, John B. Calhoun.

Virginia.—The new Constitution of Vir-
ginia forbids the increase of her bonded debt,

unless for paying obligations already due.

It allows the Legislature to withdraw bonds
already issued by exchanging therefor bonds
and stock held by the State in Internal Im-
provement Companies. The Governor recom-
mends that the outstanding obligations of the
State, of every nature, be funded into a Vir-
ginia consol bond, bearing semi-annual cou-
pons at the rate of 6 per cent. These coupons
to be receivable for all State dues, and to bear
a provision to this effect on their face. The
Governor estimates the property of the State
at about $723,000,000.

Elasticity in Track and Rolling- SiiocK.

No matter how perfect the track and su-

perstructure may be, tbe more perfect the

elastic system of the rolling stock, the better it

is for both. The true secret of the success of

many of the ill-built American railways is in

the elastic character of the rolling stock ; by
this we mean the arrangement of springs for

taking up the shocks at the many uneven
points at the track, enabling it to pass curves

easily. The general character of the road-

beds in this country is far below that of the

prominent roads in Great Britaiu and on the

Continent. The larger and better roads there

approach perfection ; that is, they are smooth
and straight iu comparison with American
roads, so that engines and cars with little

elasticity and long wheel base are run with

very good results. Tbe same rolling stock

put upon American roads would pound itself

to pieces very shortly. While foreign engi-

neers have made the character of the road-

beds a matter of the first importance, the

Americans, by the bad character of theirs,

have been compelled to pay more attention

to the elastic principle of the rolling stock.

The Americans can well imitate their foreign

brethren iu the excellence of their road-beds,

and they, in return, pay as much atteniion to

the elastic principle in rolling stock. The
nearer they both approach perfection in both

respects, the longer " life " is insured to both

the track and rolling stock. A gentleman in-

forms us that he has often ridden over a
Prussian railway, in a car thirty or forty feet

in length, with hardly any springs,and though

the movement was hard and rigid, yet it was
very smooth, while the expenses of road-bei

repairs'were very small compared to those of

this country. Such a road-bed as that, with

tbe -better class of American rolling stock,

would seem to approach perfection in railway

travel, giving the maximum of comfort to the

traveler and the minimum of expense in op-

eration.

Starting with a well-drained and well-bal-

lasted road-bed, laid with a rail stiff enough
to allow no deflection between tbe sleepers or

at the joints, and add to this rolling stock,

arranged to take up the concussion from all

vertical or horizontal blows resulting either

from slight obstructions on the rail or a pos-

sible defect at the joint, or from sharp curves,

and it would seem that the combination is a3

near perfection as is possible with our present

ideas of the allowable cost of railway con-

struction. The devices for securing the requi-

site elasticity in the track are many. In the

first place, we rely upon the ballast and the

wooden cross-tie; then again chairs are packed
with wood or rubber, or some other material

more or less elastic. All these are very im-

portant, slight as they may seem to the unin-

formed. Then, in the rolling stock, there are

many devices for taking up the sidewise or

lateral mo'ion at high speed; then in passing

curves we have Fairlie's device, enabling

engines of long wheel-base to pass curves of

very sharp radii, and Bissell's and Hudson's
arrangement for the same object—both of

great value; then for tenders, we have Bis-

sell's device, allowing entire flexibility be-

tween the back and forward trucks, so that

all abrasion or crowding of the wheels agaitiFt

the rails is prevented, even in the sharpest

curves, giving longer "life" to wheels and
axles, and much greater ease in carrying the

load. Griggs' elastic wheel, for both locomo-

tives and cars, is another very important im-

provement, saving the wear of wheels, tyres,

and every other part of the rolling stock. The
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wellkuown swing-beam device in long pas

senger cars is another standard improvement

of great practical value, so far as comfort or

economy is concerned. So far as we can ap-

ply elasticity and flexibility without destroying

the requisite steadiness of movement, we are

proceeding in the right direction, saving at

the same time the road-bed, superstructure

and rolling stock, and are, in fact, obeying the

true mechanical and natural law.

—

American

Railway Times.

Virginia.

The recent message of Governor Walker to

the Legislature, delivered after the final ad-
mission of the State by Congress, is invested
with peculiar interest. The Governor leaves

politics alone, and deals almost entirely with
the affairs which properly come within the

domain of State Legislation. The exhibit of
the debt and resources-of the State, January
1, 1870, exhibit the following results:

DEBT.

Old funded debt $32,779,262 94
New funded debt, and to be

funded 7,884,973 56
Interest due and unpaid on
new funded debt.....' 1,611,335 17

Interest due and unpaid on old

funded debt 3,384,776 33
James River and Kanawha

bonds 212,430 00

Total $45,872,778 00

As an offset to this debt, there is a large

amount of securities returned as assets in

the shape of bonds and investments in vari-

ous canal, railroad and turnpike companies,
amounting to an aggregate of $43,702,359.
Of these, the Governor regards only $2,612,-

766 as perfectly safe. A further total of $10,-

048,267 he regards as available in a few
years. The balance, amounting to $31,041,-

326 he looks upon as lost to the State, al-

though increasing the taxable value of pro-

perly. The annual interest on the State debt
is $2,760,000, and the Governor thinks that

its payment can be commanded on July 1,

1871. The expenses of the State, inclusive

of interest, for the fiscal year, ending Sept.

30, 18li9, when the State was under military

government, was $700,000. Next year he
estimates that the expenses will be only $550,-

000. The sum required to be raised for the

current fiscal year for State expenses and
payment of interest, is estimated at $3,664,-

255. It is proposed to raise this money by a
tax of 40 cents on each $100 worth of pro-

perty, estimated as likely to yield $2,892,464.

The balance, $471,793, is proposed to be
raised by licenses, taxes, etc. The total ac-

tual value of real and personal property in

the commonwealth is estimated at $723,115,-

589. The Governor gives some practical

suggestions for the reorganization of the

State debt and the payment of the interest.

Altogether, the Message is calculated to in-

spire confidence in the ability of the State to

pay all its obligations.

The main elements of the future prosperity

of Virginia may be regarded as white immi-
gration and internal improvements. C*f the

first, as we have stated, the indications are
hopeful. In relation to railroad develop-

ments, the most important is the plan for the

completion of the Chesapeake and Ohio Rail-

road ; 227 miles are now in operation, leav-

ing only 200 miles, now partially constructed,

to complete the line between Richmond, at a
point 150 miles above Cincinnati. The road,
when completed, will connect with the great
railroad arteries of the South and West, and
will open the rich mineral and agricultural
resources of Virginia to commerce.
The James River and Kanawha Canal may

be regarded as more important to Virginia
and the entire country than any other enter-

prise now before the public. It is designed
to establish an entirely new water route from
the Mississippi to the Atlantic Ocean at

Norfolk. The water line proper commences
at the head of navigation on the Ohio river,

at the mouth of the Kanawha. By deepen-
ing the Kanawha and lireenbrier rivers, a to-

tal of 208 miles of additional river naviga-
tion may be gained. The canal proper then
commences, and runs for a distance of 275
miles, across the Alleghany mountains to the

bead of tide water on the James river. The
aggregate distance from the Ohio to Norfolk
is 611 miles. The canal proper is to be 70
feet wide at the surface,' sloping down to 52
feet at the bottom, with 7 feet depth of water
and a capacity for boats of 280 tons. This
will give a capacity one-sixth larger than the

enlarged Erie canal. This canal offers a
a through route connecting the Atlantic sea-

board with the entire system of Southern and
Western navigation, and offers immense ad-

vantages to the Eastern States and the South
and South-west. It is eminently national,and
its completion is only a question of time. It

was a favorite project of the statesmen of the

times of Washington and Jefferson, and, af-

ter many delays,seems likely to be constructed

at no distant period.

New Freight Cars.—We have lately ex-

amined a new freight car, constructed by the

Mobile and Ohio Railroad Company, at

Whistler, from plans made by and under the

immediate direction of the Chief Engineer
and General Superintendent. This car is ihe

first one of three hundred which the company
are building for the St. Louis business, to run
through from Mobile to St. Louis without

breaking bulk. It possesses some new and
interesting features, which are best described

by an intelligent and experienced superin-

tendent of another road as " entirely remov-
ing all danger from the falling of brakes and
swinging beams, the pulling out of draw-
heads, and the breaking of bunters." It is

said that cars upon this plan can be kept in

order at thirty per cent, less cost than those
constructed upon the usual plans, besides en-

tire immunity from accidents of the kind re-

ferred to. We understand that it is the inten-

tion of the company to load this car with
coffee of direct importation, and send it,

through to St. Louis' as soon as the inclined

planes and steamer for transferring cars are
finished.

The Brooks Insulator.

David Brooks has issued a circular pamph-
let in reference to his patent Parilhne Insu-

lator. This circular contains about forty cer-

tificates. Some are from the highest authori-

ties in this countryand in Europe. Professor

Morse, in his late report to Congress, speaks

of this invention in the highest terms.

Besides certificates, the pamphlet contains

an interesting article on the subject of insu-

lation. The American certificates are from
railroad companies yrho have adopted this

insulator with great success.

But the greatest proof of its worth is the

guarantee of the inventor. This guarantee
is to exceed the ordinary glass insulator, in
wet weather, one hundred times, which is

equivalent to exceeding the English standard
of a meghom per mile fifty times; and he
agrees to maintain for any length of time
this immense difference, at a compensation
of two dollars per mile per annum, for one
wire, and three dollars per mile for two
wires.

Although the first cost of this insulator is

about twice that of the ordinary insulator,

the subsequent cost of maintenance makes
the Paraffine Insulator much the cheaper,
not taking into account the vast difference in
results obtained.

—

Telegrapher, March 5th,

The insulators most in use by the tefegraph

companies in this country, are the common
glass. Twenty years since, this style of insu-

lator wa3 generally used in Europe ; but

porcelain was substituted to so great an ad-

vantage that in five years, say fifteen years

ago, there was scarcely a glass insulator in

use, and European telegraphers now look

upon the era of glass insulators as among the

dark ages of the telegraph. Porcelain, though

inferior to the Brooks, is vastly superior to

glass. The only reason why glass has been

so much used by telegraph companies, is on

account of its cheapness—or rather less first

cost.

If telegraph companies had been organized

for the simple purpose of doing a legitimate

telegraph business, glass insulators would not

at this day be used; but a different object

was in view, and that object—speculation.

The money subscribed to build- lines went

into the pockets of the originators of these

schemes, except a very small portion, and

this portion was expended for the cheapest of

material. If the money subscribed had been

honestly applied, telegraph stocks would have

proved a better investment.

The Western Union Telegraph lines were

an aggregate of these flimsy and ephemeral

structures, but they are now being rebuilt in

a very substantial manner, and this im-

proved insulator used with great success.

The same can be said of the railroad com-

panies using this insulator. Their wires are

put up for the purpose of telegraphing, and

not as a speculation.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I Ilustniteil Descriptions of Rnilroad Inventions.
Railroad Engineering and Mechanics.
Record of the Progress of Railroads.
Railroad Reports and Statistics.

General Railroad News.
Railroad Electiousand Appointments.
Twenty-four large quarto pages, published every Satur-

day on and after April 2, 1S7U.

Every Ra'lroad Man, and every man interested in Rail-
roads, should have it. Terms, §3 Uu a year, in advance.

AddreBS

A. N. KELLOGG, Publisher,
1U1 Wasuinutun St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-

green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.

Agents wanted.
25 Sorts of either for SI. 00; prepaid by mail. Also

Small Frnita, Plants, Bulbs, all the new potatoes, &c ,

prepaid by mail 4 lbs. Early Rose Potato, prepaid,

for 81 00. Oonover's Colossal Asparagus. $3 per iOu ;

825 per 1000, prepaid. New hardy fragrant everblooramg

Japan Honeysuckle, 50 cts. each, prepaid. True Cape Cod

Cranberry, lor upland or lowland culture. 81.00 per lull,

prepaid, with directions. Pr'ced Catalogue to any address,

gratis; also trade list. Seeds on Commission.

B. M. WATSON, Old Colony Nurseries and Seed Ware-

house. Plymouth, Mass. Established in 18*2.

6-1-70, 17.

A Clergyman, while residing in Scuth America as a

missionary, discovered a safe and simple remedy for the

cure of Nervous Weakness, Early Decay, Diseases of the

Urinary and Seminal Organs, nod the whole train of dis-

orders brought on by baneful and vicious habits. Great

numbers have been cured by this noble remedy. Prompted
by a desire to benefit the afflicted and unfortunate, I will

send the recipe f jt preparing and using this medicine, in a

sealed envelope, to any one who needs it, Free of Charge.

Address,

JOSEPH T. IJT5EAN,
Station D, Bible House,

7-10-9, 13. NEW YORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Ruilders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

SFRING-S,
Made at his shops in Philadelphia. Employing only the
mnst experienced workmen and destmateeul, he pledges
himself fci furnish a Spring of the greatest elasticity, and
ne which shall beuaiforinly reliable in its carrying weight

All Springs tested to double their nauaj
load.

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N
Shops—Seventeenth and Coatcs St. FHiL.

John A. Griswold & Co.
TROY, N. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer. Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND _

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Haifa, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

-g^DWIN J. MOKBTEK,

Successor to

McDANEI & HOBKER,

f-^M

Locomotive and Railroad

CAR SPRING MANUFACTURER'
Wilmington, Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati. O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi*
_ neer's office at Charleston, W. Va , until 12 M. March

], 1P70, for the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OK BRIDGES on the Chesapeake and
Ohio Railroad between the Falls of Kanawha and the Ohio
River, including THREE MILLION S CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Richmond, Va., until

12 M. March 10. lt7U, for several heavy sections east of the

Falls of Kanawha, including the unfinished work near
Millboro'. and that eight miles east of the White Sulphur
Springs the Great Bend tunnel. 6,-10(1 feet ; Lewis, tunnel,
3,8l)0f eet ; five other tunnels from 50(1 to 1,700 feet lonsj

;

several sections in rock cutting; and about 70.00U cubic
yards of masonry.

Profiles and specifications can be found at the office of

the company) 54 William street, New York, on and after

February J; at Richmond, Va., and at Charleston, W. Va.,

on and after January 15, 1*70. The company reserves the

right to rejectany or all the bids offered,and to make private
contracts for ihe work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomb. Chief
Engineer, Richmond, Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia.

C. P.HUNTINGTON,
27-1-70. 4. President.

GRAND SCENERY!
^QUICKEST ROUTER
BB Miles in Distance Saved.

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPHIA,

NEW YOBK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASH INGTON

NO CHANGE OF CARS
From Cincinnati "Ra 1"H rv» /-\T»Q and ,,ut 0N '3

or Columbus to CJO,!. Hi-llUl t! CHANGE
l*hilad?lp)iia and Reiv Yorli.

Askfor TICKETS and R a Itlmnrp fu O'lin R RBAGGAGb. CHECKS T iaDaiIIIT]CTe 06 UlllO H, II

J. L.WILSON. Master of Transportation.
L. M. COLK, General Ticket Agent.
G. B. QIIISON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to . 1st. Lovis Without
Change of tars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jsfferson City, and all pointB on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

10:55 P.M.
ens k. M.
8:30 i\ M.
6:00 A. M.

TRAMS RUSf AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15 A. M.

Osgood Accommodation 3:10 P. M.
Through Western Express 6:10 P. M.
Night Express 10:20 P.M.

The 5:10 P. M. train runs daily. Trains run by Vin-
cennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin. O.
C. E. FOLLET, Gen'l Tick't Ag't, S;. Louis, Mo.

rail lilaFTiis
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tiro & Machine Co.
Manufacturing Agents,

Wilmington, Delaware, or
CHAS. BOCKUS <fc CO, Boston, BIas«.

2-12-9, 5SJ

BUSH & LOBDELL,
Chilled Railroad Car Wheel, Tyro

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
FOB.

Railroad Cars
anal

Locomotive Engines.

ORDERS executed promptly to any extent for these
celebrated Wheels, either single or double plates

with or without axles.

WHEELS PITTED
Hammered or Rolled Axles, in the beet mann?rand

1 the shortest notice, and on iLt mostreasonable
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ERIK B.&E2aWAY.
u MILES under

One Management.

UiLES without

Change of Coaches.

BROAD GAUGE, DOUBLETKACK ROUTE

MEW YObST BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
JPliilacIelpliia, Baltinxore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles
EOCHESTER to NEW YORK, - 885 Miles

22 to 27 MILESthe'sHORTER ROUTL.

TWO EXPRESS TRAINS ©All/ff
leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, 0., time,

which is 7 minutes fasler than Cin'ti time.

7.C0 A. 3YL, CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.
M.J Urbana, 10.29 A.' M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M.; West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M. ; Ranvenna,
5.05P.M.; Meadville, 7.55P.M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine) ; New York, 4.10 P.

61. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPEESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana.,

126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8.20 A. M.;
Meadville, 11.16 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad GnuL'e. arranged for both Day and Nijht Travel,

are attached to this traia at Cincinnati and run through to

New York, forming the Only JSjiue running through

860 Miles without Change.

Boston and Jfew linfrlaml Passengers,
with Iheir Bajrgafe'e. are t ranslerred t'K£E
OF CHAKGE in Sew York.

J^T
3 The Erie Railway Company has opened a new

Ferry from their Jersey City Depo to the fool of Twenty-
third Street. New York, thus enabling passengers to reach

he upper portion of the city without the expense and an-

noyance of a street car or omnibus transfer.

TT~p The scenery along the entire route of the Erie

Kailway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will find in its ever changing landscapes sub
jects of continual admiration and interest

Baggage ChecU'd Tin-ought
And Fare alvjayi as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 1)5 Vine St., 4 liurnet

Jlouse, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
South-west. W9I.R.BAKR,

TIT] B. SHATTUC, Qen'l Pass'r Ag'U
fieneral Southern Agent.

Best Route to St. Louis and CSicago

CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

ST. LOW IB,

C HIC A.GrO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

JO^Tne 7 -35 -4 - M - train runs daily.

ON AND AFTER SUNDAY, DEC. 5TFT, 1869, TRAINS
"WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am 12.40 am
St Louis and Springfield Express..'. 2.40 pm 7 35 am
:: St. Louis and Springfield Express. 1H.2U pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation 4.30 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA "WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm g.3u pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTiekets can be obtained atthe Burnet House
Ofijce, coiner ot Third and Vine ; River Office, corner of

WalnutStreetand River; and at Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. &l C. Railroad is about a mile neaiertl.e businesscenter

of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hctels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
A- E . CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati^ follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway).. 7:110 A. M. 6:30 P. M-
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A.M. 10:25 P. M-
do do do 6:30P,M. 7:00A.M.

Lima. Fort Wayne &. Chicago.... 7:15 A.M. 10:35 P. M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ... B:30P. M. 7:30A.M.

Sandusky, Cleveland & Buffalo... 7: 15 A. M. 5:40 P. M.
Si-rin-field Accommodstion 2:30 P. M. 10:20 A. M.
Sandusky, Cleveland & Buffalo,. 6:30 P M. 10:2,0 A. 11.

MuncieA Indianapolis 7:15 -A.M. 10:25 P.M.
do do 5:00 P.M. 1:211 P.M.

Ilaniilton, Eaton & Richmond... 7:15 A. M. 10:25 P. M.
do do do. ... 5:110 P. M. 10:20 A. M.

Hamilton Accommodation 9:30 A.M. 8:1)5 A. M.

do do 6:50A.M.

Trains run SEVEN MINUTES TASTER than Cincic-
jatitime.

For allinformationand throughtickets, please apply at

trieold office, south-east cornel of Broadway and Front; Bur-

net House Office, corner Vine and Baker ctreets. and at the

respective depots. East Front and West Sixth streets.

B. Mi'LAREN, Qen'l Superintendent.

SAM'L STKPHBKSON.Gen'lTick'tAg't.
Omnibuses call for passen'-ers

The Old And Reliable Route*

Through to Pittsburg without Change-

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cuiitinue to trans-

port produce and merchandise between Cincinnati and
Piltshusg, Philadelphia, Baltimcre t New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.
For Hates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,

No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[fittsburgh, Pa.

LOUISVILLE & GIICIMATI

SHCBT-LIIE RAILROAD
o

37x330.0 only 3 3a.o-ea.x-s

Fare Only $31.50—Transfer from Hotel or
KesiUence to I*epoll, in Covington, Free.

mHE SHORTEST ALL-RAIL ROUTE TO
JL Louisville, Nashville, Memphis, New
OrleatiB, and all points South.

Trains leave Cincinnati as follows :

LEAVE. AERTVE.
Morning Mail 7,35 A. 31. 2, 3<ip. M.
Evening Express.......... 7,15 P. M. 3,45 P. >!.
Night Express 11,15 P. M. 5,00 A. M.
Walton Accommodation 4,iOP.M. 9,35 A.M.
The 7:35 A. M. train runs daily.

Th* Low Fare Season and Commutation Tickets, good on
the Walton Accommodation , otier preat inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
furtherinformation as to routes, low fare. &c, please apply
at No 1 Burnet House, or Depot, Covington, Ky.

SAM'L GILL, Gen 1

! Sup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Fassenger and Freight Depot in New York, foot of Lib-
erty st., connects at Humpton Junction with the Dela-
ware, Lackawauna. and Western Railroad, and at Easion
with the Lehigh Valley Railroad,, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York ae

follows :

6:55 a. in.—For Easton. Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City,Tu&khannock,
&c.
7:15 a. m.—For Somerville.
S:SOa UK.—For Flemington, Junction, Stroudsburg,

Water Gap, Scranton, Kingston, Pittston, Great Bend,,&c.
12 m.—For Flemington, Easton, Allentown, Mauch

Chunk, Wiikesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Poitsville, Scranton, Harrisburg. &c.
3:30 p. in.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 j>. in.—For Somerville.

5:25 p. in.- For Somerville and Flemington.
O p. in.— For Easton and intermediate stations.

7 p. in.—For Soiuerville.

7:20 p. m.-EMiGKiST-Stopping only at the princi
pal stations.

9:00 j>. in.— For Plainfield.

11:50 J), in.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a.m.

—

Western Express, daily, (except Sundays,
1

)

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrishurg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water G-p, Scranton, &c. Connects at Philhpsburg for
Mauch Chunk, Wiikesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem, Allentown, ReadiDg, Harris-
burg, Piitshurg, Chicago, aud Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
AUentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&.C.

Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8:15., 8:30, 9., 9:20, lu:30, 11 MO a. in.—12 m , l:iO, 2:t0
3:U0,3:3(>, '3:45, 4:15, 4 30,4:45,5:1(1,5:25,5:45,0:00,6:25,

7:H),7:2 ,7:40,5:10, 0:00,9:40. 10:45.11:50 p.m.
Tickets for the West can be obiained at the office of the

Central Railroad of New Jersey, Toot of Liberty st., N. Y.;

atNo. 1 Astor House; Nos. 254, 271. 520 Broadway;at
No. 10 Greenwich St., and at the principal hotels.

It. E. RICKEK, Superintendent*

H. P.Baldwin, Gen Pass. AgU
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Tbe Northern Pacific Railroad.

The Northern Pacific Railroad Company

is an applicant to Congress, not for any

money subsidy, but for the amount of lands it

ought reasonably and properly to have. We
are informed that this is the state of fact

:

" THE NORTHERN PACIFIC RAILROAD BILL,

about which there is so much talk in the Sen-

ale, has for its object three things, viz: to

make a land grant for the branch line from

Portland, Oregon, to Puget Sound, which now
has nothing but the right of way ; to author-

ize the company to mortgage its whole line

and all its lands, and to give it more land than

it can now get under the existing laws. The
chief debate is on the provision last named.
The original act of six years ago gives the

company the odd sections of land within ten

miles on each side the line in Wisconsin,

Minnesota, and Oregon, and within twenty

miles on each side in all the Territories.

Since it was passed, settlers have taken up
some land in the States, and the company
now asks to have the original grant made
good by an extension of ten miles on each

a de the line of tbe limit within which it may
make selections

"

We do not see why there should be a de.

bate on that question, for tbe country has set-

tled long since, that railroads going through

public lands should have land grants. The

only debate has been, whether the Pacific

roads should have money subsidies. After

the immense money subsidy to the Union Pa-

cific, the politicians seem to have arrived at

a sudden exhibition of virtue. What was a

very good and wise thing in the Union Pa-

cific, has suddenly become a very bad thing

in other roads similarly situated. But, granl-

ing that there is virtue in refusing money

subsidies, we can see none in refusing a

grant of land, which has been conceded to

all roads in the public territories; and, es-

pecially, if the Northern Pacific—for want of

money which the Union reseived—has lost

time, and by that means lost lands which were

once granted, it is no more than common
justice that an equal amount shall be re-

stored.

We believe, as we have expressed it hereto-

fore in the Rkcord, that the time is not dis-

tant, when the Northern Pacific will be the

most important outlet to the Pacific and the

Asiatic trade. It can not be forgotten, that

the more northern the road the narrower is

the area to be crossed, and the better portion

of China to be reached. Nor, is it an unim-

portant consideration, that in the Northern

Pacific there are no barren plains to be cross-

ed until we reach the mountain ranges.

Take a map, and let us examine together

the character of the countries to be crossed.

Omaha is considered the starting point of the

Union Pacific. Now take a point due north,

where the Northern Pacific is supposed to

cross the same line of longitude, we find it to

be Breckinridge on tbe Red River of the

North, and something more than 300 miles

north of Omaha. Now, passing west from

Omaha—except in the Valley of the Platte

—

we pass over barren plains, and at 300 miles,

begin to lose all good lands, but very narrow

strips, and are soon in the mountains, and

thence, for a thousand miles, there is a com-

paratively barren and unproductive country.

This is the great difficulty of the Union Pa-

cific, and notwithstanding that road has an

immense grant of lands, but a very small part

of them can be made available.

Now, compare this with the Northern Pa-

cific. It is 250 miles from the Red River to

the Missouri, at the Mondan- villages. It is

200 miles more to the forks of the Yellow

Stone in Montana It is 300 miles mire to

the source of the Missouri, at the base of the

mountains. There are, at least, 750 miles, in

which the Northern Pacific passes through a

fertile country, rich in resources, and for the

greater part traversed by navigable waters.

Here is the first great advantage, and it is a

very great one, which the Northern Pacific

will certainly have. For 800 miles, from the

crossing of Red River to Virginia City, there

will probably be a deqse population. The

whole road on this route will be lined with

towns and cities, and surrounded by a fine

agricultural country, self-supporting, and pro-

ductive. In 2u0 miles more, it will have

passed the mountains, and in 600 miles from

the source of the Missouri, will have reached

Puget's Sound, and disembogue itself on the

tide waters of the Pacific. Not more than

1,400, at most 1,500 miles from the longitude

of Omaha, and the Northern Pacific reaches

the ocean. In any event, it will be shorter

than the Union Pacific. It will pass through

a vastly more productive country, and if all

accounts are correct, it will be even less lia-

ble to be obstructed by snows.

We see then, that the Northern Pacific has

perse inuijh the greatest advantages. It will

be a century before any large population can

live on the main line of the Union Pacific
;

while the whole country from Minnesota to

the Rocky Mountains, on the Northern Pa-

cific will become populous and rich, as rapid-

ly as did Michigan and Wisconsin.

Let us now look out on the Pacific, and we

find that from Puget's Sound we pass over to

Northern Japan and Northern China on a

much shorter route than can be done from

San Francisco. In fine, we perceive at once

the great (act, that the Northern Pacific must

be both much shorter and a much better route

between the Atlantic and Asia, than the

Union Pacific can possibly be. Hence we

conclude, that it is the duty of Government

to aid the Northern Pacific in every way

witbin its power. If it has lost lauds by

delay, there ought not to be a moment's hesi-

tation in making up that loss. That whole

region will be valuable, and only from this

fact will it be possible to make the road with

the lands.

Congress ought, immediately, to grant what-

ever amount of lands was originally agreed

upon, and if any of them have been forfeited

by actual settlers taking possession, should

be replaced by others. In. this way, we muy

hope to see the Northern Pacific made. When

made, we undertake to say, that no public

work made in this country ever developed the

settlement and resources of the country as

this work will.

The people of the north of Europe, Nor-

wegians, Swedes and Danes are coming to this

country now in great numbers, and they pre-

fer the northern rim of the United States-

fhey settle in Wisconsin and Minnesota, and

are going on to Dacotah. ' For 800 miles, as

we have shown, they will find good lands and

a well watered country, healthy and produc-

tive. But this is not all, north of the Pa-

cific, where no railroad is, and where none is

likely to be for a long time to come, is an

immense tract of country, to which this road

would furnish the only accessible route. This

is the Valley of the Red River, and the valley

beyond of the Saskatchewan. This is an

immense country if all accounts are true—

a

good country. The Northern Pacific will

have a branch down the Valley of Red River,

which, being continued would reach that

whole country. Thus the Northern Pacific

would first cause the settlement of Dacotah,

Montana, and the Valley of the Red River,

and then draw from them their whole traffic

over its own line. Leaving out of view the

immense subsidy (now amounting to about

$70,000,000), the piospects of great profit

and success to the Northern Pacific, are

greater than they wtre for the Union Pacific.
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The Iron Manufacture in Ohio*

General Garfield, in a late speech in Con-

gress, said there were nineteen furnaces in

his district. He might have added that ten

years ago there were but six, and that they

were only half the capacity ef what they are

now. These furnaces are near Youngstown,

on the borders of Mahoning and Trumbull

counties. General Garfield also said that,

in obedience to the interests of his constitu-

ents, he should vote for a tariff on iron; but

intimated that the protective tariff had better

i e reduced, because the Democrats were free

t-aders and were going to swoop down upon

is. It turned out there were only two free

traders in the House (Democrats), Cox and

Mungen. This is rather a small body to at-

tack the protective tariff; but small as it is,

we doubt whether a half dozen more can be

found in the House. Garfield does very well

to go for the interests of his constituents,

but we can not think it very well for a man
as well read and enlightened as he is, to at-

tack the protective tariff at this time of day.

No man who has read Welles' and Hewitt's

Reports, and had access to statistical docu"

ments, can fail to know that the cost of labor

in Europe is less than half what it is here;

and that, therefore, the protective tariff is

not so much a protection to the manufacturer

as to the laborer. Unless Garfield wishes to

reduce the American laborer to the same
condition with the half-fed laborer ot Eu-

rope, or the other alternative of having the

factories broken up, he is not doing well

—

for he is not supporting American labor, or

supporting American manufactures; but we

lit this pass, and proceed to Qhio iron.

The manufacture of iron in Southern

Ohio, though not increased in the same

ratio with that of the Youngstown region,

has, nevertheless, increased very decidedly,

and Ohio makes four times as much iron

now as she did ten years ago. The pig iron

now made in Ohio amounts to 250,000 tons;

but this is only a small part of what may be

made. We anticipate that the manufacture

of pig iron in Ohio will, in a few years,

amount to a isillion of tons. The manufac:

ture of pig iron now brings ten millions of

dollars to the State, and the secondary manu-

ficture of iron amounts to twenty millions.

We suppose that the iron manufacture in

Ohio must soon come to an hundred millions

per annum. This shows an interest of im-

mense value, and rapidly increasing.

The recent increase of the iron production

is due principally to two causes First, the

discovery and use of the Brier Hill coal near

Youngstown ; and second, improved modes of

manufacture. The Brier Hill coal is not

very uncommon, but it is found only in

special localities. It is the open, or furnace

burning, coal, which is, therefore, specially

adopted to making iron. Brier Hill is on the

border of Mahoning and Trumbull counties,

and there coal is abundant; but fortunately for

the iron manufactures, that is by no means

the only locality. There is a great deposit

of this coal in the Hocking Valley. Pro-

fessor Andrews, one of the Geological Corps,

says that this kind of coal may be found on

six hundred square miles in the Hocking

Valley. There is little reason to doubt that

this coal is equal to any bituminous coal

whatever, and that the Hocking Valley is to

be the great center of primary manufactures

in Ohio. Nelsonville and Straitsville are

both in this region. Great and wealthy

companies have been formed to mine coal

and manufacture in that section, and it only

requires a little time and organization to de-

velop a vast industry.

Another great cause of increased iron pro-

duction, is the greatly improved mode of

manufactures. A part of this improvement

consists in increasing both the diameter and

hight of the furnace, by which they make a

great deal more iron out of the same quanti-

ty of ore. Simple as the improvement-is it

has not been introduced by half the furnace

men of the State. Yet they must all intro-

duce it, or the old furnaces will be undersold

and be obliged to stop.

The Cleveland District (Scotland) makes

iron cheaper than any other place in the

world, and there they carry the stack up from

one to two hundred feet, and there one ton of

coke makes a ton of iron, while our furnaces

require three tons. We [must come to the

economy and science of making iron, or we

shall not he able to compete with those who

do work economically and scientifically.

But, in addition to the improvements in

making pig iron, there are immense improve-

ments in making bar iron and steel. In ma-

king bar iron, the great improvement is in

the Ellershausen process. It ia thus de-

scribed :

" The Ellershausen process may be ex-

plained in very few words. We have seen
that pig iron consists of pure metallic iron

with four to five per cent, of carhon, while the

richer iron ores consist mainly of iron and
oxygen. Ellershausen's theory, was that iron

ore could be mingled with cast iron in such a
way, that the oxygen of the ore would unite

with the carbon of the pig metal, and passing
off as carbonic acid, leave the iron of both
elements in the combination, in the metallic

state. The experiment was first tried by
drawing a ladle of molten iron from the

furnace and stirring into it a quantity of

iron ore. The change anticipated began at

once, and the iron assumed a pasty condi

tion which rendered it imp.ossib.le to stir it

with a bar. Substituting a wooden rod, the

materials were mingled and were made to

form a ball similar to that collected in the

puddling furnace by the rabble. This ball

heated, squeezed and rolled, was found to

furnish a fair article of bar iron. Subse
quently there was substituted for the ladle a

wheel eighteen feet in diameter, bearing on

its margin a series of boxes. This wheel

wan made to revolve beneath a stream of mol-

ten iron and pulverized ore that crossed each

other at right angles. By the rotation of the

wheel the boxes were gradually filled with

layers of iron mixed with ore. When each
contained a sufficient quantity, the sides were
removed and the blooms transferred to the

puddling furnaces, these reheated until the

slag they contain were ejected.

In the Record we have formerly deseribed-

the manufacture of steel, by the Bessemer

process. But the following is a very clear

account by Dr. Newberry:

THE BESSEMER PROCESS.

" Perhaps the best illustration of the pro

gressive character of the iron manufacture
is furnished by recent improvements iu the

manufacture of steel You will remember
that steel is iron with one per cent, of carbon ;

or cast iron from which three-fourths of the

carbon have been removed. Fifteen years

ago, all our steel was made by what is called

the 'Cementation process;' so well known
that I need not describe it. About this time

Mr. Bessemer, an English iron-master, con-

ceived the plan of forcing common air into

melted pig iron, and thus, by bringing its

oxygen in contact with the carbon, to induce

the formation of carbonic acid, eliminate the

carbon and produce malleable iron; or, by
arresting the process at a certain point, to

leave the fluid metal in the condition of cast

steel. Upon trial the injection of even cold

air into molten iron, instead of chilling it as

many predicted, produced active ignition and
intense heat. This was the germ of the fa-

mous Bessemer process for the manufacture

of steel; a process by which fully one-half

the steel now made is produced, and by which,

as has been stated, the cost of steel has been
reduced at least one-half. Many .years elaps-

ed before Mr. Bessemer succeeded in over-

coming all the mechanical difficulties which
stood in his way, and in silencing the opposi-

tion which the conservatism of the iron manu-
facture offered. Now the process may be
said to be not only a success but a triumph

;

and its author deserves to be regarded as one
of the greatest benefactors of the human
race. For the production of steel, which was
his aim, Mr. Bessemer proposed to arrest the

combustion of the carbon in the iron, so as

to leave about one per cent, unconsumed.
This point was found difficult to hit, and he

ultimately adopted the method of adding, af-

ter the process was complete, the requisite

quantity of carbon in the form of spiegeleisen

a highly carbonized cast iron. This ia the

course generally adopted."

City Debts in tbe United States.

Boston $18,950,500

Brooklyn 14,139,419

Buffalo 850.5(10

Baltimore 24.947,935

Cleveland 1,581,100

Chicago 11,000,000

Cincinnati 5,010,000

Detroit 3,272,195

Louisville 4,952,199

Memphis 3,023,792

New York City 35,000,0110

New Orleans 10.740,850

Philadelphia 36,737,735

Pittsburg 3.160,000

San Francisco 4,709,100

St. Louis 12,642,000

The Directors of the Jefferson Railway

Companv have subscribed $100,000 to the St"

Louis Air Line.
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Cincinnati, Hamilton A- Dayton Railroad
Company*

President's Office, 1

Cincinnati, April 5, 1870. j

To the Stockholders ;

It has recently come to the knowledge of

the undersigned that a concerted movement
is making on the part of certain stockholders

of the Cincinnati, Hamilton & Dayton Rail-

road Company to control the choice of Di-

rectors at the ensuing election, for the pur-

pose of effecting a change in its manage
ment. It is impossible, of course, for me to

know, in^ detail, the charges and specifica-

tions which are represented by those actively

engaged in this movement, as the grounds on
which they justify the contemplated change.

But, after serving the company as President

for more than twenty years with fidelity, and,

as I believe, with success to the stockholders,

it is impossible for me to permit the stock-

holders to be arrayed against me without a

statement of my connections with the road,

in vindication of its management.
In doing so you will allow me to refer to a

lew facts in connection with my management
of the affairs of the road.

On the 4th of July, 1848, I was elected

President by the unanimous choice of the Di-

rectors, many of whom have gone to their

graves, honored and lamented by all who
knew their worth. The business of raising

the means, obtaining the right of way, con-

structing and managing a railroad was then

new to me, as it was to our board at that

early period in the history of such enterprises

;

and I assumed the duties with much hesita-

tion and many misgivings. A strong desire

to accomplish some good for a city in which I

had been prospered, induced mo to assume
the heavy labor of the enterprise. That final

success would attend the effort of building a

railroad through the rich valley of the Great
Miami, I felt assured ; but I had no concep-
tion of the years of toil and anxiety that it

would be necessary to go through before it

was accomplished.
Millions of the money contributed to the

enterprise was invested at my personal solici-

tation, and on my assurance given that I

would, so long as health and life lasted, pro-

tect the interest until its final success. Most
of those who originally subscribed for the

Btoek still hold the same. Those who have
died have left large amounts in trust for their

heirs, among whom are many widows and or-

phans dependent for their incomes, in part or

in whole, upon the dividends to be derived

from your road.

Whether the just expectations of my
friends who have given me their continued

confidence for so many years have been real-

ized, may be best answered by stating a tew

facts:

Notwithstanding that in the course of twen-
ty years many mistakes may have been made,
incident to a business but little understood,
because of its comparatively recent origin,

still the financial credit of the company has
never been shaken. It has never failed to

meet promptly all its obligations, large or

small. It has never asked for or received any
aid from either counties, townships or cities.

There have been several periods in the

history of the company when a large floating

debt, created for the purpose of providing fa-

cilities for a growing business, and to secure
that from connecting roads, has been carried
upon the individual responsibility of the

President and Directors.

The total amount subscribed in aid of the

building of the Dayton & Michigan, the

Springfield & Columbus, the Eaton & Hamil-
ton, Richmond & Miami and Junction Indian-

apolis roads, connecting with ours at differ-

ent points, has been $834,500; and although
that amount has long since been carried to

profit and los9 account, the amount of profit

on the business received from these roads has

been tenfold that of the investment, and will

continue to be a source from which will come
large amounts of tariff, and fully demon-
strates the action of the company to have
been judicious.

In the whole history of the road I can name
but one which many consider an injudicious

investment; and that was made in order to

secure permanently the business and good
will of our then most important railroad con-
nection, which it retains to this day, I allude

to the sum of $116,308 invested in boats on
Lake Erie, before there were any through
rail connections between the East and West,
at the earnest solicitation of the Cincinnati,

Sandusky & Cleveland Company, formerly

the Mad River & Lake Erie.

I am aware that many think our invest-

ment in providing the facilities for the busi-

ness of the Atlantic & Great Western and
Erie Railroad has proved unfortunate. Such
is not the case. The new business, local as

well as through, derived from this source, has
paid the company a satisfactory return for its

investment, and we see no reason why it

should not continue to do so. It was a ne-

cessity at the time, for, had the expenditure
not then been made, we should most certainly

have had a most powerful competition in our
Valley. This company would not have con-

sented, at the time, to the outlay, but the

agreement of the President and some of the

Directors of the Little Miami Company to

share in the expense of the work, and the

loss or gain, which agreement that company
finally declined to carry out, leaving ours to

bear the burden ; and, at this day, we see no
reason to regret that they did not join us.

The expenditure consisted, chiefly, ,, in the

purchase of additional iron, with which to

provide a broad gauge track of four rails. No
new machinery was purchased by our com-
pany, our narrow gauge locomotives being

used to haul the broad gauge cars of the At-

lantic & Great Western and Erie Companies
This iron will all be wanted for a second
track, to accommodate the increased traffic

of our road, by the time when, it is believed,

the Erie Company will find it to their inter-

estand be able to conform their gauge to oth-

er roads of the country.

The aid thus rendered to our connecting
roads, and the fair and liberal course pursued

toward them in the interchange of business,

has resulted in our maintaining the most
friendly relations and good will of all of

them, as well as in an increase of traffic

three-fold which it might otherwise have
been.

Our company, in one respect has been very

fortunate. Properly appreciating, at the

commencement of the enterprise, the growth
of our city, and of the country contiguous to

it, and especially of the Great Miami Valley,

through which the road was to be located,

they secured a large amount of real estate

within our city limits for railroad purposes at

a small cost. This property embraces the

two blocks bounded by Fifth, Sixth, George,
Hoadly and Baymiller streets, besides a strip

of land two hundred feet in width connecting
and extending from Freeman street, which is

now one of the principal thoroughfares of

our city to Millcreek, a distance of nearly
one mile, which is in daily use for the delive-

ry of lumber, coal and other commodities.
This property is now worth more than ten
times its original cost, though it stands upon
our books for the sum paid, without including
interest. The location of our depots on this

grouud, although at that time generally es-

teemed to be too remote from business, is now
found to be about the center of the population
of our city, and convenient to its great busi-

ness.

Your road, which carried over it some 200
passengers and 30fl tons of freight a day, and
earned about $300,000, gross, the first year
it was opened, is now carrying upward of

2,000 passengers and about an average of

2,000 tons of freight per day, and earning
gross per annum about a million and a quar-

ter of dollars on sixty miles. If in the fu-

ture it is wisely and honestly managed its

earnings and profits will largely increase If,

on the contrary, it should fall into the hands
of speculators and traders in stocks and
bonds, its final will not be such as those who
originated it had reason to hope for. If the

capital is kept where it now is there may still

be another ro*d built through the valley of

the Great Miami to accommodate the grow-
ing business of the country and city, and
still a satisfactory dividend be earned for its

stockholders. The danger which threatens

most is that speculators will want to get pos-

session of the road and water the stock for

immediate profit.

The road and its equipment are now in ex-

cellent condition, and operated at an ex-

pense far below the average of the most suc-

cessful roads of our country.

The whole property is worth now several

millions more than it stands charged with up-

on the company's books, and as represented

by stocks and bonds. It owes not a dollar of

floating debt ; has the means to pay a cash

dividend of four per cent, without borrowing
a dollar, with other assets on hand that are

good, amounting to $250,000. Its net earn-

ings the past year have been 11 per cent., and
no unfavorable cause is apprehended as to

the future earnings.

Notwithstanding the large yearly expendi-

tures made in the past to keep pace with the

growth of business, the books of the compa-
ny show that for eighteen years—from the

first opening of the road to the present time

—

an average dividend has been earned and
paid to the stockholders of eight and a half

per cent, per annum—six of which have

been paid in cash, and two and a half in

stock or bonds.

The stock has not commanded a price in

the market more than three-fourths its in-

trinsic value, owing to the fact that the divi-

dends have recently been made in bonds of

another corporation, instead of in cash ; and
that small amounts of shares have been float-

ing on the market without any concerted ac-

tion of the friends of the company to main-

tain the price, and from the fact that there

has been, and is still, a constant effort kept

up to depreciate the market value of the

stock, with a view to its purchase.

The knowledge that the company is now
out of debt, and prepared to pay cash instead

of scrip dividends the present month, has

caused a material advance in the market

price, and I can see no reason why it should

not advance to par before this year close*,

and continue there, or above. The declara-

tion heretofore made by me that the stock

was intrinsically worth par in gold will yet be
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proven to some of our doubting stockhold-

ers.

With such a showing we may be excused

for asking where there is a road which has

been better managed ?

I can not but feel that the present is a
critical period—a turning point—in the histo-

ry of the road, when having seen and passed

through its greatest depression its prospects

for the future, under a judicious and experi-

enced management, are belter than ever be-

fore.

Already under tbe certain resumption and
maintenance of cash dividends--its floating

debt, contracted necessarily in the improve-

ment of lines and the increase of its ma-
chinery and stock for the transaction of busi-

ness, extinguished, and the payment of divi-

dends in stock consequently no longer neces-

sary—its stoek has commenced to appreci-

ate, with every reason to believe that it will

continue to advance to its intrinsic value and
maintain its position. The result is due to

the present management, embarrassed and
thwarted to some extent, by the arts of some,

who are unfriendly to the road, and rivals (or

its business, by tbe schemes of others, who
are interested in depressing the market value

of the stock, that they may speculate upon
what they know must be its certain rise and
ultimate value, and the want of any concer-

ted effort on the part of others, who are

largely interested as stockholders, in com-
bining to maintain its price in proportion to

its value. This appreciation, now taking
place, is artfully attributed to the prospect of

a change in the management, instead of be-

ing credited as it ought to be, to the prudence
and skill of those who have brought it

about.

In the meantime other railroad combina-
tions have take place, which under a prudent
and conservative management of this com-
pany, must open for it new and wider fields

for business, and if skillfully occupied, will

establish its prosperity upon an unassailable

foundation. But to do this requires the con-

tinuance, for the present at least, of those

friendly arrangements and relations with oth-

er railroad interests, aud of that experience

and knowledge in the management of this

line, acquired by twenty years' familiarity

with the situation and operation of the ays

tem. These promised advantages, so impor-

tant and valuable in the present position of

the road, are greatly endangered by the exis-

tence of parties among the stockholders,

formed for the purpose of revolutionizing

the policy of the company, necessarily, if

successful, resulting in deranging its organi-

zation and personnel, and based, as it is and
must be upon a withdrawal of confidence on
tbe part of the stockholders in their mana-
gers, will certainly tend to diminish the con-

fidence of others in the permanence and sta-

bility of its future operations and manage-
ment if any change in ihe direction should

become, from any cause, either necessary or

desirable, the preservation of their own inter-

ests should oninif-ly dicia e to the stockhold-

ers that it should be neither sudden nor ab-

rupt, nor made in a spirit of hostility and
partisan strife, but introduced and educated
with the experience and knowledge which
can only be transmitted to a successor in a
legitimate, and not a revolutionary spirit.

It would be wrong not to add the remark,
that at the first opening of the road for busi-

ness, I secured compeient officers to manage
the various departments of business who had
seen previous service on the best New Eng-
land railroads, and that most of them remain

with us to this day. Others have been educa-
ted to fill the places of those who have left.

They have all proven honest, competent, faith-

ful and industrious.

I must be allowed before closing this al-

ready too lengthy paper to say something per

sonal to myself. In conducting a business of

such magnitude for a period of twenty-two
years, it was not to be expected but that I

should make some enemies I have, how-
ever, the satisfaction to know that during all

that time, throogh good and through evil re-

port, under dark and bright periods, the origi-

nal stockholders have stood by and given me
their support. Tbe opposition originates from
a few individuals who purchased the stock on
speculation, after persistently bearing it down
by misrepresentation to the lowest market
price it ever reached, and who have still con-
tinued to bear and to purchase in the hope
that they would ultimately be able to destroy

the confidence of the stockholders in the

management of the road, and get possession

of it for their own private ends. Of them-
selves they do not own more than a tenth of

the stock ; but they have succeeded by mis-

representation of misleading a very considera-

ble number of our stockholders, and tbey

proclaim now that at the next election they
hope to change the management.

Numerous charges are made against me,
personally, with a view to accomplish their

purposes, among which is one that myself and
family have grown rich out of my connection
with the road.

In answer to this it might be sufficient to

say that after a residence in this city for 60
years, 43 of which have been spent in active

business life, without impeachment or blemish
as to my honesty, that I have never made a
dollar beyond my small salary, nor is any
member of my family or connection better off

by one cent for my having the control of the

road for so long a period.

When I took hold of the enterprise, in tbe

year lr)48, I had what was then considered in

the West a haudsome estate in our city, earn-

ed mostly by previous close application to

business for twenty-one years at the head of

the Cincinnati Gazette. What I then owned,
with its increase, makes up what I now have.

It would in all probability have been, trebled

had I not been connected with the road y but

the satisfaction that I teel at having done my
duty to those who confided their means to my
keeping, and of having contributed my full

share to the building up of Cincinnati,, is

worth more to me than money.

I have no personal desire to continue in

the office of President of the company, I

have for several years looked forward to the

arrival of the time when I could properly, in

justice to the interests originally confided to

me, decline the further execution of the trust '

r

wnen the company, free from debt, paying to

its stockholders in cash a fair dividend, was
in a condition of permanent prosperity.

That period has in lact arrived, and I could

now, without injustice to any one, carry out

the intention dictated by my own desne fur

ease and rest. But, in face of the present

movement, I couid not, consistently with my
own self-respect or my sense of obligation I

owe to the stockholders, voluntarily take that

course without at least an effort to place the

affairs of the company in the hands of those

who, in my opinion, are entitled to the cmifi

dence of its stockholders, and thus to secure

the results which have been obtained.

Respectfully yours,

S. S. L'Hommedieu, President.
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Economy of Steel Ralls.

Prom the Journal of the Franklin Institute- 7eb., WTO.

The following calculations exhibit very clear-

ly the great economy of using hammered steel

rails on all roads which have so heavy a traf-

fic that foor years will fairly represent the

average life of the best unhammered iron

rails. The cost of re-rolling is estimated at

$30 per ton, and tbe loss, at eaeb renewal,

from wear of iron, expense of taking upanc?
relaying, and other contingencies at $15
per ton.

Duration of Steel Rails

Cost of best hammered steel rails..

Compound interest at ti per cent..

Total cost of steel rails

Cost of iron rails

Compound interest .

Expense of re-yolliog

(luropound interest -

Total eost of iron rails ...........

Deduct cost of steel rails

Saving per ton by using steel 224
Present worth of stviiig 69
Present saving per mile 6,995

Increase of di vidend on a road cost-

ing $40,01)0 per mile, per cent. . _ 17.49

Therefore, if the average life

rail is only 20 years (=5 iron rails)^ it is as

cheap to lay steel rails as to lay the best iron

rails at a cost of $6.05 per ton ($76— 69.95

= 6.05).

If the life of steel is 40 years (=10 iron

rails), which is probably a moderate estimate,

a saving of $4,040 per mile could be made
by laying steel, even if the best iron rails

were offered as a gift.

If the life of steel is 60 years (=15 iron

rails), an estimate whicb is more than justi-

fied by the experience of the Pennsylvania,

the Philadelphia, Wilmington and Baltimore

and other railroads, and by a long series of
experiments at home and abroad, the saving

effected, by laying the whole road i» steel,

would be sufficient to add nearly 2 per cent,

to the annual dividends, on a road which,

could pay 6 per cent, with a track of the

best iron rails.

On roads with a lighter traffie, the saving;

is still an important consideration. If, for

example, the life of an iron rail is 10 years,

and a steel rail will only wear out five iron

rails, the present worth of tbe saving by the

use of steel is $17.37 per ton, which makes
steel rails at $110 as cheap as the best iron

rails would be at $58.63 per ton.

Even allowing 8 per cent compound in-

terest for the use of money, it would be cheap-

er to buy steel rails that would wear out in 2.0

years, than to pay $22" for iron rails that

would require re-rolling in 4 years.

The great increase of saving on curves or

grades, in yards, and in other places where-

the wear is so great that the life of the best

iron rails is two years or less, is shown iiv

the following table, which is computed at fhs

prices now ruling ($110 per ton for best steel,

and $76 for best iron), allowing 6 per cent.

compound interest.

The following tahle is meant to show the

present worth of saving on 100 tons (about 1

mile) of steel rails, taking the wear of iron

rails at 2 years, 1 year, t> months and 3

months respectively, and on the different sup-

positions that 1 steel rail will equal 3,0, 10,

15 or 20 iron rails :

Iron wear. 2 yrs. 1 jr.

As 1 to 3. ...S4 169.(1 S4 8MI.13

As 1 to i.... (U.KiS.O'S 12 192.99

As 1 to It)... 80,258:52 27.2.17 oil

As 1 to l5...a>P8S.30 3'. 27 41

As 1 to 2 J.... 29,030.62 46,Ml 59

There are some roads of heavy traffic, but

only a few, which claim ih it ihey can get a

year's average service for the best in.n rails,

where the wear is most severe. The above

table shows that by substituting a stee 1 rail

6 mo. 3 mo
$ Jill 61 S-i.4in.4B

13.326.95 1 ',914 7

21.037.49 34. -2'.' 13
47 (127.31 53l.-i5*l9

61,1157.10 70,41. 07
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which would wear only five years they could

effect a saving which would be equivalent to

an immediate addition to their capital of

$121.9;-$ on every ton, or $12,192.99 on every
mile of steel laid down. In the extreme case

supposed, when the life of an iron rail would
be only ihree months, and the life of a steel

rail five years, the saving would be $70,417.07
per mile.

I'aual Steam Navigation.

The Albany correspondent of the N. Y.

Tribune, under date of March 31st, says:

Whatever may be the result of discussions

concerning the Caaal deot, so as to allow

abolition of tolls, and rendering navigation

free between tbe Atlantic and the Lakes,
there is one point ot even greater value, about
which there are no conflicting opinions, and
t'> which all right-minded, practical men, in-

side and outside of the Capitol, should turn

immediate and persevering attention. The
introduction of steam towage is the greatest

want of the Erie and Oswego Canals. Any
improvement which would quicken transit so

as to forward cargoes in half the time now
required between the Lakes and tidewater

—

equivalent to annihilating half the space di-

viding the Hudson from our inland seas

—

would be the greatest measure of improve-
ment ever adopted in our internal couimfrce
and navigation since tha enlargement of the

Erie Canal. With all its present disadvanta-

ges—with even its snail-pace in comparison
with railway transit—the Erie Canal, in its

short season of seven months, now transmits

about 700,000 tons more freight than the

Erie and Central Railroads combined, with

all their vast capital and immense applian-

ces, operating every day through the whole
twelve months. Reduce the time between
New York and Buffalo one-half, enable voya-

ges to be made with certainty in five or six

days, instead of the ten or twelve now ordi-

narily required, and then behold the great
results. The dreams of the men who early
advocated the "Enlargement" would be re

alized, and the present prophecies of Auditor
Bell and State Engineer Richmond would
quickly become practical realities. And
what is necessary to insure this beneficent
commercial revolution ? Nothing but the
introduction of steam-towage, for securing a

speed of even three miles, instead of the pre-

sent mile-and-a-half an hour. It may well

amaze the commercial world that this great
object is left unaccomplished till this year
ly 70, while steam has been effecting miracles
almost everywhere else during the nine years
since the Erie Canal was enlarged The
Auditor and the State Engineer, in their la-

test reports, concur in urging the adoption
of means for immediately introducing steam
in even this moderate extent. Assemblyman
Allabeu's resolution, referred to the Canal
Committee last evening, proposes a large re-

Ward for the best mode of steam-towage, and
not less than four bills have been intro-

duced by other members for promoting the

object.

As a specimen of the prevalent feeling

concerning the need of applying steam for

quickening canal navigation, was the passage
to a third reading, to-day, of the Senatorial

bill for allowing privileges lo a company for

introducing '' the European mode of canal
steam-t.ow»ge "— particulars of which bill

were given in The Tribune when the bill was
introduced Two other bills, introduced in

Assembly, propose to accomplish the great

object in oti.er ways.

Finance and Trade.

The continued decline in the gold premi-
um has had an unsettling effect in the gene-
ral markets, and the volume of trade, since

our last, has been more than usually light.

The mercantile classes are a good deal per-

plexed by the course of events, and the gene-
ral disposition is to await a more settled or

definite aspect of affairs, before entering upon
fresh business involving large amounts of
money. The present phase of the financial

situation is, indeed, a fruitful theme, and its

discussion reveals an almost universal desire
for a prompt closing up of the now narrow
chasm between gold and the currency. As
to the possible consequences of speedy re-

sumption, however, there is a great diversity

of views. Many sagacious observers hold
that it would be the hight of folly to under-
take specie payment without counting the

cost, or making due preparations to ensure
its success and continuance when initiated,

while others, equally competent to reach a
sound conclusion, think there are few, if

any, serious impediments to its prompt
adoption—that to conjure up all the possible
obstacles in the way of its success and treat

them as if they constituted an organized
force, constantly ready to hurl themselves on
the Treasury at the precise moment when
Government should announce its readiness to

pay its obligations in gold, is simply absurb.
We can not, of course, undertake to decide
which is the more correct theory, though
from the wonderfully improved credit of the
nation, and the universal depreciation of an
inconvertible currency, we believe the transi-

tion could be made with far less difficulty

than has generally been supposed. Under
the old State Banks, the question of resump-
tion had far greater difficulties to encounter
than will be felt now under the present sys-

tem. Even the last resumption, after the sus-

pension of 1857, passed off without the
slightest ripple. All the predictions that had
been made of commercial disaster were falsi-

fied. Specie flowed to the banks everywhere,
instead of flowing from them, and resumption
was accomplished without seriously disturb-

ing any interest in the country. So far as
European money markets are coucerned,
there will probably never be a more favorable
opportunity for resumption than the present.

There is not only a superabundance of money
in all the leading centres, but business and
manufacturing enterprises are greatly de-
pressed, and with our national credit re-

stored, foreign capitalists are naturally look-

ing in this direction to invest their means,
where they are assured of good rates and
certain returns. Besides these favorable cir-

cumstances and conditions, the remaining
surplus of cotton, together with other leading
exportable staples, is probably sufficient to

afford the necessary supply of exchange be-

tween this time and next autumn, for the

regulation of our foreign trade balance, with-
out necessitating any considerable drain of
coin. Taking into consideration all the ele-

ments, we can not but believe that the period
for the doing away with the expensive evils

of a fluctuating currency is not remote.

—

N.
T. Shipping List, March 9.

There were 709,387 tons of iron ore

shipped from the Lake Superior mines during
1869, of the total value of $3,166,190; and
there were 59,501 tons of iron made at the

Lake Superior furnaces during the same peri-

od, of the total value of $1,802,245.

Curions Facts About Copper,

We clip the following from tbe Boston
Journal of Chemistry :

—"A report has lately

been maae to the French Academy of Scien-

es upon the exemption from cholera of men
engaged in working with copper. Statistics

obtained under the supervision of the com-
missaries of police, and therefore to be relied

upon as accurate, show that whenever the
manipulation of copper was carried on, the
workman have almost invariably escaped un-

harmed, and, moreover, that the exemption
was in exact proportion to the degree in which
the metal was bandied by the men. During
the epidemics of 1865 and 1866 the number
of deaths was only 3 out of every 10,000 adults

employed in the working of copper. Of gold-

smiths, silversmiths, and watch-makers, the

mortality was 1 to every 719 employed , among
foundry lamp-makers, and workers in bronze,
imitation jewelry, and copper utensils, it was
1 to 2000; while among opticians, makers of

mathematical and musical instruments, dry
polishers, stampers, and turners there was not
a single death among the whole number of

5,650 persons. Further testimony in favor of
the preservative action of copper was supplied

by tbe society known as the Bin Accord,
which was founded in 1819, md entirely coin-

posed of workers in bronze, rand the medical
registers of which are thoroughly well kept

During the five visitations of cholera, this

society, the members of which were scattered

in quarters where the epidemic raged with the

greatest virulence, had not only not had a
single death, but had been called upon to pay
for 106 days of sickness, divided among ten

members of the society. Pacts supporting
the theory were also supplied from other sour-

ces. The conclusion drawn from this state-

ment was that if the further inquiries estab-

lished the truth of the theory, exceedingly
valuable results, from a hygienic point of
view, would follow. Since the publication of

these facts a M. Adeline has invented what he
calls an 'anti-cbolera tissue,' a woven fabric

in which a certain quantity of wire is intro-

duced for the purpose of serving as a prophy-
lactic. The contrivance appears to be indors-

ed by respectable scientific and medical au-

thorities in France."

A writer in Cosmosgives some facts in regard

to the preservation of wood by solutions of salts

of copper. He has in his possession wooden
water wheels which have been in use for more
than 1,500 years lor removing water from a
copper mine. These wheels are about 18 feet

in diameter; and an analysis of M. Payen of
a portion of the wood, shows that it is perfect-

ly sound, and is partly converted into a com-
pound of cellulose and copper

It appears, moreover, that the decay of

stone may be prevented by the black oxide of

salts of copper. M. Robert has'proved that

the decay of granite, marble, limestone, sand-

stone, and oiher building stones, is very large-

ly due to a very minute lichen (Lepra Anti-

quitatis ;) and that this crypotugamic plant

does not grow upon the stone pedestals of

bronze statues, or those parts of buildings to

which brouze or copper ornaments are fasten-

ed. In such cases the stone is protected by

the salts of copper, which are gradually form-

ed under the influence of the weather, and are

washed down by the rain; these compounds
being poisonous to the plants Abundant il-

lustrations of these facts are found among
the old buildings of Paris, and they are very

important on account of the length of time

which has elapsed since the protective action

of the copper compounds begun.
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Lake Superior.

THE IRON AND COPPER MINES AND THE COMMERCE
OP 1869.

According to the figures in the detailed an-

nual report ofihe Portage Lake Mining Gazette

we find that there are 17 mines in the Portage

District, 7 in the Keweenaw, and 12 in the

Ontonagon—in all 34, which yielded in 1868

a total of 13,048 tons of metal; in 1869, 15,-

288 tons—which gives an increase of 2,239

tons. The production of ingot copper

amounted to 12,200 tons, valued at $5,368,000,

compared with 9.985 tons in 1868, worth $4,-

592,000. The total gross product since 1845

has been 128,275 tons; the total of ingot cop-

per, 99,440 tons, valued at $56,661,000. The
business of 1869 has required assessments on

(he stock of 8 companies of from 15 cts. to i'2

per share—the sum thus raised being $176,-

(100. Since 1845. 1 10 companies have paid in

assessments (from $2,000—"Sharon" to $910,-

000— "Isle Royale" each $16,646,500.

Among those requiring greatest outlay have

been the Albany and Boston (conglomerate),

"$615,000; Amygdaloid, $470,000; Copper

Falls, $510,000; Hancock, $530,000; Hecla,

$500,000; Huron, $500,000; Isle Royale,

$910,000; Minnesota, $436,000; Pennsylva-

nia, $500,000; Phoenix, $760,000; Shelden

and Columbian, $460,000, South Pewabic,

$500,000, Toltec, $420,000. These mines
have paid an aggregate of $300,000; dividends

from the earnings of 1869—an excess of

$124,000 over the amount of assessments on

other companies. The total of dividends de-

clared from the beginning—9 mines—has

been $6,370,000. The total proceeds—sales

of copper and assessments—have been thus

$73,307,500—$66,837,500 in excess of divi-

dends. The per centage of dividends to total

proceeds has been 8 07 ;
of dividends to copper

Bales 11,24, and of dividends to assessments

38.26.

The gross tons of iron ore Bhipped from

13 mines amounted to 643,238, compared with

493,200 in 1868—an increase of 149,948 tons.

The totol pig iron product— 10 mines, was

38,504 tons, against 36,425 in 1868, an in-

crease of 2,079 tons.

The total product since 1856 has been

—

ore, 2,912,224 tons; pig, 191,312—valued at

$22,460,005.

The Portage Lake business has employed

a total of 57 vessels—4 steamboats, 14 propel-

lers, 32 schooners, 5 barks, 1 brig, 1 tug. The
arrivals, boih ways, have numbered 392. The
total tonnage has been 156,696, against 132,-

217 in 1868—an increase of 24,479 tons. Of
lumber 13,332,210 feet was handled, and of

brick, 466,800 M.
Houghton Co. (Portage Lake District) takes

the lead in results in the copper region, the

value of its copper product having increased

$776,000; copper assessments having decreas-

ed 350,000; and dividends having increased

$180,000. The net balance in favor of the

mining interest in that Co. in 1869, shows an

increase of $530,000.

Preservation op Stone. — Dr. Robert, in

the Paris Les Mondes, maintains that the use

of black oxide of copper, and its salts, will ef-

fectually prevent change in stone. He shows
that the decay of granite, marble, limestones,

i-andstones, and all natural building stone* is

the combined etfect of various cause-*, and that

among these is a very minute lichen, the

Lepra antiquilalis, which is one of the worst

enemies ol stone, and its action is to such an

extent that for instance the beautiful marble
sculptures of the well-known Pare de Ver-

sailles will, unless proper measures be taken
for staying the process of decay, be unsightly

and ugly masses of dirt, and quite irretrievably

lost, as works of art, within the next 50 years.

The author, taking as instances such buildings

at Paris as the Bourbon Palace, the Palais
du Corps Legislatif, the Mazarin Palace
(V Inslitul), the Mint, and others, points out
that dust, spiders' webs, and the action of the

rain combined with the minute lichen above
alluded to, hasten the decay of stone, especial-

ly of those where any sculpture or ornamental
carving promotes the deposition of dirt and
dust. Various places and instances are cited

of the application of oxide of copper and its

salts, which places are open to inspection, and
the length of time which has elapsed since

such application, seems to warrant the conclu-

sion that these compounds act as preservatives

of stone. In reference to granite, the author

states that this stone is. also, according to the

experience of Egyptian engineers, far more
readily affected by a moist climate than one
would be led to believe. The obelisk of Luxor,
brought from Upper Egypt to Paris, has be-

come blanched and full of small cracks, during

the 40 years it has stood on the Place de la

Concorde; although 40 centuries had not per-

ceptibly affected it as long as it was in Egypt.

Granite in a moist climate, becomes the seat

of minute eryptogamic plant, which greatly

aids its destruction, and it is, moreover, a well-

known fact that the disintegration of this

stone, which is composed of three separate

minerals (quartz, mica and feldspar), depends

very greatly upon the thorough and intimate

mixture, as well as the chemical composition

of these three ingredients, each of which in a

separate state more easily withstands the in-

fluence of the weather.

American Steamships.—Some contend that

if a British line of steamers to Liverpool

were given to an American company, they

could not be run in opposition to any other

British line of the same class for palpable

reasons. The wages and taxation, together

with the greater cost of building and repair-

ing vessels in the United Stales, and the

higer value of money here, under our present

system, render it impossible for this country

to more than keep possession of its coasting

trade. Others believe that by freeing from

duty the materials used in building vessels

and the stores employed in running them,

we might again compete in navigation with

the other nations of the world.

The- different rates of sailors' wages paid

by shipmasters of different nations is quite an

item. The monthly pay roll of au American
ship of 800 tons is $872 50 ;

that of a British

ship of the same dimensions, $586 34; of a

Bremen ship, $348; a Hamburg ship, $502

;

an Austrian, $352 ; a Norwegian, $347, and
an Italian, including an allowance for rations,

$600. This shows that the cost of labor alone

is one-third greater in this country than in

England or in Italy, and more than twice as

much as in Germany. For this reason it is

impossible for American ships to carry

freights as cheaply as British or German
ships. There is also another very serious

burden weighing upon our shipowners, in the

heavy State and municipal taxation to which

they are subjected. A ship owned in New
York has to pay annually 2J per cent., or

thereabouts, upon her value; while British

and German ships are exempt from such

cost—and relief might be found in a lighter

scale of taxation.

Railways Superseding Ships.—A " Down
Easter" says the war diverted four-fiftbs of

all the Southern products seeking a market
in the North from its old "ocean route" to

the railways and to the river navigation—and
the result is that the latter has been found
the most economical. Hence the "decline
in American shipping," about which so much
is being said, is more due to this cause, than
anything else. We are told that if we refer

to tonnage before the war we shall see that

most of it was employed coastwise Steam
communication with Europe is fast superse-

ding the old sailing craft, and if we compare
the sailing tonnage of ten years ago with the

steam tonnage of to-day, it will be seen that

the latter, though numerically smaller, is in

bulk now equal to what it was then. And
thus we perceive that the opening of our Pa-
cific Railway has still further obviated the ne-

cessity for ocean transportation. Within less

than ten years it was deemed well nigh im-

practicable to transport coal,, grain and
other bulky articles by rail, while the annual
reports of our leading railways for the past

three years not only tend to prove the practi-

cability of this competition, but its desirabili-

ty as a matter of profit. It is because of

this constantly increasing absorption of trans-

portation by rail, that the public attention is

being directed to our railway system, and
the public are naturally sensitive upon a
point iu which they have such a vital in-

terest.

Proposed Ship Canal.—A sb'tp eanal

through the narrow neck of land separating

Buzzard's Bay from Cape Cod Bay, Mass.,

is about to be commenced. The canal will

be five or six miles long, 300 feet wide, and
24 feet deep at low water. This improvement
will shorten the passage of vessels between
New York and Boston several hours, and
enable their navigators to avoid the open
and often stormy sea encountered in the voy-

age around Cape Cod.

—

N. F. Tribune.

—The cars on the Alabama and Chatta-

nooga Railroad are now making regular trips

to Newion, 90 miles from Chattanooga, and

4J miles from Gadsden.

—The first twenty miles of the South and
North road, in Alabama, are completed

south from Decatur, and trains are now run-

ning that distance to the Tennessee river.

—The Chicago & North-western Railroad

purpose extending their road from Green
Bay northward to Menominee, and thence to

Marquette.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men-
I llustrated Descriptions of Railroad Inventions.

Railroad Engineering and Mechanics.

Record of the Progress of Railroads.

Railroad Reports and Statistics.

General Railroad News.
Railroad Elections and Appointments
Twenty-four large quarto pages, published every Satur-

day on and after April 2, 1870.

Every Ra'lroad Man, and every man interested in Rail-

roads, should have it. Terms, $3 Ul) a year, in advance.
Address

A. N. KELLOGG, Publisher,
1U1 Washington St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-

green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.

Agents wanted.
25 Snrts of either for $1.00; prepaid by mail. Also

Small Fruits. Plants, Bulbs, all the Dew potatoes, tic ,

prepaid by mail 4 lbs Early Rose Potato, prepaid,

forSIOO. Couover's Colossal Asparauus $3 per i"o

;

325 prtr 1000. prepaid. New hardy fragrant everbloomiDR

Japan Honeysuckle, 50 cts. each, prepaid True Cape Cod
Cranberry, lor upflaml or lowland culture. SI -00 per 100,

prepaid, with direitions. Prced Catalogue to any address,

gra.is; also trade list. Seeds on Commission.
B. M. WA I'SON, Old Colony Nurseries and Seed Ware-

house Plvmoutu, Mass. EstaDlished in 18l2.

6-1-70,' 17.

Ji. GJBL.FLI*.

A Clergyman, while residing in Scutb America as a
missionary, discovered a safe and simple remedy for the

cure of Nervous Weakness, Early Decay, Diseases of the

Urinary and Seminal Organs, and the whole train of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble remedy. Prompted
by a desire to benefit the afflicted and unfortunate, I will

send the recipe f .r preparing and using this medicine, in a

sealed envelope, to any one who needs it, Free of Charge,

Address,

JOSEPH T. IimiAW,
Station D, Bible House,

7-10-9, 13. NEW YORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTICSPRINGS,
Made at his s s in Philadelphia Employing only the
moat experienced workmen and best material, he pledges
himself t furnish a Spring of the greatest elast city, and
ne which shall b< uniformly reliable in its carrying weight

All Springs teated to double their usual
load*

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N
Shops—Seventeenth and Coates St. FH1L.

John A. Griswold & Co.
TROY, N. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OP

Pig Iron, Railroad Iron,

MERCHANT &. SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Forging*

of every description.

E IMVJX J. HOKKEE,

Successor to

!Ic!>AXI'.I. A- HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
Sl'EVEYOR'S COMPASSES, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castings and Models made for Patent nffice.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va , until 12 M. March

1, 1P70, for the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OK BRIDGES on the Chesapeake *nd
Oiii'i Railroad between the Falls of Kanawha and the Ohio
River, including THREE MILLIONS CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Richmond Va., until
12 M. M .rch 10, lfr70, for several heavy sections east of the

Falls of Kanawha, including the unfinished work near
Miliboro' and that ei-rht miles east of the White Sulphur
Springs the Great Bend tunnel 0,^0»t feet ; Lewis tunnel,
3 800f eet ; five other tunnels from 500 to 1,700 feet long

;

several sections in rock cutting; and about 70,(00 cubic
ya'ds of masonry-

Profiles and specifications can be found at the office of

the company) 54 Wiliiam street. New York, on and sifter

February 1; at Richmond, Va., and at Charleston. W. Va.,

on and after January 15. 1H70. The company reserves the
ri'/htto rejectany or all the bids offered, and to make private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomh. Chief
Engineer, Richmond. Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C P.HUNTINGTON.
27-1-70.4, President.

GRAND SCENERY!
IS-QUICKEST ROUTED
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PUILADKLPHIA

,

NEW YOHK, and

BOSTON,
WITU THE PRIVILEGE OF GOING TOWASHINGTON

TNO CHANGE] OF OARS
From Cincinnati pQ "1 -H tyi rmo and nut o;,,E

orColumhus to *Jal bllllUJ. t? CHANGE
Philad' ipliia. and New York,

A
B
sk
AGGA

T^K
c
F
;i

T
ECK

d
s viaBaltimore & Ohio R.R

J. I,. WILSON, Master of Transportation.

L. M. 0OLK, General Ticket Ai;ent.

G. B.GIBSON, General Western I'assencer Acent..

JANUARY 1st, 1870.

Cincinnati to fit. Louis Without
Change of Curs.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jsffersou City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15A M. 10:55P.M.

Osgood Accommodation 3:10 P. M. 8:45 A. M.
Through Western Express 6:W P. M. 8:30 P.M.
Night Express 10:20 P.M. 6:00 A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

eennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, CIn. 0.
C. E. FOLLET, Gec'l Tick't Ag\, St . Louis, Mo.

inium car truces
As in use nn (he National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Cap Wheel, Tire & Machine Co.
Manufacturing AfrentB,

Wilmington. Delaware, or
CHAS. BOCKCS A CO, iioslon, Illnsw

2-12-fl, 69

BUSH & LOBDELL,
Chilled RaUroad Car Wheel. Tjre

—AND

—

Railroad Machine Works,
WII KINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
FOh

Railroad Cars
and

Locomotive Engines.

(\RDERS executed promptly to any extent (orttese
/ celebrated Wheels, either diiis'e or double plates

with or with-outaxles.

tV HEELS FITTEP
Hammered orRolled Axles, in the beat loam rand
the shortest notice, aud on IhtiLGfci reasonable
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ERIE! BAIL.WAY.
1409 MILES BDdtr 860 MILES without

doe Management. Change of Coaches,

liROAlXiArGE, DOIBI.E TRACK ROUTE
FOR—

KEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Fliilaclelpliia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

X*ennsylyania,
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.
LEV BLAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.
BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 385 Miles

AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.
M.j Urbana, 10.29 A. M ; Galion, 12 57 I'.M.;

Mani-field, 140 P. M., West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; RauveDna,
5.05 P. M.; Meadville, 7.55 P. M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ners, 2.07 P. M. (Dine); New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-
land; at Elmira for Williamsport and the
South; at Binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
126 A.M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.j West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8.20 A. M.;
Meadville, 11.16 A. M. (Dine) ; Hornells-

Tille, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Ftauklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at. N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of t'>e style peculiar to the

Broad G:iu»e. arranged for both Day and Ni^ht Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only I.ine running through
860 Miles wilhoat I hange.

Boston and New England Passengers,
with their Baggage. ar ** * ransierred FREE
<>r C il AittiE in >~ew York.

YCf The Erie Railway Company has opened a new
Ferry from their Jersey City Depn to the foot of Twenty-
third Street. New York. thus enabling parsengers to reach

he upper portion of the city without the expense and an-
noyance of a streetcar or omnibus transfer.

TrfP The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will find in its ever changing landscapes sub
jects of continual admiration and interest

BaggageCheck'd Through.
And Fare alteaye as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtaired at the Company's Offices in Cin-

c'nnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
Bcuse, and foot of Broadway, (Spencer House Block),

fci d at all principal Ticket Offices in the South and
g. nth-west- WM. R. BAKR.
*W] B. SHATTUC, Gen^l PaseV Ag'U

General Southern Agent.

Best Route to St. Louis and Chicago

INDIANAPOLIS,
A CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

CAIRO,
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, SacrameDto, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

ItTThe 7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 6TH, 1P69, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ".20am 12 4n am
St Louis and Springfield Express... 2.40 pm 7 35 am
:: Sl. Louis and Springfield Express. 10.20 pm 3.42 pm
Lawrenceburg Accommodation 10.10am 2.35 pm
Lawrenceburg Accommodation 4.it0pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7.00am 10.15 am
Chicago Express 6.50pm g.3o pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, corner ol Third and Vine ; River Office, cornerof
WalnutStreetand River; and at Depot, cornerof Plum
and Pearlstreets. 'the splendid Passenger Depot of the

I. & C. Railroad is about a mile neaierthe businesscenter

of the city than the Depot of a Dy other railroad, and with-

in afew squares of the PostofQceand principal hotels and
Steamboat landin gs.

J. F. RICHARDSON Superintendent.
A. E. CLARK. GeneralT'icket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie RaitwayJ.. 7:00 A. M. 6:30 P. M.
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15A.M. 10:26 P.M.
do do do 6:30 P, M. 7:00 A.M.

Lima, Fort Wayne & Chicago 7:15 A.M. 10:25 P.M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ...6:30P.M. 7:30A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P. M. 10:'.'O A. M.
Sandusky, Cleveland & Buffalo,. 6-.30P M. 10:20 A. il.

Munciei Indianapolis 7:15 A.M. 10:25 P. M
do do 5:00 P.M. 1:20P.M

Hamilton, Eaton fc Richmond... 7:15 A. M. 10:25 P. M.
do do do. ... 5:00 P. M. l0:2IIA.M.

Hamilttn Accommodation 9:311 A. M. 8:05 A.M.
do do 6:50AM.

Trains run SEVEN MINUTES FASTER than Cincin-
nati Lime.

For allinformationand throughtickets, please apply at

toeoldoffice, south-east cornet ofBroadwayand Front; Bur
npt House Office, corner Vineand Bakerctreets. and at the

respective depots. East Front and West Sixth streets.

D. McLAREN, Gen'l Superintendent.

SAM'L STEPHEN SON, Gen'l Tick't Ag't.

Jmnibuses call for passen-.ers

The Old And Reliable Route.

Through to Pittsburg: without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
RO\D, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cutit :nue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia. B;i)tinTore t New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,

No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[Pittsburgh, Pa.

LDUISVILLE & CINCINNATI

SHORT-LINE RAILROAD,
9

Time only 3 liotirs

Pare Only 83.50—Transfer from Hotel or
i&csiUence to Depot* iu Covington, ¥ree.

THE SHORTEST ALL-KAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Starring Mail 7,35 A. M. 2, 3np. M.
Evening Express 7. 15 P. M- 3 -15 P. J«.
Night Express 11,1. P. M. 5.0" A.M.
Walton Accommodation 4,udP. M. 9.35 A.M.

i?he 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation , oner great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
further in formation as to routes, low fare. &c, please apply
at No 1 Burnet House, or Deprt Covineton. Ky.

SAM'L GILL, Gen 1
! Sup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
niLh the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati. St. Louis, etc, with but one change of cars.

Silver Palace cars through irom Kew York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.—For Easton. Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
&c.
7:15 a. m.—For Somerville.
8:30 a- in-—For Flemington, Junction, Stroudsburg,

Water Gap, Scranton, Kingston, Pittston. Great Bend,. &c.
12 111.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia*" Lancaster,
Ephrata, Liliz, Pottsville, Scranton, Harrisburg, &c.
3:30 p.m.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 p- in.- For Somerville and Flemington.
6 p. ni.— For Easton and intermediate stations.

7 p. in.—For Somerville.

7:20 p. ni.

—

Emigrant— Stopping only at the princi
pal stations.

9:00 p. m.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. m.—Western Express, daily, (except Sundays,)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, aud but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, <&c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p. ni.

—

Cincinnati Express, daily (except Satur-
days.) f<>r Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pitts-burg and Chicago. Connects at Junction with
Delaware, Lackawauuaand Western Railroad lor all sta-

tion-- to scranion. This train will be run to Easton ou
Saturdays as a local train, stopping at principal stations.

8 p. bei.—Wester* Express Train, da*ily, 'or Easton
Allentown, Reading. Harrisburg. Pittsburgh, and the West
—connects at Harrisburg witti train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:4.;, 6:20, 6:55, 7:15

8:15., B:30, lb, 9:2", 1n:3l>, 11:40 a m — 12 m , 1:<0, 9:00
3:U(i,3:3li, 3:45. 4:15. 4 3", 4:45, 5:1", „:£.", 5:45. 6:u0,ti:i5f

<;i0. 7:2 , 7:40, 8:<0 0:00,9 40 ]":4">. 1 :50 p. m.
Tickets for the West can be obtained at the office nf the

Central Railroad of New Jersey, fool of Liberty st., N. Y.j
atNo. I Asior House; Nos. V54, 271. 52b Broadway ; at

No. 10 Greenwich St., and at the prji Cipal hotels.

R E. R1CKER, uperintendeur.

H. P.Baldwin, Gen Pass. Agi«
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Progress of Railroads.

THEIR REAL, EFFECTS ON THE COUNTRY AND ITS

PROSPERITY.

Thirty years ago, which is as late as 1840,

if any one could have foreseen the progress

and results of railroads in this country, the

scene would have been to human eyes miracu-

lous. It would have seemed impossible, not

to make the roads, but to have expended such

vast sums of money—to have done such a

prodigious work, and to have reached such

results.

We think the national debt enormous, and

many persons even think we can not pay it;

but we have paid as much as the national

debt—in twenty years, in one branch of in-

dustry, and that not as an end, but as a

means—in merely furnishing facilities for

transportation. In the nature of things, this

must have been so, lor we inhabit a vast con-

tinent, full of wonderful resources, and the

very first problem was, how to get at those

resources and how to transport its products.

This waB a physical problem involving no

moral or intellectual grandeur
; but it did in-

volve an amount of industry, and a produc-

tion of wealth which is really wonderful to

look upon.

A railroad is a mere machine ; but it is the

greatest and most costly machine on earth,

which has called forth successfully all the

energies of men. This country wa3 the proper

theater for its exhibition on a grand scale,

and the results are marvelous.

The following is the progress of railroads

from 1850 to the present time:

1850. I860. 1970.

Miles of Road. 8,588 30,598 42,1100

Coat of Roads.. $296,260. 188 Sl,lj4,4j2,909 82,000 UOU.OOU

For 1870, this is, in some degree, an esti-

mate, but based on well known facts, and is

not too high. The progress of this work has

followed the necessities of the country. Be-

ginning in the commercial ports on short

lines, it proceeded to the great agricultural

states of the Central West—then to lines

connecting the Mississippi wilh the Atlantic,

and lastly to the great line across the conti-

nent, soon to be followed, we hope, with others

to the north and south of that line, connect-

ing the lakes and the Ohio wilh the great

ports of the Pacific. The largest proportion

of railroads is in the great agricultural states

of the Central West, Ohio, Indiana and Illi-

nois, and here is precisely where they are

mostly useful, as we shall show hereafter.

It will be interesting to note some of the

results of railroads, compared with the theo-

ries formed of them in the beginning :

1. The great virtue, power and grand re-

sults of railroads depend wholly upon one

principle, the expansive power of steam. It

did not consist in the rails, for railroads, lit-

erally had lieen made two hundred years be-

fore in England. It was steam which made
the rails valuable. It was not merely

steam, it was the expansive power of steam.

Why not send a locomotive by electro-mag-

netic power? It has been tried, and suc-

ceeded in small power, but electro-magnetism

wants the expansive power of steam, and

therefore, in order to raise high powers, is too

expensive,

2. But, granting the immense power of

steam applied to a locomotive, what could a

locomotive do on a rail ? Here the engineers

and the public were at fault in the beginning.

Knowing the force of cohesion, and therefore

of friction, the engineers aecided, in 1825,

that railroads can onjy be used for passen-

gers and light goods. What has been the

actual result ? Why, that railroads are used

for heavy freight more than for anything

else! Some of the principal lines of rail-

road receive two-thirds of their income from

heavy freight! The truth is, we have come
back to the first priuciple. The expensive

power of steam overcomes friction and all

other impediments. It was thought at first,

that if a car went at the rate of 30 miles an

hour it must meet with an immense obstruc-

tion in the column of air displaced; but ap-

parently this obstruction is nothing. The
passenger who puts his hand out of the win-

dow perceives a strong wind, but that ap-

pears to have no influence at all on the

train.

3. The engineers decided, that for the same
cause—friction and gravilation^-the locomo-

tive could not take a train over grades above

50 feet to a mile. This opinion was so preva-

lent, that wheu in 1836, surveys were made

for the Charleston road, the engineer decided

that the road to Lexington could not go direct

by Ridge route, because it would require a

grade of from 50 to tiO feet, and therefore,

the road must go up the Licking Valley, which

the Central Kentucky does, and loses 20

miles between Cincinnati and Lexington.

Soon after that time, however, it was demon-

strated, that loaded trains could go over

grades of 200 feet per mile; of course this

was not desirable, or profitable. After that

the Baltimore St, Ohio Railroad was made

with 19 miles, on a grade of 120 feet. So

ended the obstructive theory of grades.

3. If these errors of theory were in favor

of the railroad system (and they certainly

were) another error was by no means in the

same direction. The cost of railroads was,

until within the last ten years, always assum-

ed at loo low a rate. Up to 1860, the average

cost of a railroad was always taken to be

about $25,000 or $30,000 per mile. Indeed,

the latter was assumed to be a very extrava-

gant estimate. But by relerring to the above

table it will be seen, that in 1850 the average

cost of railroads per mile was $37,000,

and in 1860 about the same. But if the

table for 1870 be correct, railroads have cost

$50,000 per mile, and there is no doubt what-

ever, that the roads which may be regarded as

finished have really cost $50,000 per mile.

The fact is, that railroads are put in opera-

tion long before they are finished. More lo-

comotives, more ears, more sidings, more de-

pots are constantly demanded. Hence, for

ten years after a railroad is put in operation,

its capital, its real cost is constantly increas-

ing. The road may be profitable, and its

managers in that case will, probably, pay the

additional cost out of the receipts. But the

cost is not less real, and not less to be con -

sidered as the actual cost of the road.

4. There was another curious result of

railroads which was not contemplated in the

begiuning. The making of railroads was

urged by cities and towns, originally with a

idea, that the benefit of railroads occurred

chiefly to them. In one sense this was true.

Railroads were absolutely necessary to the

towns, in order that they might continue

marts of trade, by bringing the products of

the country to them. In one word, railroads

were a necessity to them ; but relatively

speaking, the great advantages did not accrue

to them. For example, flour, beef, pork, but-

ter, etc., instead of falling in price, as many

supposed they would, actually rose. If flour

was $5 per barrel it rose to $10. If beef was

10 cents per pound it rose to 20. The rail-

road had no effect whatever in cheapening

the necessaries of life, but the contrary. The

singular phenomenon was produced, that the

whole rise in price enured to the benefit of

the farmer. The result of this has been that

the whole cost of railroads in the United

States has been paid back in the increased

value of lands. Although something of this

was foreseen, yet it was supposed that the dif-
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ference in prices produced by railroads would

be divided between the citizens of towns and

the farmer. But it has not been so. So far

as the increase of prices is concerned, the

whole of it has enured to the farmer. And

we assert, without fear of contradiction, that

there is no section of the country where the

farm lands on the route of a proposed road

would not be increased in value, by paying

the whole cost of the road.

Railroad Legislation.

The Legislature of Ohio adjourned on Mon.

day last without enacting two laws that we

deem important to the railroad interests of

the State, and that we urged them to enact

through the columns of our paper.

The first and most important of these is

what is known as the Griffith Bill, that pro.

vided a way by which townships and counties

could secure the railroad interests they con-

sider for their benefit.

The general demand for relief from the

Constitutional restraint upon civil or-

ganizations from managing their affairs in

their own way, and aiding in the construction

of works of internal improvement needed for

the development of local interests and the

promotion of the general welfare, prompted

us to advocate the law, not that it

is in all its details what we desire, but

as the best that could be obtained
i

and as one that was acceptable to the parties

who were to assume the responsibilities un"

der it.

We confess that we saw difficulties in its prac-

tical application, and thought that it might not

be as readily available as its friends expected

not only because of the unsettled legal doubts

about it in the minds of some, but also in the

necesRary complicity of its detailed working ;

yet we believe its passage would have been

wise. It would have stimulated initiatory

movements of some valuable enterprises, and

called out a large amount of individual ac-

tivity, and dormant local capital, that will now

remain idle.

For these reasons we regret its failure.

But there is a consoling side to the picture.

Since the postponement of this Bill, proceed-

ings have been instituted in this city for the

purpose of testing the Constitutionality of the

Ferguson Bill. These will be carried through

to the Supreme Court of the State and a final

judgment had npon it. We are as sanguine

as ever we were thatthe Ferguson Bill is merely

the development of a great constitutional prin-

ciple and will be sustained. If this decision

can be bad before the conclusion of the next

session of the Legislature, there is no reason

why the Griffith Bill or some such measure

should not then be enacted. This doubt being

the great bug-bear in its way this winter. En-

terprises can then revive under it, and with

fair sailing, can be concluded quite as

quickly as though they had commenced this

season.

The real interest of the friends of the Oriffith

Bill is to have the Ferguson Bill demonstrated

to be Constitutional, and all legal doubts and

questions about it cleared away and settled,

as is now proposed to be done.

The second question we referred to, is the

Collating the Railroad Laws of Ohio.

There was no excuse for not doing this. The

railroad interests of the State are of great

magnitude, involving immense amounts of

property and the income of thousands of our

people, Every day almost complicates the

relations of the various railroad corporations

of the State, and changes the legal status of

individuals and property to them, The laws

governing these affairs have been enacted

from time to time for the past thirty years,

and are scattered all through the statute

books of that period. Some of them are void, oth

ers dead letters, and others again conflicting.

They ought to be gathered together, arranged

in some sort of order, and such decisions as

have been had under them reported in foot

notes.

This would be a step in the cleaning up

process, and would at the same time invite

an examination into these laws and secure a

better understanding of their force and effect

by those who ought to obey them.

The railroad interests of the State

are important enough to secure a commission

to overlook them. During the past winter,

a legal complication demanded at the hands

of the Legislature, a committee to look into

the question whether one of the greatest com-

panies in the country has not been systemati-

cally violating the laws of the State, or has a

right to exist in the State at all.

We hope this question will be considefed

at the next session of the Legislature, and

some wise provision enacted to secure the

end desired.

Ohio Railroad Laws,

Passed April 6, 1870.

AN.ACT to extend the time for the Comple-
tion of Unfinished Railroads.

Section 1. Be it enacted by the General
Assembly of the Slate of Ohio, That in all

cases in which any railroad company hereto-

fore incorporated has been duly organized un-
der any law of this state, and has commenced
in good faith the construction of any portion

of its railroad, and has made expenditures
thereon, and the act incorporating said com-
pany, or any law of this state, requires the

completion, sufficient for use, of said railroad,

or any part thereof, within any limited period

after the passage of the act incorporating

such company, or after the organization

thereof, and such company has not so com-
pleted Baid railroad or such specified part

thereof within said limited period, and such
period has not expired, or has been tempora-
rily extended by order of any court of compe-
tent authority or by act of the Legislature of

the State of Ohio, it shall be lawful for said

railroad company to proceed in the construc-

tion of said railroad or such part thereof, and
complete the same at any time within five

years from and after the expiration of the

time limited by the laws in relation thereto.

Provided, however, that the provisions of

this act shall not apply to any railroad

company that has completed any portion of
its road under its original or amended charter,

and has for ten years previous to the

passage of this act abandoned or suspended
work upon the remaining portion of its line of

road.

Sec. 2. This act shall take effect from its

passage.

Passed April 11, 18*70.

AN ACT to enable Railroad Companies to re-

deem their bonded debts.

Section 1. Be it enacted by the General
Assembly of the Stale of Ohio, That ic shall

be lawful for any railroad company, incorpo-

rated under the laws of this State, for the

purpose of providing means for the redemp-
tion of its bonds, secured by mortgage or

other lien, upon its road, property or income,
to issue and dispose of preferred stock to

such amount as may be authorized by the

stockholders as hereinafter provided for, and
to guarantee to the holders thereof semi-an-

nual or quarterly dividends, not exceeding
eight per centum per annum, payable at its

office, or at such other place as may be desig-

nated by the directors.

Sec 2. The un preferred stock of the

company shall be entitled to dividends only

out of the surplus of the profits after setting

apart a sum sufficient to pay the dividends

upon the preferred stock.

Sec. 3. Before any stock shall be issued

under this act, a majority of the directors

who desire the same, shall call a meeting of

the stockholders of 3aid company, designa-

ting the time and place, and distinctly the

purpose of said meeting, which meeting shall

be held at the principal business office of said

company in this State; notice of said meet-

ing shall be given at least thirty days by con-

tinued publication in at least two newspapers
published and having most general circula-

tion in this State, and one at New York City.

If, at said meeting, the consent of a majority

in interest of the existing stock of the com-
pany shall be given to the issue of such pre-

ferred stock of the company, it shall be the

duty of the President and Secretary of said

company to make out an abstract, stating

the total amount of pre-existing stock, the

amount of preferred stock authorized, and
the vote at said meeting; to which they

shall attach copies of said notice and desig-

nate the time for which, and papers in

which the notices have been published, to

which abstract and statement they shall make
affidavit, and file the same in the office of

the Secretary of State.

Sec. 4. It shall be lawful for the directors

of such company to dispose of such prefer-

red stock, on such terms as they may deem
advisable in exchange for, or redemption of

any outstanding bonds, for the payment of

which said company is bound, whether as

principal or guarantor, and whether the same
have matured or not, or said company may
dispose of such stock or any part thereof

for cash; but in such event the proceeds

thereof shall be set apart and appropriated

only to the purchase and redemption of its

bonded indebtedness as aforesaid.

Sec. 5. This Act shall take effect from

its passage.
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ine—six thousand head being now reported
awaiting transportation at Kit Carson, 487
miles from Kansas City.

It is the true policy of the company to

stimulate and foster this trade by all proper
means, and to afford facilities for shipment
as needed at different points on the road.

The expenses of operating the road du-

ring 1869 were 62 3-10 per centage of the

gross earnings, being eight per cent, more
than for the preceding year. This increase
in expenses has been due, first to an unusual
outlay in the permanent improvement of the
road, in correcting alignment, lowering
grades, replacing temporary structures by
permanent ones, and in generally bringing
the road np to a first-class condition; and,

second, to the large expenditures rendered
necessary by the disastrous floods of June
and July, which destroyed several bridges,

and swept off a large amount of embank-
ment. The movement of trains over a por-

tion of the line was delayed nearly two weeks
by the floods, and it is estimated that the co n-

pany incurred an expenditure of more than

$1011,000 in repairing the damages sustained.

At the points menaced by overflow, the track

and bridges have been raised above the high-

est limit of floods, and a recurrence of these

disasters is not now anticipated. Such im-

provements have been made during the year
that the general condition of the line is much.

better than ever before. Further details re-

garding the transportation department will be
found in the accompanying report of the

General Superintendent.

The operations of the land department du-

ring the year are shown in the following

statement:

Acres sold
'. 384,185

Cash received $247,286 49

Notes 760,902 98

Total ..$1,008,191 47

Expenses 35,551 82

Net proceeds $972,639 65

The total land grant of the company ia

about 6,000,000 acres, of which 1,000,-

000 only, lying east of Ellsworth, have been

in market during the year. The result of

sales is very satisfactory, in view of the active

competition existing between the various

companies possessing large grants of land in

the State. The land department has been

efficiently managed, and a good proportion of

the settlers moving to Kansas have been se-

cured to the line of this road. Your board

are well satisfied that the best interests of the

company are served by holding the lands at

a fair and moderate price per acre, as an in-

ducement to their speedy settlement, and the

wisdom of this policy is shown in the magni-

tude of the sales made, and the very large in-

crease in the local business of the road.

We believe that the lands of the company
are now offered for sale at lower rates, and on

more advantageous terms to the purchaser,

than any other lands equally fertile and desi-

rable in the country.

EXTENSION TO DENVER.

At the date of your last annual meeting,

the western terminus of the road was at

Sheridan, 405 miles from the State line of

Missouri, and 11 1-15 miles beyond the point

to which the bonded aid from the Govern-

ment extended. This terminus at Sheridan

was unsatisfactory, and failed to give the

company command of that portion of the

Colorado trade which, geographically, should

Kansas recilic Railway.

REPORT OF PKES1DENT PERRY.

To the Stockholders of the Kansas Pacific

Railway Company :

The board of directors submit herewith

their annual report of business, earnings, and
general affairs of the company, for the year

ending December 31st, 1869.

The gross earnings and expenses of the

main line and Leavenworth branch for the

year, have been as follows :

EARNINGS FROM FREIGHT.

Commercial $1,128,848 50
Government 227,358 06

Construction 144,212 71

Total freight 1,500,419 27

PASSENGERS.

First-class 336,478 52

U. S Troops 85.313 42

Expresses 30,179 25

U. S. Mails 65,550 00

Total passengers 717,521 19

MISCELLANEOUS.

Rents
Individuals and companies 4,709 01

Suudry sources 3,200 64

Total miscellaneous 7,909 65

Total $2,225,850 11

EXPENSES.

Conducting transportation $331,145 34

Motive power 489,457 22
Maintenance of cars 101,372 64

Maintenance of way 396,221 03
General expeuses 67,983 83

Total working expenses 1,386,180 02

Net Earnings $839,690 09

DISTRIBUTION OF EARNINGS.

Mdse. and passenger traffic $,703,415 92
Government business 378,221 48
Construction material 144,212 71

Total 2,225,850 11

The average length of road in operation
during the year, was 438 55-100 miles, being
35 miles more than in 1868.

The gross earnings were equal to $5,075.48
per mile of road operated. This is an in

crease of $339 85-100 per mile in the earn-
ings of last year.

Total number of passengers carried in

1869 was 146,583—an increase of 37,251, or

34 per cent on the passenger travel of 1868.

Total amount of freight carried in 1869,
was 175,508 tons—an increase of 51,141 tons,

or over 41 percent, on the tonnage of 1868.

Average distance one ton freight was trans-

ported, 140 miles; average distance one pas-

senger was transported, 66 miles—being 22
miles less for freight, and five miles more for

passengers than last year.

It will be observed that the business of the
road has been almost entirely of a local char-

acter, and a very large proportion of it has
been confined to the first 200 miles of the
line west of Kansas City. The terminus at

Sheridan was in the plains, and offered few
facilities for business. Excepting a portion
of the New Mexico and Southern Colorado
trade, and the Governmeut business for mili-

tary stations in these regions, little through
traffic has been done in 1869. The road was
not far enough advanced towards the moun-
tains to secure any of the Denver business,

and the northern line divided with us the

trade of the Arkansas Valley and Santa Fe.

With the completion of the road to Denver,
all this trade, with that of the rich mineral
region to the west and south, gravitates natu-

rally to this route.

The result of the year's business, as shown
above, is a gratifying evidence of the wealth
and development of the country through
which your road runs, and of the permanent
value of the enterprise, since the receipts

from local traffic alone have been so large,

and from year to year shown such a rapid in-

crease.
The regular mercantile traffic for the year

shows a handsome increase over that of 1868,

and as less than one-eighth of this trade was
with points west of Ellsworth, the result gives

ample promise for the future local business of

the road, when the country adjoining the

western half of the line shall become settled

with an energetic and thrifty population—
such as is now pouring into the eastern coun-
ties.

Mercantile traffic in 1869 was 153,015 tons
;

in 1868, 91,193. Increase, 61,822 tons, or

nearly 68 per centum.
A considerable reduction in rates was

made in the early part of the year, amount-
ing to an average of ten per cent, on passen-

ger fares, and twenty per cent, on freight

rates ; and to stimulate the settlement of

the lands along the line, larger reductions

were made on lumber, grain, household
goods, agricultural implements, stock, and
other articles necessary to settlers.

The gross receipts from commercial busi-

ness for 1869 were $1,703,415.92; for 1868,

$1,281,729.54; showing an increase of $421,-

686.38, or 32 9-10 per centum.

Of the freight transported in 1869, 141,341
tons was west bound, and 34,177 tons east

bound, showing that freight moving west-

ward was more than four times as great as

that moving eastward. This inequality in

the movement of freight necessarily increas-

es the expense of operating the road. It will

"be gradually lessened hereafter, as the coun-
try becomes settled up, and the products of

the soil seek the Eastern markets; but we
look confidently for an immediate return of

business from the lumber, coal, cattle and
ores of Colorado, as soon as the road is com-
pleted and in operation to Denver.

Fifty thousand and forty head of Texas
cattle were shipped eastward in 1869, chiefly

from the stations of Abeline and Salina.

This class of freight has been materially

affected by recent restrictive legislation in

the State of Illinois—the leading market
for Texas stock—and the shipments over

your road were thereby confined to two or

three months of the year. With free tran-

sit secured for these cattle throughout the

year, east of the Mississippi river, a much
greater number would be moved by this

company.

It is now well established that almost all

kinds i of stock cattle can be raised more
cheaply in Northern Texas, Eastern Colo-

rado, and Western Kansas, regions directly

tributary to this line, than in any other por-

tion of the United States, and we may rea-

sonably regard the transportation of stock

as one of the permanent sources of revenue
to the company. The cattle shipments from
the rich grazing lands of Colorado promise

soon to rival those heretofore made from Abe-
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come to to this line. There was a gap of

about 230 miles between Sheridan and Den-

ver, which it was essential to the complete

success of this enterprise, should be filled at

as early a day as practicable.

Your board in their last report urged the

immediate construciion of this portion of the

line, aud gave strong and comprehensive rea-

sons for the work. The recommendations
then made were approved by the stockhold-

ers, and the construction of the road to Den-
ver decided upon.

Acting under due authority, your board or-

dered the execution of a mortgage for $6,-

500,000, secured upon the road to be con

structed (about 237 miles) and on 3,000,000

acres of the company's lands lying between

the 394th mile post and Denver, and adja-

cent to the line The bonds issued under
this mortgage were offered on the market in

August last, and it affords your board great

pleasure to be able to state that almost the

entire loan has been satisfactorily placed,

and that the funds are now secured for the

completion of the road.

At this date, the track is laid and the road

is ia operation to Kit Carson, eighty-two

miles west of Sheridan. The grading is ail

under contract, and iron and other material

ordered for delivery within the next three

months for the remaining one hundred and
fifty miles between Kit Carson and Denver,
and is expected to have the whole mad finish-

ed and in operation by September next.

The Denver Pacific Railway and Telegraph
Company, with whom a contract was made in

accordance with the act of Congress of March
3, 1869, for the construction of that portion of

the road between Denver and Cheyenne, one
hundred and six miles, have already laid

fifty-eight miles of track, and the remaining
forty-eight miles will be finished and the

road in operation by June 30th next.

The interests of this company dictated the

acquiescence of your board in the passage of

the act of March 3d, 18(i9, and in the execu-

tion of the contract therein provided. But
after its execution, to prevent that road from
falling into hostile hands, some individual

owners of large interests in jour line became
the active managers of the Denver Pacific

Company, providing the funds for building

the road, and successfully negotiating its se-

curities in England, and in order to protect

the interests of this company, and to secure

permanently the satisfactory management of

the line north from Denver, arrangements
were made by which your company obtains

the ultimate control of a majority of the

stock of the Denver Pacific Railway and
Telegraph Company; and as a further pro-

tection against a ruinous competition in busi-

ness, a contract was entered into between the

two companies to divide equally the gross

earnings of 212 miles of the roads nearest to

Denver.
The entire line, therefore, between Kansas

City and Cheyenne, having a common inter-

est, will, so far as the public is concerned, be
operated as one road. It is guaranteed by
law " equal advantages and facilities as to

rates, time and transportation, without any
discrimination of any kind," in its connection
with the Union Pacific Railroad at Cheyenne,
and thereby becomes a part of a continuous

line to the Pacific Ocean, and by the autumn
of the present year will enier fairly into the

field for a share of the through business with

California.

In addition to this through trade, the indi-

cations of future business with C dorado are

very promising, and your boaid have reason

to believe that the advantages to accrue from
the completion of the road to Denver, as set

forth in their last report, have in no respect

been over estimated.

The gross earnings of your road for 1870

will probably approximate $3,000,000, and
with the natural growth of trade in Colorado
and Kansas, the immigration stimulated by
the completion of these railroads, the gross

earnings for 1871 will doubtless exceed $4,-

000,000.

No positive action on the proposed exten-

sion of your road, via the 35th parallel, has

been taken since the date of last- report.

There is at present an unwillingness on the

part of Congress to grant further bonded aid

to railroads. A bill, however, has been sub-

mitted to Congress proposing a grant of lands

to this company to aid in the construction of

a road from the most eligible point on the

line, at or west of Ellsworth, via the Arkan-
sas and Rio Grande rivers to a point on the

northern boundary of, the Republic of Mexi-

co. This bill has received favorable consid-

eration from the Pacific Ra'lroad committees
of both the Senate and House, and should it

become a law, will enable the company to

commence the work at once. The extension,

as proposed in this bill, will form the first

link in the great Southern Continental Line

to the Pacific Ocean, which the demands of

commerce will require to be built before many
years.

In conclusion, your board express their ac-

knowledgement for the faithfulness and care

with which the various departments of the

company have been managed during the

year.

By order of the board.

John D. Perry, Pres't.

At the annual meeting of the stockholders

of the Kansas Pacific Railway Company, at

Lawrence, on the 4th inst., the following

named gentlemen were elected directors for

the ensuing year

:

John D. Perry, Adolphus Meier, C. S. Gree-

ley, W. M. McPherson, S. M. Edgell, Win J.

Palmer, Robt. E Carr and Thomas L Price",

of St. Louis ; H. J. Jewett, Columbus, O.;

John McManus, Reading, Pa., and Thomas
A. Scott, Philadelphia, Pa.

John D. Perry was re-elected President,

and Adolphus Meier, Vice President; C. S.

Greeley, Treasurer ; Chas B. Lamborn, Sec-

retary ; Jno. P. Devereux, Land Commission-

er; J. P. Usher, Solicitor, and A. Anderson,

Gen'l Sup't.

B@* The Railroad Gazette of Chicago,

comes to us enlarged, and in every way im-

proved, tt is now one of the very best pa-

pers of the kind in the country—containing a

large amount of practical intelligence for all

classes of business men, and railroad men in

particular, and is in every respect a worthy

representative of the energetic and go-ahead

city where it is published.

It ought to be, as we suppose it is, well sus-

tained by the railroad interests of the West.

figg™ Cyrus W. Field is before Congress

with a project for a new Cable Company,
which he desires to have incorporated, with a

capital of $10,000,000 gold, for the purpose

of laying a telegraphic cable between our

Pacific coast aud China and Japan.

Illinois Central Rail toimI Company.

REPORT FOR THE TEAR ENDING DECEMBER 31 8T,

1869.
•

The gross earnings of the Company were
$8,823,482 20; working expenses, $4,924,-

594.20; State taxes, $479,35815; and rent

of leased lines in Iowa, $532,15-1.47 ; leaving

net earnings $2,887,375.38, against $2,414,-

984.58 in 1868, being a gain of $472,390 80,

or 19J per cent. The per centage of expen-
ses to earnings, including State taxes, was

61J per cent against 64 37 in 1HB8.

The gross earnings in Illinois were $7,380,-

997.90, and the net earnings $2,732,756 16,

being an increase over last year of $438,
009 43
The gross earnings of the leased lines in-

cluded in above amount were $1,442,484.30,

working expenses 1741.285 77, State taxes

$14,424.84, and rent. $532,154 47, leaving a
net profit of $154,619.22.

There is an increase of 103J miles in leas-

ed lines in Iowa as compared with the last

report. The extension comprises 54 miles of

the Cedar Falls and Minnesota Railroad, and
49 miles of the Iowa Falls and Sioux City

Railroad, making a total length of 258J miles

now worked in Iowa
The tonnage bauleil during the year was

1,601,972 tons, against 1,439,675 in 1868, and
the average distance each ton was hauled was
158 14-100 miles, against 157 milei in 1868.

This, owing to the decline in value of cere-

als, has been transported at a considerably

reduced price per ton per mile, as compared
with the previous year.

The expenditures on maintenance of way
during the year amounted to $1,314,028 85y

which includes the cost of 8,225,610 tons new
iron.

The amount charged to permanent expen-

ditures was $884,776 99, of which $431,592.-

70 was for construction, and $441,713 for

equipment.
The bridge across the Mississippi, between

Dunleith and Dubuque, opened on the 1st of

January, 1869, has been used successfully,

and enabled us to transport without interrup-

tion a large amount of freight.

The funded debt was reduced $858,000,
and on the 1st of January amounted to $8,-

519,500, or deducting the special fund above

referred to, leaves au eveo sum of $8,O0Oi

000.

LAND DEPARTMENT.

The low price of wheat, and the almost to-

tal failure of corn thronph the central portion

of the State made it ditficul't for the farmers

to pay up in full to the Land Department.

The collections amounted to $2,550,717.70.

During the year there were surrendered to the

trustees $1,467,000 of construction bonds. Of
the $3,335,774 construction bonds now in the

hands of the trustees, $2,579,000 are in ad-

vance of collections. There were 85,860

acres sold to 1,521 purchasers for $899,348.-

71, being an average of $10.48 per acre, and
of 56 acres to each purchaser. Up to the

close of the year 1,356,830 51-100 acres of

the original grant of land had been deeded

to purchasers, and returns thereof made to

the State authorities. The amount owing to

the company for lands sold was $4,492,351.60,

and the number of acres unsold 457,779.17-

100, of which nearly 400,000 acres are loca-

ted soutb of the center of the State.

The number of acres of land remaining

unsold at the end of the year 1S69, was 457,-

779.17-100 acres.
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Railroad HuilrUng.

OENERAL ACTIVITY IS RAILWAY INVESTMENTS

—

THE WHOLE C00NTRY GMDIRONBD WITH NEW
LINES.

[From the N. Y. World.]

The recuperating energy and capita! of the

country are turning into the construction of

new railroads, and the extension and perfec-

tion of the older lines. Scarcely a corpora-

tion now in existence that is not planning or

carrying out some project for adding to its

business. Among the more prominent of the

lines now contemplated or building are, be-

ginning at the Eastward, a line to unite Port-

land to Halifax, so as to form a part of the

short ocean ferry to Europe. Portland is al-

so seeking a direct connection with the lakes

and the Mississippi system of roads by way
ot Ogdensburgh. Massachusetts has her

great central line, intended to tap the New
York lines by passing through the Hoosac
tunnel, and also by the Hartford & Erie, now
nearly completed. Connecticut is rapidly

completing a new and a shorter line between

New York and Boston by the Willimantic

link. New York State is building a great

line to Oswego—the Midland Railway, which

will open up a portion of the Slate too long

neglected. The Southern Central and Long
Island Railways are reported to be making
fair progress. New Jersey, although her

Legislature has narrowly refused the charter

tor the Air Line road between Philadelphia

and New York, has, nevertheless, another

route to Philadelphia in prospect by an ex-

tension of the New Jersey Southern (formerly

Britain and Delaware) Railroad from its

present terminu3 at Port Monmouth to a

junction with the Newark and New York road

at the former place. Pennsylvania is engaged
iii building several little local roads mainly

to reach her coal and iron deposits. At the

same time her great Central Railroad Co., has

finally succeeded in obtaining control of

Western connections to Erie, Cleveland, Chi-

cago, Cincinnati, Louisville and St. Louis, so

as to present at this moment the most co-

lossal and formidable railway consolidation in

the country, or perhaps in the world. Mary-

land and Delaware are pushing a line down
the eastern shore of the Chesapeake Buy, so

as to establish another through line to the

South. Virginia has relinquished her Slate

interests in the Chesapeake is Ohio road, and

a strong party of New York capitalists are

now pushing forward that line to the Ohio
river, which will, wilhin two years, establish

a short line between the lower Ohio Valley

and the Atlantic ports. Connecting with it

is a line from Gordonsville to a point on the

Potomac below Alexandria, another from

Newport News to Richmond, and a third

from Lynchburg to Covington. This activity

in Virginia is cheering for the future of that

State, and it will be instructive to note which

of the candidates for the coming city of

Chesapeake—Newport News, Norfolk, West
Point, or Acquia Creek—shall first secure a

line of ocean steamers for itself. Further

South numerous lines are in progress, which

is one of the best indications of returning

prosperity in that impoverished section. Geor-

gia has its Brunswick & Albany road and un-

der way; Florida its Central Railroad pro-

jected ; Alabama its lines to Chattanooga on

the north, and to New Orleans on the west;

Louisiana is pushing her line from Brazos to

the Texan frontier. In Northern Texas and
Arkansas the Memphis and El Paso, is mak-

ing fair progress. Kentucky has a great cen-

tral line partially constructed to unite Colum-

bus, at her western extremity with Catletts-

hurg. at ber eastern border, passing through
Elizabethtown and Lexington, which, in

unison with the Chesapeake & Ohio through

West Virginia, will constitute the grand
line between the South-west Slates and the

national capital. Along this central belt

are several other lines more or less interwo-

ven with the foregoing; for example: Ohio

has a line in contemplation cutting oblque-

ly across her territory from Toledo to the

iron and coal regions near Pomeroy ;
anoth-

er to connect Cincinnati w ;

4'i Portsmouth,

called the Cincinnati & Chesapeake. Indi-

ana, which is already checkered with roads,

has an important line constructed from her

territorial center to the central city of Illi-

nois, known as the Indiana and Illinois

Central road, begun before the war. Also,

a short line from Terre Haute to St. Louis.

In Illinois, both Chicago and St Louis are

pushing lines down to the Ohio River, so

as to tap the rich regions of Western Ken-

lucky and Middle Tennessee: the Chicago

& Vincennes being the project of the for-

mer city, and the St. Louis & St. Joseph

westerly, as the protege of the latter. B ith

roads pass through coal-fields. Connected

with this same belt of new lines reaching

from the Potomac to the Mississippi are ex-

tensions in Missouri. The St. Louis & St.

Joseph and the St. Joseph &. Denver form

the two essential links in the chain of di-

rect railroad communication to the far West,

which, by avoiding the circuitous route from

Omaha, will have a great advantage here-

after, as the Union Pacific Co., cau not, by

its charter, discriminate against any of its

Eastern connections, receiving the Govern-

ment subsidies. Iowa and Minnesota are

being gridironed by new roads. In Nebras-

ka and far distant California and Oregon,

new roads are building with extraordinary

rapidiiy also.

The inference to be drawn from this gene-

ral activity is a flattering one. It takes

money to build raiiroads, and surplus capi-

tal, instead of venturing against the risks

of commercial business, or the still greater

dangers of real estate inflation, is in large

part turning to the improvement of our

great system of railroad communication.

These roads are built in part upon mort-

gage bonds, which are based upon pledges

of the property. Though these railroad

bonds are placed in the hands of Wall

street bankers for sale, dealings in them

are not to be confounded with the ordi-

nary stock-gamblings of that locality. Rail-

road bonds differ in that regard from rail-

road stocks, although both are liabilities of

the railroad corporations; the bonds have to

be taken care of, though the stock may be

neglected. Even the most recklessly man-

aged roads have generally so scrupulously

provided for their bonds that they are ac-

counted as safe and convenient for perma-

nent investments as liens on real estate.

—The Oregon and California Railroad Co.,

has been organized, (with a capital stosk of

twenty millions of dollars. Ben. Holladay,

President ; W. L. Halsey, Vice President; A
G. Cunningham, Secretary. The Oregon

Central Railroad Co., (eastside,) after trans-

ferring all its property and franchises to the

above company, was dissolved. The purpose

of the new company is to complete the rail-

road oue hundred miles the present year.

—

Oregon Sentinel.

Ilonds.

As the question of more permanent roads,

both railway and highway, is now engaging

public attention, we condense a few remarks

|

made on this subject by the eminent English

railway engineer, Mr. Bridges Adams. They

suggest many points of practical advantage to

ourselves.

For forty years endeavors have been made
in England to construct " permanent way " in

railways, but the chief thing permanent nt

present, has been the permanent expenditure

in repairs.

For more than forty scores of years they

have been trying to make permanent street

roads, and rate-payers atfi-in that a main fea-

ture is repair also. The Romans set an ex-

ample of the formation of solid roads, made
with huge blocks of slone, which under their

comparatively light loads were permanent
until abraded into ruts, but for many reasons

Roman roads do not suit modern requirements

In the first place, in cities, with the miles of

pipes large and small, laid down at various

depths, and constantly requiring access for

repairs, which is only to be obtained by dig-

ging up the surface, it has been found impos-

sible to maintain a good road, even after one
has been made.
The paved surface is to the road what the

tire is to the wheel, a contrivance for prevent-

ing the destruction cf the substructure or the

road proper But just as some wheels are

made to depend for their strength on the lire,

so is it frequently sought to make the road

consist wholly of surface without any really

efficient substructure. The road surface is

usually arched for two reasons: Firstly, to

make it key together, by abutting against the

side cutis, and secondly, to run off the water.

Bui as the arch is noi formed of cut stones.

in radial lines, but of rough stones, filled irregu-

larly belween the joints with mud, or concrete

or groining, the blows from the heavily-leaden

wheels crack the brittle joint packing, and
drive down the stones in succession, and form-

ing shallow pools, in which water lies and
soaks through the joints; and the evenness of

the surface once destroyed, the whole goes
rapidly to ruin.

The average maximum weight per wheel

on a road wagon is about one ton. Dropping
from a projeciing stone on to a sunk one, it

acts like a piie driving machine, and the stones

being without continuity become separate

wedges u> be driven in If the stones were
continuous they would not be disturbed. With
a large surface, as on a Roman road, they lie

quiet, and being thick enough they do not

break. But to pave a whole road in that

manner would be costly, and, moreover, would
not give foothold to the horses. The delect,

therefore, in almost all roads, is the want of

a continuous under-surface that will not sepa-

rate or break to pieces. Efforts have been

made to obtain this by a bed of concrete, but

concrete is a brittle substance, without elas-

ticity, and a certain amount of elasticity is

essential to elude the force of the blows.

The road wagon wheel is loaded to one ton,

but the driving-wheels of many locomotives

—

particularly those used on the Metropolitan

railways of London, are loaded up to eight

tons each. The ground area of a mile of

railway is in round numbers 48,000 square

feet, but the real bearing area of the timber

sleepers is only about 18,200, supposing them
all packed solid. If, therefore, we could make
a timber substructure of a mile of roadway

distributed over the whole area instead of at

intervals, we should obtain a road four times
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the strength of any railway, and only suhject

to decay chemically.

But chemical decay in pine tiraher can be

arrested indefinitely by creosoting, etc., and
burying in the ground, especially moist ground,

just as piles last under bridge piers. The

road should be leveled and covered longitudi-

nally with creosoted pine boards, of a sectional

measurement of 9 by 3 inches, laid side by

side, and made to break joint. A second lay-

er should cross them transversely, and they

would need no fastening together. Upon this

surface the paving should be laid, the stones

with flit bottoms and asphalted joints, all bear-

ing on the timber. We thus obtain a continu-

ous road, perfectly flat and level, and imper-

vious to water, with a slightly elnstic yield,

that would deaden sound, facilitate draught,

while at the same time it would be free from

all dust and mud from below, and could only

be dirtied by matters carelessly deposited upon
it.

True, it would be costly. It would be set-

ting a cubic foot of creosote timber against

three feet of concrete. But the concrete

would be nearlv nine times as heavy as (he

timber, which is a consideration.

—

Ike Tech-

nologist.

Railroad Frkioht Agents' Convention.—
The annual meeting of the General Railway

Freight Agents' Association was held at

Cleveland, April 13 About thirty were pres-

ent, representing most of the principal lines

in the country.

The following officers were elected for the

ensuing year: President, C. VV. Smith, Pitts-

burg, Cincinnati and Si. Louis Railway; Vice-

President, K R. Wadsworth, Chicago, Bur-

lington and Quiney Railway; Secretary, H.

W. Hibbard, Terre Haute, and Indianapolis,

and St. Louis, Vandalia and Terre H-uite

Railways; Executive Committee, Thomas
Hoops, Michigan Central Railway ; Lacian
Hills, Cleveland, Columbus and Indianapolis

Railways; L. Devennev, Cincinnati, Hamilton
and Dayton Railway; M. H Smith, Louis
ville and Nashville Railway; J. C Buxton,

Cleveland, Sandusky and Cincinnati Rail-

way

The following rates on live stocks, per one
hundred pounds, were fixed :

To Buffalo—From Chicago. 40 cents; from

Indianapolis, 87.} cents; from Cincinnati, Ho

cents; from Louisville, 40 cents.

To Pittsburg—From Chicago, 40 cents

;

from Indianapolis, 32i cents; from Cincin-

nati, 30 cents; from Louisville, 37£ cents.

General classification of rates was referred

to the committee who were instructed to com-
plete tbeir labors, and then ask the President

to call a joint meeting of the Association and
trunk lines, at New York.

It was resolved to hold the next regular

meeting at Chicago, on the second Wednes-
dag of October.

The Commissioner of the General
Land Office is in receipt of returns from the

following land offices, showing the disposal

during the last month of 64,172 acres of the

public lands, to wit: Marysville, Colorado,

38,796 ; Sioux City, Iowa, 16,523 acres; and
Vermillion, Dakota Territory, 8,853 acres.

The Commissioner has also submitted to the

Secretary of the Interior, for his approval, a

list of school indemnity selections made by
the State of California in the San Francisco

land district, embracing tracts of an aggre-

gate area of 16,535 acres.

The Sdez Canal.—The Pittsburgh Oim-
mercial, of the 5th inst ,

speaking of the Suez
canal as a success of commercial interest,

says that the steamer Brazilian had returned
from Bombay through the Suez canal with one
of the largest cargoes ever shipped from that

port. On the 2lith of January the people of

Havre concerned in trade were exulting in

the fact that the English steamer Port Said
had just arrived in their harbor from the

Red Sea. This seemed to them the begin-

ning of a new future, the inauguration of a
maratime revolution; for the Port Said was
the pioneer of a line of steam vessels destined

to connect Liverpool, Havre, Port Said and
Bombay through the Suez canal. This line

was organized by the Merchant Trading Com-
pany of " Liverpool, Havre, and Bombay
Steam Navigation Company.' It consists of

the Brazilian, 2,815 tons
;
Queen of the South,

2.097 Ions; Israailia, 899 tous; Bolivian,

2,815 tons. At the date specified above, the

Brazilian* was just on the point of starting

for Bombay, from which port she was expec-

ted to bring a cargo of 10,000 bales of cotton

With all this Havre people ware delighted, as

hitherto they had received Indian cotton only

by sailing vessels which had spent, m luths in

rounding the Cape, or by the overland route,

in which much delay had been caused, and
much expense incurred in the transit through

E^ypt. The arrival of the Brazilian, with

her heavy cargo, after passing through the

canal, is certainly adapted to remove the dis

trust of some, and to raise the expectations

of others, as to the commercial revolution in-

itiated by the completion of Robert Stedhen-
son's "stinking ditch."

Populating RAiLWAYS.--The caption of this

article may not be altogether grammatical,
but the very fruitful suggestion of tbe idea

belongs to the Northern Pacific Company, who
have a land grant equal to about twenty

miles wide ail the way across the continent,

from the head of Lake Superior to the west-

ern coast of Oregon. And to stimulate emi-
gration to their lands, while securing labor-

ers to build their railway, they propose send-

ing Senator Schurz, ex-Secretary McCulloeh
and ex-Governor Marshall to Europe, with the

tempting offer of employment to laboring men
who may come and earn good wages; and,

when the line is finished, have each a farm of

40, 80 or 160 acres, with a neat frame dwel-

ling house ready erected thereon, and a lot of

reasonable size, fenced in, all at the expense
of the Company The terms of payment are

so hug and on so low interest, that they can

not prove a burden to the poorest. It is ex-

pected that the surplus wages received for

constructing the line will stock the farm and
provide the tools, so that every person em-

ployed in construction may, as soon as the

work is finished, go to raising crops, which
the road will bring to market. The Company
will manufacture the houses, by the thousand,

exactly alike, and thus build up an entirely

new world to astonish the rest of mankind.

Iowa.— Tbe total population of Iowa in

1869 was 1,040,819. Number of dwelling-

houses in 1865.114,351; in 1869, 183,921. Num-
ber of families, 187,407. Number of acres of

land in cultivation, 6,109,743. Bushels of

Spring wheat, harvested, 16,823,520; Winter
wheat, 1,140,035; total of wheat 17,963,555.

Number of bushels of corn, 76,507,575. Fruit

trees in bearing, 1,539,943; number not in

bearing, 4,100,207. Number of hogs of all

ages, 2,409,679; cattle, 2,108,669. Number of

milch cows 367,602. Number of sheep 2,370,-

106. Pounds of wool shorn, 4,478,934. Num-
ber of horses, 482,786. Number of dogs, 147,-

623 Value of manufactures, $16,061,210.
Number of acres of land assessed, 30,109,771.

Assessed value of lands and t wn lots, $222,-

561,061; of personal property, $71,971,191.
Total assessed valuation, $294,532,252. Num-
ber of miles of railroad, 1,9D0. The popula-
tion of Iowa in 18"47 was 116,651 ; increase in

23 years, 924,168. Wonderful has been tbe

progress of this young State, and yet it has
just commenced its onward progress.

fiSj?" The fruit trade between the coun-
tries bordering on the Mediterranean and the

United States is at present carried on by
twelve steamers, each of 1,250 tons burden,
running from Gibraltar to New York in twen-
ty days. There are two lines of steamers
engaged in this trade—the Anchor, of Glas-
gow, and the London. The steamers of the
Anchor line sail from New York with flour

and grain for Glasgow, there take in another
cargo of English manufactured goods and
proceed to the Mediterranean, stopping at

Lisbon, Ginraltar, Genoa, Leghorn, Naples,
Messina and Palermo. At these ports the

return cargo of rruit is collected, and the
steamers ihen'return to New York. The ves-

sels of the Condon line pursue nearly the

same route, with the exception of touching
at the English Channel ports, instead of Glas-
gow. The principal coaling station for the

return voyage i3 Gibraltar-. The fruit season
continues from November to the close of
May, and 36 000 b ixes of oranges and lem-
ons are imported weekly. These steamers
are also commencing to bring emigrants, and
also Americans wh > have been .traveling in

Southern Europe, and avail themselves of

this route to return home, without again pass-

ing over the countries they have already
visited.

fig^*" Commissioner Delano has transmit-

ted to the Senate a statement showing a
gradual and steady increase iu the receipts

of internal revenue for the several years end-
ing with each month from June, 18b9, to

Jan., 1870, inclusive From July 1, 1868, to

June 30, 1869, the receipts were $159,124,-

127.29 From August. 1, 1868, to July 31,

1869, the receipts were $162,898,778.15, and
tor the years ending in tbe succeeding months
the amounts are as follows: August, $164-,

176,806 79; September, $167,216,173.51 : Oc-
tober, $169,509,024.73; November, $172,933,-

30195; December, $174,399,969 32; Janu
ary, $174,839,925 43. This showing is a

gratifying one, and well calculated to streng-

then the financial credit of the country. The
good work will still go on if meddlesome tin-

kers can be kept from interference with it.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I llustrated Descriptions of Railroad Inventions.
Railroad Engineering and Mechanics. -

Record of the Progress of Railroads.

Railroad Reports and Statistics.

General Railroad News.
Railroad Elections and Appointments.
Twenty-four large quartu pages, published every Satur-

day on and after April 2, 1870.

Every Ra'lroad Man, an«l every man interested in Rail-
roads, should have it. Terms, §3 UU a year, in advance.

Address

J.. JV. KELLOGG, Publisher,
101 Washington St., Chicago.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.

Agents wanted.
H5 Sorts of either for $1 00; prepaid by mail. Also

Small Fruits, Plants, Bulbs, all the new potatoes, «tc ,

prepaid by mail 4 lbs Early Rose Potato, prepaid,

"for«100. Conover's Colossal Asparagus S3 per iOO ;

$yi per I0H0, prepaid. New hardy fragrant everbloomiug

Japan Honeysuckle, 50 cts each, prepaid True Cape Cod
Cranberry, lor upland or lowland culture. $1.00 p'er I0U,

prepaid, with directions. Prced Catalogue to any address,

gra is ; also trade list. Seeds on Commission.
B. M. WA I'SON, Old Colony Nurseries and Seed Ware-

house Plymouth, Mass. Established in 1842.

6-1-70," 17.

A Clergyman, wliile residing in South America as a
missionary, discovered a safe and simple remedy for the

cure of Nervous Weakness, Eiirl.v Decay, Diseases of the

Urinary and Seminal Organs, and the whole tr un of dis-

orders brought on by baneful and vicious habits. Great
numbers have been cured by this noble remedy. Prompted
by n desire to benefit the affliited and uufoitunate, I will

send the recipe f r preparing and usin; this medicine, in a

sealed envelope, to any one who needs it. Free of Charge.

Address,

JOSEPH T. INMAN,
Station D, Bible House,

7-10-9, 13. NKW YORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

SPRING-©,
Made at r is s sin Philadelphia. Employing only the
most experienced workmen and best material, he pledges
himself 1 1 furnish a Spring of ihe greatest elast city, and
one which shall bt uniformly reliable in its carrying weight

All Springs tested to double their usuaj
load.

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. N
ShopB—Seventeenth and Coatee St. FHIL.

John A. Griswold & Co.
TROY, 1ST. Y.

J. A. Griswold. E: Coming. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT &. SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

EDWI1V J. HORBTEB,

Successor to

WeDANEL «fc HORNER.

Locomotive and Bailroad

CAR SPRING MANUFACTURER
Wilmiii; loss. Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS.

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi'
_ neer's office at Charleston, W. Va , until VI M. March

], 1P70, for the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OV BRIDGE? on ihe Chesapeake and
Ohio Railroad between the Falls of Kanawha and the Ohio
River, including THRKE MILLIOlsS CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Ricfn ond Va., until
12 M. March 10, 1&70, fur several heavy sections east of the

Falls of Kanawha, including the unfinished work near
Millboro'. and that ei»ht miles east of the White Sulphur
Springs the Great Bend tunnel. 6,-iOr feet ; Lewi:- tunnel,
3,8tl0feet; five other tunnels from 500 to 1,700 feet Ion £ ;

several sections in rock cutting; and about 70,000 cubic
yards of masonry.

Profiles and spncifications can be found at the office of

the company) .
r
>4 William street. New York, on and after

February 1; at Richmond, Va., and at Charleston. W. Va.,

on and after January 15, 1870. The company reserves the

right to rcjectany or all the bids offered, and to make private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomb. Chief
Engineer, Richmond. Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C P. HUNTINGTON.
27-1-70.4. President.

L.RAND SCENERY!
{©-QUICKEST EUUTE-a
BS Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPHIA

,

NEW YOIiK, and

BOSTON,
VPITE THE PRIVILEGE OF GOING TOWASHINGTON

ISO CHANGE OF CARS
From Cincinnati "Dq 1 4--i -v-y-| r\T*a ;U1 *' 1,uL ON ^

orColumhus to J-><fc± blJXLUl t? CHANGE
Vhilad- Iphiu and New Yurli.

^ggIgSc7s ^Baltimore & Ohio R, R

J. I,. WILSON, Mas'er of Transportation.

L. M. COL-K, General Ticket Agent.
9. B.GIHSON, General Western Passenger Acent.

JANUARY 1st, 1870.

Cincinnati to Si. Lovis Without
Chun ye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evnnsville, St. Joseph

JVferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinoi

(Vntiul Railroad.

TSAIKS RUN AS FOLLOWS :

St. Louis. Evansville and Cairo
Mail 7:liA M. 10:55P.M.

Osgood Accommodation 3:10 P.M. 8:J5 a. M.
Through Western Express 5:lu P. M. 8:30 1*. JU.

Night Express 10:'-!0 P. M. KillO.A. M.

The 5:10 P. M. train runs daily. Trains run by Vin-
oeunes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. (i. BONDURANT. Superintendent, Cin. 0.

C . E. FQLLET , Gen'l Tick't Ag't, Si. Louis, Mo.

n

J

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington. Delaware, or
('HAS. BOCKC8 A CO, lieslon, Mass

2-12-9, 52

BUSH & LOBDELL,
Chilled Railroad Car Wheel, Tyre

—AND

—

Railroad lYLachine Works,
WILMINGTON, DELAWARE,

MANUFACTURE

Chilled Wheels and Tyres
FOB,

Railroad Cars
and

Locomotive engines.

ORDEKS executed promptly to any extent for tbese
celebrated Wheels, either

^
single or double plates

with or without axles.

WHEELS FITTED

Hammered or Boiled Axles, in the best mannsrand.
the shortest notice, and on tht moat reasonable'
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ERIE: RAIL«WiLY.
1400 MILES anjer SCO MILES without

One Management. Change of Coaches.

BROAD GAUGE, Utll'SLKTRACK ROUTS

KEW YORK," BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

I*ennsylvania.
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YOKK, - 025 Miles.

DUNK1R& to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 385 Miles

AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CINt INN ATI from DEPOT, corner Fifth

and Hoadlej Street?, by Columbus, O., time,

which is 7 minutes taster than Cin'ti time.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.
M.; Urbana, 10.29 A. M; Galion, 12 57 I.M.;

Ma-infield, 1 40 P. M., West Salem, 2.48 P'

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; Ranvenna,
5.05 P. M.; Meadville, 7.55 P. M. (Supper);
Susquehanna, 8 10 A. M. ( Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine); New York, 4.10 P.

ai. Connects at Ravenna with Cleveland &
Piltuburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Ringbampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

.9.45 P. M. LIGHTNING EXPEESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
1 26 A. M.; Galion, 4.00 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'sf)

;

Akron, 7.33 A.M.; Ravenna, 8 20* A. M.;
Meadville, 11.16 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elraira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New aDd Improved Coaches of the style peculiar to the

Broad Gnufre. arranged for both Day and Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming ttre Only Line runniDg through
860 Miles without Change-

Boston and New England Passengers,
with Iheir Baggage, are transferredFREE
OF CHABGE in New York.

JTj3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
thiro Street, New York, thus enabling parserrgers to reach

he upper portion of the city without the expense and an-
noyance of a street car or omnibus transfer.

JT~P The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's heauties, in a daylight journey over

this Line, ^rll find in its ever changing landscapes sub
jects of continual admiratb n nnd interest

Baggage Check'd Through
And Fare alu-ays as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet

H 1 use, and foot of Itroadway , (Spencer House Block),

ami at all principal Ticket Offices in the South and
South-west- WM. R. BARK,
W B. SHATTCC, Qen'l Cui'r Ag't.

geperal Southern Agent,

Best Route to St. Louis aud Chicago

INDIANAPOLIS,
-*- CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

o-^x:o.c>,

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and b'iver Towns and Cities iu the West,
North west and South-west.

TQ=The7:35A. M. train runs daily.

ON AND AFTKR SUNDAY, DKC. 5TH, 1PB9, TRAINS
WILL LEAYK PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ".20am 12 40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
*St. Louis and Springfield Express. 1" 21) pm 3.42 pui

Lawrenceburg Accommodation 10.10am 2.35 pni

Lawronceburg Acconimodairon 4.t'0 pm 8.25 am

*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 011am 10.15 am
Chicago Express 6 50 pm g.3i> pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickels can be obtained atthe Burnet House
Office, corneroi Thhdand Vine ; River Office, corner of

WalnutStreet and River ; and at Depot, corner of Plum
and Pearlstreets. 1 he splendid Passenger Depot of ttre

I. & C. Railroad is about amilenearertle business center
of thecPy than the Depot or" any other railroad, and with-

in a few squares of the Postofficeand principal betels and
Steamboat Ian dings.

J. F. RICHARDSON .Superintendent.

A. K. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE

Eastern Express (Erie Railway;.. 7:1:0 A. M. 6:30 P. M-
do do do ..0:45 P.M. 7:00 A M-

Toledo, Detroit & Canada 7:15A.M. 10:25 P. M-
do do do - 6:30 P. M. 7:00A.M.

Lima. Fort Wayne &. Chicago 7:15 A.M. 10:25 P. M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ...6:30 P.M. 7:30 A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 6 30P M. 10:20 A. A.
Munciei Indianapolis 7:15 A.M. 10:25 P.M.

do do 6:C0 P. M. 1:20P.M.
Hamilton, Eaton &. Richmond.., 7:15 A. M. 10:25 P. M.

do do do. ... 5:(i0 P. M. 10:20 A. M.
Hamilton Accommodation 9:30 A. M. 6:05 A. M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cinclc-

jatitime.

For allinfovmationand throughtickets, please apply at

toeold office, south-east cornei of Broadway and Front; Bur-

net House Office, corner Vine and Baker streets, and at the

respective depots. East Front and WestSixth streets.

D. MCLAREN. Gen'l Superintendent
SAM'L STRPHKNSON, Genl Tick't Ag't.

Jmnibuses call for passen. ers

The Old And Reliable Route.

Throngh to Pitlabure without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont :nue to trans-

port produce and merchandise between Cincinnati and
I'ittsbusg, Philadelphia, BaUimore

t
New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.

Time only 3 liours
Fare Only §3.50—Transfer from Hotel or
Residence to .Depot* in Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, Nt w

Orleans, and all points SouLh.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
MorringMail 7,35 A. M. 2, 3np. M.
Evening Express 7. 15 p. M- 3.45P. >!.

NiL-ht Express 11,15 P". M. 5.0H A. M.
Walton Accommodation 4,tt()p, M. 9,35 A. M.

the 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation, oiler preat inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives eariy
next morning, giving all day to attend to business. For
further information as tn routes, low fare, &c, please apply
at No 1 Burnet House, or Depot. Covington. Ky.

SAM'L GILL, Gen'l Sup*t- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

lassenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lacka«ai.na, and Western Railroad, and at Easion
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through trom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
fizc-

7:15 a. in.—For Somerville.
8:30 a in.—For Flemington, Junction, Stroudsburg,

Water Gap, Scranton. Kingston. Pittston. Great Bend, t&c.
12 in.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre. Reading, Columbia, Lancaster,
Ephrats, Liiiz, Pottsville, Scranton. Harrisburg. &c.
3:30 g>. 111.—For Easton, Allentown, Mauch Chunk

and Belvidere.
4:30 p. m.—For Somerville.

5:25 p- ni.- For Somerville and Flemington.
6 p. 111.— For Easton and intermediatestations.

7 l>. ibi.—For Somerville.

7:20 p. m.—Emigrant—Stopping only at theprinci
pa] stations.

9:00 p. m.-For Plainfield.

11:50 p. in.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. eis.—Western Express, daily, (except Sundays,
1

)

for Easton, Allentown, Harrisburg, and the West wiihout
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,) for Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawanna and Western Railroad for all sta-

tion < to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Extress Train, daily, 'or Easion
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, (3:30, 6:55, 7:15
8:15., 8:30, 9., 9:20, li.:3U, 11:40 a. m —12 m , 1;(0, 2:i

3:00,3:31), 3:45,4:15, 4 30, 4:45,5:10,5:25, 5:45,6:00,6:25,
7:10.7:2 ,7:40,8:i.0.0:00,9:40 10:45.11:50p.m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. I Astor House; Nos. 254, 271. 526 Broadway ; at

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER, Superintendent*
H. P. Baldwin, Gen Pass. AgU
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By Wrightson <£ Co.,
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The Ohio River.

ITS TRIBUTARIES, COMMERCE AND NAVIGATION.

It is a very curious thing, that while there

have been systems of canals, and great num-

bers of costly railroads made, that there has

been no attempt made, by a general plan, to

make and keep the tributaries of the great

rivers of the West navigable. We have not

made the estimate, but it is entirely within

bounds to say, that one-fourth the cost of the

railroads within the Valley of the Ohio, would

have made erery tributary of the Ohio perma-

nently navigable. Now, has any one con-

sidered what that would be, and its effects ?

Let us tell the reader, that the Ohio and its

tributaries make seven thousand three hun-

dred miles of coast line. If the whole of

this coast line was navigable by small steam-

boats, it would be equal to thousands of miles

of railroads.

The late Mr. Ellet, civil engineer, pro-

posed a plan to make the navigation of the

Ohio uniform and permanent, by pools and

dams at the head of the streams. This plan

was entirely practicable, and would not have

cost great sums. He is the only man who has,

so far as we know, proposed any general plan_

At some time the improvement of the western

tributaries will be made, and in view of thati

we will review some of the facts connected

with it. We have the Pittsburg Chronicle,

with an excellent article on the commerce of

Ohio. From that we shall make a digeBt of

some facts of deep interest:

The Tennessee is the most southern tribu-

tary of the Ohio, and the Big Beaver, in

Ohio, the most northern— the Alleghany be-

ing itself the real Ohio. The sources of tbe

Alleghany are in about the 42° of north lati-

tude, while the south bend of the Tennessee

is 33°. Thus we have a zone no less than

nine degrees in breadth, included in the

Valley of the Ohio. The area included in

this valley is 220,000 square miles. As a

very large part of it is alluvial, it has been

more rapidly settled and made productive,

than any other section of the country. Nearly

the whole of five states, (Ohio, Indiana,

Illinois, Kentucky and Tennessee) and a very

large part of three others (Pennsylvania,

Virginia and Alabama) are included in it. In

a report made by the United States Engineer

of the Ohio River Improvement, it is said,

that no less than three hundred and seventy-

two cities, towns and landings—not including

any farm landings—are on the Ohio and its

tributaries. The entire coast line, as we have

said, is about 7,500 miles; but the actual

steamboat navigation is nearly 4,01)0 miles.

The principal lines of this navigation may be

thus described:

1. That of the Ohio itself, making 937

miles of direct navigation, whose towns we

need not state.

2. That of the Cumberland, which has 700

miles navigable, and in its course furnishes

commerce, derived from almost all of the pro-

ducts of the temperate zone. Among the

towns and places on this river are Eddyville,

Canton, Dover, Clarksville, Nashville, Ash-

port, Carthage and Burksville.

3. The Tennessee river, which furnishes

700 miles of steamboat navigation. Among
the principal towns upon it are Paris, East-

port, Tuscurabia, Bridgeport, Chattanooga

and Kuoxville. The Valley of the Tennes-

see, like that of the Cumberland, furnishes a

great variety of commerce.

4. The Valley of the Wabash is an im-

mensely rich agricultural region, and for 400

miles is lined with flourishing towns and vil-

lages. Evansville, which really belongs to

the Valley of the Wabash is one, Mt. Carmel,

Vincennes, Terre Haute, Logansport and Ft.

Wayne.

5. The Valley of the Muskingum, 200

miles in length, with Marietta, McConnells-

ville, Zanesville, Coshocton and many oLhers.

6. The Valley of the Licking, which for 250

mile* may be made as -navigable as a canal,

with locks and dams.

In addition to these, we need scarcely men-

tion the Valleys of the Scioto, and the Miamis,

which, though not navigable, are filled

with railroads and canals, which now, indeed,

pervade the whole Valley of the Ohio. If we

now consider this immense area, sufficientto

make half a dozen European kingdoms, and

its seven thousand miles of river coast, we

shall begin to perceive what an immense com-

merce has already sprung up, and must here-

after be enlarged far beyond even any present

imagination of its magnitude and importance.

By a statement made by the Engineer of

the Ohio River Improvement, it is claimed

that the value of the commerce of the Ohio

river and its tributaries amounts to seven hun-

dred millions of dollars. This seems an

enormous amount, but it is made out by actual

inquiry into the amount of commerce in all

towns and landings where the value is above

$100,000. The following is the estimate thus

made of some of the principal cities and

towns :

Pittsburg, Pa 1150,000,000

Cincinnati, Ohio 150,000,0(10

Louisville, Ky 115,000,000

Padurah, Ky - 40,000,000

Smithland, Ky 30,000,000

Wheeling Va 30,000,000

Cairo, III 20,000,000

New Albany, Ind 15,000,000

Evansville, Ind 12,500,000

Portsmouth, Ohio 12,000,000

Steubenville, Ohio 8,000,000

Pomeroy, Ohio 8,000,000

Irouton, Ohio « 5,000,000

Maysville, Ky 8,500,000

Ripley, Ohio 5,000,000

Madison, Ind 12,000 000

Henderson, Ky 3,000,UOO

Here are seventeen towns, whose aggre-

gate commerce on the river (for we do not in-

clude the inland traffic) exceeds six hundred

millions of dollars. Besides there are more

than 80 other places exporting and importing

to an amount exceeding $100,000. Such is

the immense commerce which already swells

up in the Valley of the Ohio.

Now, let us look at three points, viz : what

the population of this valley is—what ils in-

fluence must be, and what ought to be done ?

1. The eight states and parts of states,

which lie in the Valley of the Ohio, contain

ten millions of people, one-fourth the whole

population of the United States ; and more

than New England, New York and New Jer-

sey together contain. It is time this great

and rich portion of the. country received the

attention of the Government in those things

upon which only Government can act.

2. What must be the commercial influence

of this great, and in regard to internal com-

merce, most important section of the country ?

Col. Eads, civil engineer, thus speaks of the

commerce of the Mississippi and Ohio :

" Through its copious channels, for all time

to come, are destined to circulate, the susten-

ance and surplusage of its people. Life giv-

ing Commerce, who brings in her ever wel-

come train peace and good will to men,

through its many convenient passages will

distribute plenty and prosperity throughout

the realm. The wealth and luxuries of the

generous South will thread its devious cur-

rents to their very sources, and will be scat-

tered within the sound of their tinkling rills

and sparkling cascades, whilst every wave

that is borne towards the Gulf will be burden-

ed with the reciprocated offerings of the cold-

er latitudes. From its streams will be sent

forth to the less favored nations of the earth

the bountiful abundance of a land far more
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blessed than that which the prophet of old

was permitted to gaze upon, but forbidden to

enjoy.

"The influence and power of the people

of this valley w 11 be limitpd only by their

virtue and intelligence. They can forever

rivet to this Union, with bonds firmer than

brass or steel, the States that lie beyond the

mountains, outposts of the nation, and which,

fringing the Commonwealth, constitute butt-

ress and bastion, stoikaie or portcullis, to

give safety and repose to the mighty State

within their borders Self-protection, com-
munity of interest, ties of consanguinity and
national pride, will hold those States to the

great central empire as immutably as the

planets are held in their just positions by the

attraction of the vast central orb, whose bless-

ed influence gives them stability, and from

whose exhaustless warmth they inherit vi-

tality and nourishment."

3. And now, what ought to be done ?

Everything should be done which will re-

in )ve the obstructions to, and make prac-

ticable the vast navigation of the Ohio and

Mississippi. It would have cost very little

to have carried out Mr. Ellet's idea of

pools and locks, to make permanent the navi-

gation of the Ohio. The same might have

been done on the Cumberland, the Tennessee

and the Licking. The Louisville Canal has

been the opprobrium ot the country, but is

likely to be made navigable soon for good

boats.

The Pittsburg Chronicle well says:

" But few of our readers may have an idea

of the great value this river has been, and is

still to our national prosperity, and plain facts

like the above are worth bushels of speeches

and books. If the Western people ever hope
to be benefited by wise and appropriate legis-

lation to anything like the extent the Eastern
and Northern people have been by the im-

provement of their lakes and harbors, they

should ask the same national aid for the im-

provement of the navigation of Western riv-

ers. Whatever value the navy, light-houses,

breakwaters and harbor improvements may be

to our foreign commerce, river improvements
on the same scale of cost, for the advantage
of a much greater" inland navigation, would
only seem right and just. Let us develop all

our resources."

'There is great activity in American

Railroad Securities in the London market.

Bonds of the Indianapolis, Bloomington and

Western Railway, the Des Moines Valley

Railway and of the State of Alabama for

railway purposes in that State are now offered

in that city, with flattering prospects of being

rapidly taken at fair prices.

'The people along the contemplated

railroad line from Hillsboro to Piketon, on

the Ohio River, have advertised for a rousing

meeting at Hillsboro, on the 5th of May next.

They are all alive to the importance of this

work, and from the signs something is to be

done.

Several prominent citizjns are advertised

to address the meeting.

The V. M. Jt I>. R. It. Co.1

, and tUe 3d of
Slay Election.

The railroad event of the past week, in this

city, has been the controversy between the

I
resent management of the Cincinnati, Hamil-

ton & Dayton Railroad, and certain of the

stock interest of that enterprise that are dis-

satisfied with the old regime.

The combatants are powerful, active, and

each full of hope, and as the prize is one of

the largest in this section of the country, the

effort to seize it is correspondingly energetic.

The daily press has taken up the cudgel,

and is arrayed not exactly according to its old

feuds. The Enquirer comes out bold and

strong, indeed personal, in defense of Mr.

L'Hommedieu, and warns the stockholders

against the direction of anything, much less

a productive road like the C. H. & D., by

grasping rings. The Republican press is, of

course, on the other side; the Commercial di-

rectly ; the Gazette, Times, and Chronicle

by indifference.

Up to this writing the conflict goes on, and

we suppose will, until the 3d of next month,

when the election of directors of this road,

for the ensuing year, will conclude the mat-

ter, and as this period is so near at hand, we

venture no opinion upon the result.

Our interest is with that of the railroad

prosperity of the country. The OH & D
road is a project possessing such advantages,

in locality, connections and control of a large

and growing traffic, that it ought to stand

among the very best of the kind in the coun-

try. The reflex value of its productivity

upon the capital invested in it, is very great

upon roads now terminating in this city, and

greater still upon such enterprises as are pro-

jected to be built from this point. Railroads

are regarded as a system, and affect each

other more than a superficial view may indi-

cate.

As an objection to the construction of new

roads from Cincinnati, we have heard from

experienced railroad men, "that the railroads

now centering here did not pay, and that the

interest of the city was to bring them up to

this standard, before any attempt was made

to construct others."

At the time this was said, about two years

since, we believe there was not a railroad then

running out of Cincinnati that paid a cash

dividend; the remark, therefore, seemed war-

ranted, and we have no doubt the same

opinion was entertained by other persons, and

that our enterprising citizens were crippled

in their efforts to advance new schemes of

this sort, by reason of these views.

There is, consequently, a great public inter-

est in the prosperity of our railroads outside

of that direct one that belongs to their s:oek-

holders and creditors.

It is in behalf of this public interest we

speak, and aver, that if the C. H. & D. road

has been so managed, that it has not paid as

well as it was capable of doing, and at the

same time* have afforded the public all the

conveniences if has, and with a due allowance

for the mistakes that are incident to the best

capacity in its direction, the stockholders are

justified in their complaints, and the public

have a right to encourage them in demand-

ing a change in its management.

This position, of course, authorizes the con-

verse one.

Now, what the facts are we will not under-

take to determine. We are aware that for

some time there has been complainings

against Mr. L'Hommedieu and associates as

managers of this road. But these we regard-

ed rather as the fault-finding always heard

against those in authority, and such as are

generally without foundation. But now, that

it has assumed a magnitude that calls from

Mr. L'Hommedieu himself, long defenses in

the daily press, and large public meetings

addressed by such responsible gentlemen as

Gen. Bates, Wm. Hooper and Hon. Henry
Stanbery, it rises to a dignity that demands

respect; and we should think Mr. L'Homme-

dieu would court the severest criticism of his

skill and integrity as a railroad manager, and

cheerfully submit to the verdict, in the full

consciousness that the stockholders and the

public would scorn to do him injustice.

Is not this the surest way of -defeating the

machinations of a ring 1 Would not such a

proffer inspire confidence in the stockholders

—keep up the price of the stock of his road,

and thus prevent its changing hands until the

result of an investigation was known? And

if favorable to him as he claims, would he

not put all his foes hors de combat, and reign

master of the situation? The stockholders

of a corporation have a right to complain, if

they think they are aggrieved by the neglect

or inefficiency of their officers, and the offi-

cers have quite as good a right to show that

the stockholders are mistaken, and ought to

rejoice because they are so intelligently and

faithfully served.
. m

JJ@~ The official report of the Erie Railway

to the New York State Engineer shows that

road to be 823J miles long, this includes

branches and roads operated by the Company

iu New York. The total cost of construction

is put at $65,131,959; the stock issued is re-

ported at $78,53(5,910, and the bonded debt

at $23,398,800. The income from earnings

are $16,721,500, while the cost of operating

has been $13,718,085, or a little over 80 per

cent, of the gross earnings ; the interest paid

on their bonded debt was $1,703,773, leaving

a balance in the treasury for other purposes

of $1,299,642.
.———

B@* From latest advices we learn that

money is very abundant and cheap in

England, and that the crop prospects are good

throughout the Kingdom.
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Rockport * Northern Central Railroad.

The notices of the city press that a join^

resolution of the Board of Trade and Cham,

ber of Commerce had invited the friends of

the above named railroad to meet at the

rooms of the Board of Trade on the 27th inst,

for the purpose of considering measures to ad-

vance the interests of this scheme, called out

a fair number of our responsible citizens

who were met by upwards of a hundred of the

solid men living along the line of this road.

The meeting wa3 organized by calling Hon.

Josiah Kirby to the chair, and the appointing

of the following gentlemen as Vice Presi-

dents :

R. M. Bishop, Joseph Kinsey, Cincinnati
;

J. N. Breen, Martin county, Ind ; M. Freed-

inan, Dubois cuunty, Ind.; Hon. D. T. Laird,

Spencer county, Ind.; J. C. Rudd, Daviess

county, Ky; Joseph McCudd, Davis county,

Ind., and Capt. H. H. Tatem as Secretary.

Mr. Kirby made a few well chosen remarks,

in which he spoke of the interest Cincinnati

had in all railroad improvements—the impor-

tance of this one to her trade, and such other

facts as are pertinent to the project.

A letter was read from James Weir, Presi-

dent of the Cvensboro & Russellville R. R.

in which it was claimed that this work is of

"great value as a connecting link with the sys-

tem of South-western roads, and would give

Cincinnati her long desired avenue to the

South.

Interesting addresses were delivered by Mr.

L. G. DeBreuler, President of the Rockport

road; Dr. Sabin, its Secretary
; Judge Laird,

of Rockport, and on behalf of our citizens by

R. M. Bishop, L, H. Sargent, Miles Green-

wood and Wm. Glenn.

Mr. Gano offered the folio wing resolutions,

which were adopted :

- Whereas, It is desirable that the city of

Cincinnati shall extend her lines of transpor-

tation South, and

Whereas, The Rockport and Northern Cen-
tral Railway presents us a fair and tangible

proposition to secure a valuable Southern con-

nection by a comparatively small outlay.

Resolved, That the President and Vice
Presidents of this meeting appoint a commit-
tee of nine to canvass among the business

men of Cincinnati geuerally to secure stock.

The following committee was appointed to

solicit from our citizens subscriptions to the

capital stock of this company :

M. Kleiner, L. H. Sargent, Robert Mitchell

G. W. McAlpin, W. H Harrison, Jacob Elsas,

B. George Stahl, N. McNeale, John Slevin, G.

F. Bouve, Jas. Morrison, Richard Mallay,

Josiah Kirby.

The object of this meeting was to induce

the people of Cincinnati to subscribe to the

stock of this road, the sum of three hundred

thousand dollars, which, with the local sub-

scription now amounting to about two hun-

dred and fifty thousand dollars, is said to be

sufficient to grade and prepare this roadway

for the iron and equipment.

The local subscription is proposed to be a

donation, and therefore, the road would be

under (he control of the stockholders who
may take this $300,000 wanted from our citi-

zens, and, consequently, could be operated in

their especial interests.

The meeting was a pleasant one, and we
believe satisfactory to all parties.

The remarkable feature of this conference

is, that our people are solicited to aid the con-

struction of, and to own and control sixty

miles of road, the nearest point of which is

about one hundred and fifty miles from our

city, and that connects with, and is expected

to fill a hiatus in a system of roads that lead

to business centers, both north and Bouth,

that are rivals of Cincinnati.

Let us look at this a moment. Mr. Weir,

the President of the Owensboro & Russell-

ville road, in his letter to this meeting, savs,

that his road will certain/!/ be built to the city

of Nashville. At this point, connections are

made with roads that lead pretty directly to

all the South-western interior, part of the

Southern Atlantic, and all the Gulf ports.

Thus the Southern half of this scheme is

concluded,

Now, with the road made from Rockport to

Logootee, the point of intersection with the

Ohio & Mississippi road, a capital St. Louis

line is had; there being but about 30 miles

difference between reaching that point or Cin.

cinnati. Thence, with the line to Gosport,

direct communication is secured with Indiana-

polis and Chicago. Or, if the route should

be chosen from Logootee to Rockville, thence

to Attica on the Wabash river, and the south-

ern terminus of a contemplated and practical

road from Chicago quite as good a route is

had to these points.

Thus is matured the northern complement

of this plan, except the bridge across the

Ohio river, which was not mentioned by the

gentlemen at this meeting, and is certainly

not included in this $550,000 estimate for

grading, etc., yet without which the much

talked of Southern trade for Cincinnati, falls

to the ground.

Let any of our readers place their map be-

fore them, and strike a line from Chicago to

Attica—then another from Attica to Logoo-

tee, and another from there to Rockport, and

they will see at a glance that this is the best

north and south line between the Lakes and

the Gulf. It is Chicago's Southern road, and

will be to that city substantially what we are

claiming for our Southern road to Chat-

tanooga.

To show that we are not alone in the views

we have expressed, we quote from various

journals laboring for the success of this

scheme, and published at a time, we suppose,

when Cincinnati aid was not contemplated.

The Indianapolis Journal, of Sept., 1869,

says :

"Articles of association have been filed in
the office of the Secretary of State, for a rail-

road from Rockport, Indiana, through the
counties north of the Ohio river, to a
point near Bloomfield, Green county, and
thence through Clay county, touching Mid-
dlebury, Bowling Green, Brazil and Knights-
vi lie, thence to Rockville, through Parke and
Fountain counties, crossing the Wabash Val-
ley road at Attica, and through Warren, to
Oxford, Benton county, and to Lake Michi-
gan and Chicago."

A telegram to the Commercial from the As-

sociated Press, dated Nashville, March 9,

1870, says :

" The subject of direct communication by
rail between this city and Chicago, via Rus-
sellville and Owensboro, Kentucky, is ex-
citing much interest."

And a Nashville paper, dated Feb. G, 1870,

referring to this subject, says :

"We have before us a letter from the Presi-

dent of the road, which has been kindly fur-

nished us by one of the delegation, from
which we glean the following interesting

facts : Those interested in the success of the

road are anxiou9 to make a Southern connec-
tion at Springfield—the nearest point of their

Southern terminus, with the Tennessee South-
ern Railroad system. They are also sanguine
of making a Northern connection to Chicago,

and necessarily with all the Northern roads,

and this company is very desirous of making
through connections South to Decatur and
Chattanooga."

We deem this quite sufficient upon this

point.

The argument that this sixty mile link will

be owned by Cincinnati, and therefore con*

trolled in her interest, does not meet the case.

The question is, do Cincinnati men desire to

invest in a Chicago Southern road ? If they

do as an investment, we have nothing to say
;

but if with the purpose of securing southern

trade for this city, we shall ask them to look

again at the situation, and see whether the

natural and therefore better means of accom-

plishing this result is not overlooked.

There are other reasons that present them"

selves to us, why this sixty mile link, though

controlled by Cincinnati, would not bring us

the traffic of the Southwest, but we reserve

them for another time.

Now, we have no doubt that this line of road

is all that is claimed for it, and that the coun-

try abounds in industrial resources, and that

the people will give a material welcome to

any person or persons who will help them

out ; and as we should like to secure this valua-

ble trade for our city, let us suggest, to the

managers of that work the only plan by which

the business of that line would be in part, and
probably the largest, secured to Cincinnati :

1st. Secure a survey and estimate by a com-

petent engineer, of the work from Rockport

to Logootee, or the best natural point on the

O. & M. road, that the cost may be known
and not guessed at.
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. 2nd. Obtain the right of way, depot and

station grounds, wood and cattle yards, etc.

3rd. Secure all the local contributions and

stock subscriptions that can be had with lib-

eral conditions; and, in addition, whatever

aid can be had from Cincinnati, and then

give it all to the Ohio & Mississippi Railroad

Company upon condition that they construct

the road as you have defined it.

If the country is as rich, and the people as

keen for this work as reported, the amount

thus obtained will be quite handsome in

amount, and as the public proposition is to

donate, it may as well be donated to a com-

pany as to individuals, provided the same

results are had, as in this case they would be,

and it could not and would not be refused.

Besides, by this operation one important

obstacle would be removed, that is now more

formidable than President Le Breuler or

Secretary Sabin are aware of or willing to ad-

mit, that of securing profitable terms of tran-

sit upon the O. & M. road. In addition to

this, we think such an arrangement would

inspire confidence in our citizens, that those

who may now subscribe to the stock of

the Company will aid more liberally, and

many who now believe as we do, would be-

come ardent supporters of the scheme, and

its success be secured ; and that too at as

early a period as its most sanguine friends

could expect.

Until this, or something of the kind is

done, we can not recommend our people to in-

vest in it, if their object is to secure trade to

this city. The amount asked, $300,000, is

not so large as to be alarming, and ought to

be easily and quickly obtained from our busi-

ness men ; but in view of the objections we

have stated, and the well known fact that

there are projects right at home of so much
more importance to Cincinnati than this one,

awaiting the propitious moment for organi-

zation, and that will require the largest pos-

sible aid from our people, we believe the

present attempt to secure this subscrip-

tion i3 a scattering of our energies and

a diversion from the main object—the con-

struction of a direct Southern Railroad.

That the Rockport and Logootee scheme at

best would be but a makeshift, is fully evinced

by the fact of the break of gauge and bulk at

Logootee, the transfer to a nine mile ferry at

Rockport and the change of gauge and break

of bulk at Owenaboro.

All this is part of the game played by the

parties in the interest of the Owensboro and
Russellvilie road in the defeat of the South-

ern Railroad measure in the Kentucky Leg-

islature. The avowed object of this opposi-

tion was to force Cincinnati aid to this very

scheme—President Weir in his letter to the

Board of Trade, admits it—Mr. Bishop in his

remarks announced that he was aware of
it; but with Christian forbearance, cast him-

self upon the rule of the good book that

requires us to return good for evil. This
" heaping coals of fire on the heads of your

enemies," is all very pretty as a theory, but

it don't apply very well to railroad affairs,

and is especially bad when one has' con-

scientious scruples about " scorching the

hair."

Gould anil Fish.

The Enquirer in its attacks upon what it

calls the " Third Street Ring" says that this

ring is attempting to do in Cincinnati what

Gould and Fisk did in New York, viz: to

seize upon the principal productive enterpri-

ses of this city, and convert them to its indi-

vidual advantage.

Certain Western papers, the Enquirer among
them, have a habit of bringing Gould and

Pisk to the front upon all occasions when

they treat of the iniquity of rings, and the

corrupt management of great corpora-

tions. They seem to be the "raw head and

bloody bones" with which to frighten and

warn the public when an association of enter-

prising men undertake to carry out any great

scheme.
The most of this sort of thing is a rehash

of the growlings of such of the New York

press as are not favorites with Messrs. Gould
and Fisk, or as are subsidized by interests

conflicting with theirs. But the Enquirer

claims a respectability beyond this, and knows

or ought to know, that these flings and slurs

are just such as are made against every one

who by energy, tact, or good fortune succeeds

in reaching and maintaiuing the control of a

money making corporation, and it ought not,

therefore, to cater to so base a spirit.

It is said, and generally believed here,

abouts, that the Enquirer has been or is the or-

gan of oneof the oldest and most unscrupulous

rings in the West. If this is true, we may ac-

count for the bringing forward of these ogres,

Gould and Fisk, upon the same principle

that the guilty rascal cried stop thief. This

is an old dodge, but in this case too transpa-

rent to be effectual.

Gould and Fisk profess to be no better, and

are no worse than thousands of other men in

New York, engaged in the same line of busi-

ness. For the past few years, however, their

boldness has electrified every one, their skill

and energy baffled opposition, and their

success kept them to the surface, and wade
them shining marks for the shafts of envy

and malice.

Yet, notwithstanding all this, they have

done a great deal of good to the city of

New York—the Erie Railroad—the traveling

public, and the country through which this

magnificent thoroughfare passes.

It is hardly time to pass judgment upon

their works. Their plans are not matured,

nor their labors consummated ; when they are,

it is possible, that in the scale of public opin-

ion, the good they have accomplished may

make the bad " kick the beam."

Necessity for Regulating land Grants to
Railroads.

The following article is well worthy the con-

sideration of Congress, now that measures are

before it involving the disposition of a large

portion of the public domain.

Experience proves that railroads increase

the value of the lands through which they

pass to a distance of about fifteen miles npon

each side of the line, to the full c03t of such

improvements. This, we think, was demon-

strated in the leading article of our last week's

issue. This being true, these lands are so de-

sirable as to prompt a sharp competition in

procuring them, and the railroad company

receiving a share of this thirty mile strip of

territory find first, credit by which means are

to be had to construct their works; second,

assets with which to liquidate part of its in

debtedness, and thirdly and finally a populous

and developed country that supplies it with

perpetual support; whilst the Government's

remaining share, before not at all available,

is readily marketable at such an increased

price as will place as much money into its

treasury, as from the sale of the whole at the

usual government maximum rate.

The Government system in working out

these results has not differed materially from

that first adopted, and aside from the sugges-

tions made in the article below "to throw

safeguards about the public domain, and see

that the purposes of Government and the se-

curity of purchasers are obtained," we can

suggest little or no improvement.

The curse of Government gratuities thus

far developed, is the opportunity for frauds

that we regret to say is usually foreseen, and

managed under a thorough organization and

system, disreputable to us as a people, and

that so shifts responsibilities as to baffle, if

not defy individual detection and punishment.

Any measures Congress can adopt to pre-

vent a recurrence of these evils, warrant

their consideration, and if obtained, will re-

move the principal objection to the distribu-

tion of the public lands to aid such works of

internal improvement

:

"It is very desirable that some general

plan should be adopted by Congress in ref-

erence to grants of lands for railroads and
other works of internal improvement. At
present there is no system, and only very

little discrimination exercised. Parties go to

Concrress with schemes involving large grants

of laud, and they are pushed through or re-

jected not so much on their merits, but ac-

cording to the relative strength or weakness

of the lobby that may be behind them. The
immense number of applications for land

grants for all kinds of purposes, now pend-

ing before Congress, increases the necessity

for discrimination. The public domain is

still very large, but it will all be exhausted

within ten years if restrictions are not

placed upon the lavishness of our legislators.

In a certain sense it would be advantageous

if it were all sold or given away within a less

period. But it should only pass into the
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hands of actual settlers, and in quantities not

"larger than there is a reasonable prospect of

their cultivating. That it should pass into

the hands of a few wealthy speculators or

great corporations, to lay the foundations of

a powerful landed aristocracy in the future,

is an evil that can not be too earnestly guard-

ed against.

"The influence of railroads in opening up
our sparsely settled States and territories, to

immigration is so great, that it is doubtful

whether our public lands could be devoted to

a better purpose than the construction of new
lines. But care should be taken that they

shall actually accomplish the purpose inten-

ded. It is here that the great danger of land

or any other kind of subsidies come in,

.There are so many temptations too, and op-

portunities for fraud, that it is almost im-

possible to guard against jobbery and cor-

ruption. Nevertheless something may be ac-

complished. Care can be taken that the land

shall not fall into the hands of speculators

and monopolies. Rightly managed, these

railroad land grants may be made the means
for more thoroughly and effectually dividing

the public domain among actual settlers.

" This object can be accomplished by pro-

Tiding that all land donated as bounties or

subsidies to corporations or individuals, shall

be sold at a maximum price not greater

than is charged for other public lands in

any other location. The present selling rate

of |1 25 per acre would be a good maxi-
mum. Settlers should have an absolute

right of preemption to the land in lots of

40, 80, 120 and not more than 160 acres. If

the land is sold on credit, not more that 7

per cent, interest should be charged, with

provisions protecting the holders from fore-

closure for stated periods, or so long as the

laud may be actually cultivated. In cases of

foreclosure, sales should be conditional upon
actual cultivation by new settlers or persons

who own no other land. In all cases, the

rights iu fee should be reserved to the Gov-
ernment in trust for the people. The cor-

porations should never be permitted to hold

or control land for a longer period than ten,

or at the most, fifteen years. Lands unsold

or unpaid for after that period, should relapse

to the Government. Even in Europe, no fran-

chises are granted in perpetuity. They all

revert to the government at stated intervals.

Unless some such principle is adopted in this

country we shall have empires within an em-
pire, at no very distant period, and the peo-

ple will be at the mercy of vast monopolists,

p .j-ai tist which the only redress will be the

right of revolution.
' in lieu of granting land as subsidies to rail-

roads, it is suggested that the better way
would be for the Government to guarantee
the shareholders a minimum of interest, for a
limited period of say ten years, on the capital

actually invested. The probable outlay could
be capitalized, and a sufficient quantity of

•land set apart to cover it. In India a plan of

this kind is in operation. The Government
guarantees the interest, and a sufficient

amount of capital is always forthcoming
when it is thus assured against loss. If the

Company earns a sufficient amount of money
to pay dividends without the aid of the

Government, then the public money is not ex-

pended. Due restrictions are placed upon
outlay, so as to prevent the companies from
sinking in improvements the earnings that

should be paid in dividends. A government
(civil or military) official attends every meet-
ing of the company, and has a veto on expen-
ditures, under certain conditions. A similar

system is in operation in Germany with the

most satisfactory results.

" However desirable a plan of this kind
might be, it is very doubtful whether it could
be made to work well under our system of

government. Our institutions are not yet suf-

ficiently centralized, and we trust never will

be, to render this method effective among
us. The better and more practical course
would be to guarantee, as we have stated,

that all lands appropriated to railroad pur-

poses, or other works of internal improvement
shall be sold to actual settlers, at a "fixed

price, and reserving the title in fee, which
should only be guaranteed to the persons
who shall have cultivated the lands for a giv-

en period of say five years.
" This whole subject is one that commands

the careful consideration of Congress. Too
many safeguards can not be thrown around
the public domain. The immense evils re-

sulting from land monopoly in Europe should
render us exceedingly cautious to avoid in-

troducing a similar condition of affairs on
our continent. The land, or a large propor-

tion of it, can not be devoted to better uses

than to railroad construction. The benefits

that it will thus confer in opening up new
sources of internal industry, will more than
compensate the loss to the Treasury from
the-land sales. But what is required is that

the lands thu3 appropriated shall always be

subject to the condition of sale to actual sel-

llers, with the right of fee in all unsold lands
reserved to the Government after a given
period. An inflexible rule of this kind
would kill off many of the land jobs now
pending in Congress. But it would operate
beneficially, rather than otherwise, to all

bona fide projects. The knowledge that set-

tlers would in no case be subject to any un-
due extortions would go far towards attracting

immigration, and filling up the remote lerri-

tory that still remains open to cultivation."

[ U. S. Economist.

T!«e Burlington, Cedar Rapids «fc Minne-
sota Kail way.

Although it is certain that no man can serve

two masters, this is by no means true of a

railroad. In fact, the more masters or inter-

ests it serves the better for it. King Coal or

King Cotton alone can not make a first-class

road. A railroad must serve almost every

interest, and as many towns as possible to get
the beat possible position. If the country be
ever so wild, yet, if it is worth any thing, a
railroad running through it will make the

country, and the country will in turn enrich

it, provided always the road runs toward the

centers of trade. And the more metropolitan

centers it serves the better. If it were possi-

ble to conceive of a road running in such a

way as to serve New York and Philadelphia

too, at the same moment, such a road would
be better stock than the Camden and Amboy,
because it would then have at least three mas-
ters, instead of two—the two metropolitan cen-

ters, and the country, whose trade it brought
these cities. Such a road must be one with a
maximum value. Now, just at this moment, Ch -

cago and St. Louis, and to some extent Milwau-
kee, are striving for the mastery as commercial
capitals. Sometimes I think that Chicago
and Milwaukee have the best of the argument,
and sometimes I think St. Louis has it. When,
therefore, I hear of a road that is in the inter-

est of any one of tliese cities alone, I think

it can't equal that ideal road that is in the in-

terest of all of them at once. In this connec-

tion my attention has recently been called. to

tbeclai"E3of the Bjrlington, Cedar Rapids,

and Minnesota Railway. The result of my
investigations has been that I know of no road
in all the west that serves so mauy and such
vast interests,

THE SOURCE OP WEALTH.

1. And first, the source of its wealth. It

runs 330 miles through the Cedar Valley, the

richest wheat field and cereal produce country
in the West. The counties along its line two
years ago produced over 3,000,000 bushels of

wheat and over 12,01)0,000 bushels of other

cereals, and the last year (i, 900, 000 bushels of

wheat and some 20,000,000 bushels of other

grains. It cuts across six railroads, and
receives one from St. Paul at its source, thus

making east and west, north and south, thir-

teen confluents or tributaries to its interests.

2 Again, it must, from the direction it takes

toward so many other arteries of travel, re-

ceive the wealth of all above St. Paul,—the

whole vast system of railways centering at St.

Paul—and the Superior Lake country trade to

a large extent. If the Northern Pacific is ever

built—and I believe that it will be done with-

in five years—by {jar the greater part of its

traffic, coming from the most magnificent
farming country in the world for two thousand
miles in length aud five hundred to one thou-

sand miles in breadth, must be poured over
the Burlington, Cedar Falls & Minnesota Rail-

way. Add to this now all the Red River
country, so recently celebrated, the Saskatche-
wan country, the lumber of the forests of
British America, and its unequaied coal lields,

its iron, copper and lead; and when we look

over the frozen lakes eastward and behold this

great Central Valley Railroad inviting travel

to sunny climes, we see the power of this great

interest in some faint degree.

THE OUTLETS OP TRADE.

3. The outlet of all this trade must show us
other dominant interests of great value. A
railroad is a merchant. It must have not on-
ly its goods or freight, but it must have some-
body to buy them or to carry this freight to.

Then, like a merchant, if it has both supply
and demand, and can compete, prosperity is

sure to such a road. This supply or outlet the

Cedar Valley Railway has. First, I would
name all this northern country. Emigration
must find it This current of emigration, with

all its wealth and enterprise, must flow over
this great artery of the northern railway system
to cover all this vast country from Duluth to

Puget's Sound and from the Hudson Bay to

the sources of the Missouri river.

MILWAUKEE AND CHICAGO INTERESTS.

4. Next I would name the Milwaukee and
Chicago interests. Whatever may be the opin-

ions of men as to what city of the West shall

be greatest, one thing is certain these two
cities have an enormous trade at the present

time. For two-thirds of its length, the Cedar
Valley road furnishes the shortest possible line

for all trade west of St. Paul.—Chicago must
not only send out her merchandise and men in-

to this region, but, being the nearest city she
must gather up her share of return traffic, and
send it eastward, where capital and labor re-

sides to consume the same.

CALIFORNIA AND COLORADO TRAFFIC.

5. Again there is all the California and
Colorado and intermediate traffic or exchange
of products and population. It must flow
down the Cedar Valley roaJ all the way, until

it strikes the Chicago and Rock Island Rail-

road, over two-thirds of its whole length. This
must be true of all trade for all parts west of
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Oinaha, above the Rock Island road, even to

the icy regions of British America.

ROUTES TO THE EAST AND SOOTH.

6. There is another interest now waxing

mighty, formed by the combinations ot the

Toledo and Central Pennsylvania route to the

Atlantic coast. And here we might name the

many projects for sending trade by routes

south of New York to the Atlantic coast, in-

cluding all those railroad enterprises like the

Chesapeake and Ohio railroad and others, for

reaching parts south of Norfolk and east of

New Orleans, across Western Virginia and

Tennessee. All that is to connect these inte-

rests with the mines of Lake Superior, the

coal of British Columbia, the wheat fields of

the Upper Mississippi and Red River of the

north, the lumber ot Minnesota, Dakota, Mon-

tana and British America, and the yet unde-

veloped wealth of this Dew land, must move
over the fruitful valley of the Uppe" Vlississip,

pi,penetrated in a right line by thi Bll lington-

Cedar Rapids and Minnesota Rai.roud.

THE ST. LOUIS MARKET.

7. Finally, I shall mention St. Louis and

all her vast and rapidly growing trade in every

direction. This Cedar Valley enterprise

brings the finest wheat andjother cereal fields

of the North within from five hundred to two

hundred miles of the best market in the West.

The reason why the St. Louis grain and pro-

duce market is quoted higher by some twenty

to twenty-five per cent, than any other western

market within the same range is this

—

St Louis not only has the finest water com-

munication with all our seaports, by way of

New Orleans, both winter and summer, but

her light draught ships may sail direct to

Liverpool, Queeustown, or any other port.

It is a settled fact that St. Louis is thereby a

nearer market all the time than any city of

the West. Now this road is ninety miles

nearer from St. Paul to St. Louis than any

other built or projected. It can not fail there-

fore of getting all the St. Louis trade for the

Cedar Valley, from its many tributaries, as

I have shown above thirteen in number, from

all the region north and west of St. Paul.

Bein" in an air line, no other road can com-

pete. Hence, 1 predict for the stock and

bonds of this road a maximum value the mo-

ment the road is opened. It wars upon no

interest, but serves, as I have shown seven

of the great interests of this upper Missis-

sippi Valley all at once. It can not fail,

therefore, to be one of the most popular roads

in all the West, and must be an important

factor in the prosperity of this valley.

Tbe Central Water Lino.

The Legislatures of Kentucky and Ohio at

their recent sessions have unanimously adopt-

ed joint resolutions relative to the James
River and Kanawha canal; stating, in effect,

that they look upon this chaunel of commu-
nication between the valley of the Mississippi

and the Atlantic as a work of national im-

portance—one involving vital interest, not

only to the Western States, but to those on the

western and eastern slopes of the Alleghanies,

and a promoter of the welfare of all. That
the said line of water communication is enti-

tled to receive the careful consideration ol

Congress, to the end that, being a work of na-

tional importance, it may receive Buch aid

from the general government, under its au-

thority to regulate the commerce between the

States, as will secure its early completion.

We are glad to see that the Western States

are alive to the importance of the Virginia

water line. There ia no improvement con-

templated between the East and West that

will be of so much advantage to tbe Western
States as this, and the statesmen who have
the sagacity to appreciate its importance, and
who will devote their time, energies and influ-

ence to the promotion of its speedy comple-
tion, will deserve the gratitude of the whole
coun try.

Virginia earnestly desires to be tied and
locked to tbe States of the Valley of the Mis-
sissippi, and through their commerce to those
on the seaboard.

Th« completion of the Chesapeake & Ohio
Railroad and of the great central water line

will make Virginia the keystone of the arch
of the Union. She sends her greeting to

Ohio and Kentucky, and to Cincinnati and
Louisville, and to the other great States and
cities of the West and North-west.

Senators Wrightson, of Campbell County,
Kentucky, and Cook, of Louisville, are enti-

tled to a vote of thanks for their zeal in be-

half of this great enterprise. The first-named

gentlemen followed his Kentucky resolutions

to Columbus, and there gave them his earnest

support.

—

Richmond ( Va.) Paper,

New Railroad Project.— Committees, con-
sisting of J. G. Wait and Richard Reed, of

Sturgis, Michigan, and Wm. Stough and E.

G. Fay, of Bryan, Ohio, were in Mansfield,

April, 22nd, in the interest of a new railroad

project between that point and Sturgis, Michi-

gan. Organizations are already completed,
and officers elected in Michigan, under the

name of Sturgis and Mansfield Railroad, and
in Indiana under the name of the Michigan,
Indianapolis and Ohio Railroad.

A meeting of leading citizens was held

which resulted in the preliminary steps being
taken for the incorporation of a Company.
Papers were made out, certified and acknowl-
edged, and will be filed at once at the office

of the Secretary of State. The title of the

Company in Ohio, having termini at the State

line and Mansfield, is the Michigan and
Mansfield Railway Company. Capital stock

six hundred thousand dollars.

The following persons are incorporators : H.
H. Sturgis, Wm. Bushnell, Hubbard Colby,

Willard S. Hickox, James H. Cook and Henry
C. Hedges, of Mansfield; Wm. Stough and E.

G. Fay, of Bryan, Ohio; Chas. Foster, of

Fostoria, Ohio.

The road is to pass through the Counties of

Williams, Henry, Fulton, Hancock, Wood,
Seneca, Crawford and Richland.

Growth of European Cities.

One of the most remarkable phenomena of

the times in which we live, says the North
German Correspondent, is assuredly the sur-

prising increase of the population of the prin-

cipal European cities. The completion of so

many lines of railway has, no doubt, largely

contributed to this result by facilitating a

change of domicile, and the great towns seem
to be gradually becoming more and more the

centers towards which the business, talent,

and learning of the respective countries gravi-

tate.

London and Paris have at present about

twice as many inhabitants as in 1832
;
Vienna

has rather more than double its population
;

and Liverpool can boast of treble the number
of souls it contained ih the same year. Still

more remarkable has been the progress of

Berlin, the actual population of which com-
pared with that of 1832, is in the proportion

of 3£ to 1, In the last mentioned year the
metropolis o f North Germany was the ninth
city in Europe in point of populousness ; to-day
it is* the fourth, as the following table will

show :

Increase
1B32 1859 per cent.

London 1.624,001) 3.214. J00 89
Constantinople.... 1,000,000 l.ni'0,0"0 50
Paris 8911.011(1 1.9iO,lloO 11a
St. Petersburg 480.(100 6>i7,iiii0 37
Naples 3")F UOJ 600.(101) 67
Vienna 310,000 G40.000 107
Dublin Wlo.O'iO 362.00) 21
Moscow 2-0.000 420,000 50
•Berlin 250,000 800.000 220
Lisbon 210,000 240 000 44
Manchester S3A,'ioO 350,000 49
Amsterdam 2.10.000 25(1000 13
Glasgow 202,001) 401,000 99
Liverpool 190,000 520,000 J74
Madrid 190,000 390,000 105

We may remark that in the population of
Vienna, and perhaps of some other towns,
several small places in the immediate
neighborhood ( Tororte) are included. Were
we, on the same principle to comprehend tbe

inhabitants of Charlottenburg and several
other localities almost touching Berlin in the
population of the Capital, the return would be
considerably larger.

From this table it is evident that the North
German capital has, in the last forty years,

more than overtaken St. Petersburg, Vienna,
Naples, Dublin, and Moscow. In 1861 the
population of Berlin had already risen to 552,-

000, in 1867 it was found to be 702,000, and
the policy reports show that it must at present

be at least 800,000. A census will be taken
in the present year, but from a variety of cau-
ses into which our space does not permit us to

enter, the returns will probably remain a few
thousands behind the truth.

At a meeting of the Committee ap-

pointed for the purpose, held at the rooms of

the Board of Trade this week, Mr. C J.

Quetil of Wheeling, W. Va., was appointed

Engineer in Chief of the Cincinnati and Ports-

mouth Railroad.

We understand Mr. Quetil stands high in

his profession, and will enter upon duties at

once.

The Pennsylvania Railroad Company
have purchased the Niles Works in this city

for depot grounds, for the sum of $130,000.

Exclusive of the machinery.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I Hustratcd Descriptions of Railroad Inventions.

Railroad Engineering and Mechanics.

Record of the Progress of Railroads.

Railroad Reports and Statistics.

General Railroad News.
Railroad Elections and Appointments.
Twenty-four large quarto pages, published every Satur-

day on and after A pril 2, 1^70.

Every Railroad Man, and every man interested in Rail-

roads, should have it. Terms, §3 Ou a year, in advance.
Address

JL. JIT, KELLOGG, Publisher,
101 Wasuikutun St., Chicago
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 Sorts of either for SI. 00; prepaid by mail. Also

Small Fruits, Plants, Bulbs, all the new potatoes, &c,
prepaid by mail 4 lbs Early Rose Potato, prepaid,

for SI 00. Conover's Colossal Asparagus. $3 per i(»u;

$25 per 1000, prepaid. New hardy fragrant everblooming
Japan Honeysuckle, 50 cts. each, prepaid True Gape Cod
Cranberry, lor upland or lowland culture. $l-"0 per 1U0,

prepaid, with directions. Pr'ced Catalogue to any address,

graiis ; also trade list. Seeds on Commission.
B. M. WATSON, Old Colony Nurseries and Seed Ware-

house. Plymouth, Mass. Established in 18i2.

6-1-70, 17.

A Clergyman, while residing in Scuth America as a
missionary, discovered a safe and simple remedy for the
cure of Neivous Weakness, Early Decay, Diseases of the
Urinary and Seminal Organs, Hnd the whole tr*in of dis-
orders brought on by baoeful and vicious habits. Great
numbers have been cured by this noble remedy. Prompted
by a desire to benefit the afflicted and unfoitunate, I will
send the recipef rr preparing and using: this medicine, in a
sealed envelope, to any one who needs it, Free of Charge.

Address,

JOSEPH T. IHTMAjr,
Station D, Bible Ilouse,

7-10-9, 13. NEW YORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

GLLIPTIC AMD SEMI-BLLIPTIC

Mad eat his as in Philadelphia. Employing only the
most experienced Workmen and bkstmateuial, he pledges
himself t » furnish a Spring of the greatest elasticity, and
ne which shall bt uniformly reliable in its carrying weight

All Springs tested to double their usuaj
load*

PHILIP S. JUSTICE,

No. 14, N. 5th St. Phil. No. 42 Cliff St. tf
Shops—Seventeenth and Coates St. FH1L.

John A. Griswold & Co.
TROY, JN". Y.

J. A. Griswold, E. Corning. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE.

Rknsselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Hails, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

EDfflN J. IIOIUVESE,

Successor to

McDANEI, * HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURERS
Wilmington, Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES, TRANSITS, LEVELS.

DRAFTING INSTRUMENTS, Ac,

67 W. Sixth St., Cincinnati, O.

Also Brass Castingsand Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

QEALET1 PROPOSALS will be received at the Engi-
fi neer's office at Charleston, W. Va , until 12 M. March
1. 1*70, for the GRADUATION, MASONRY and the SU-
PERSTRUCTURE OP BRIDGES on the Chesapeake and
Oii io Railroad between the Falls of Kanawha and the Ohio
River, including THRKE MILLIONS CUBIC YARDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.

Also, at the Engineer's office at Richmond Va., until
12 M. March 10 lfr70, for several heavy .sections east of the
Falls of Kanawha, including the unfinished work near
Miliboro'. and that eieht miles east of the White Sulphur
Springs the Great Bend tunnel. O.-lOO feet ; Lewis tunnel,
3.SiJ0ret-t ; five other tunnels from 500 to l'.TOU feet Ion?

;

several sections in rock cutting; and about 70,l*ul) cubic
ya'ds of masonry-

Profiles and specifications can be found at the office of
the company) 54 Wiliiam street. New York, on and after
February 1; at Richmond, Va., and at Charleston. W. Va.,
on and after January 15, 1870. The company reserves the
ritrhtto reject any or all the bids offered, and to make private
contracts for the work.

Informatio*) as to time, etc., will be piven at the letting.

For further information apply to A. D. Whitcomh^ Chief
Engineer, Richmond, Va., or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C P. 1IUNTINGTON,
27-1-70.4. President.

D SCENERY!
SOrQUICKEST ROTJTE=©a

5© Miles in Distance Saved

Baltimore&OhioR.R.
—TO—

BALTI310RE,
PHILADELPITTA

,

NEW YORK, and

P.OSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

'FREE!
ISO CHANGE OF CARS
From Cincinnati "Ra 1-H TVl /-»T»a m <\ hutONK

orCoIumhus to -Oct.! L1II1U1 C CHANGE
J*hiladrlpJiifz and JVe«» York,

^gJKecVs ^Baltimore & Ohio R, R

J. I,. WILSON, Mas'er of Transportation.
L. M. COLR, UeneralTU-ket Agenl.
G. li.GIRSON, GeiiMal Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St, Louis, Cairo, Louisville, Evansville., St. Joseph

Jsfereon City, and all points ou the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAIMS RUN AS FOLLOWS:
St. Louis, Evansville and Cairo
Mail 7:J5A M. 10:55P.M.

Osgood Accommodation 3:10 P. M. 8:45 A. M.
Through Western Express 5:1H P. M. 8:30 P.M.
Night Express - 10:'20 P. M. 0:00 A. M.

The 5:10 P. M. train runs daily. Trains run by Vin-
cennes time, 12 minutes slower than Cin'ti time.

For tickets or imormation apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, Cin. O.
C.E. FOLLET, Gen'l Tick't Ag't, St. Louis, Mo.

u cue ess ti
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Cap Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington. Delaware, or
CHAS. BOCKUS «fc CO, Boatou, Mass.

2-12-9, 52

BUSH & LOBDELL,
Chilled Railroad Car Wheel. Tjre

—AND

—

Railroad Machine Works,
WILMINGTON, 0ELAWAEE,

MANUFACTURE

Chilled Wheels and Tyres
FOB,

Ruilro i<S Cars
and

locomotive Engines.

ORDERS executed promptly to any extant tor these
celebrated 'Wheels, either single or double plates

with or without axles.

WHEELS FITTED
Hammered or Rolled AxleB, in the beat mann?rand
the shortest notice, and on tht must reasonable
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1400 MILES noder

One Management.

MILES without

Change of Coaches.

BROAD GAUGE, IXd'IiLE TKACK ROUTE
FOR—

I "BP" TS ft CI «

Providence, Albany,

PITTSBURG, HARRISBURG
JPliilaclelpiliia Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDFeimsylvaiiia.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to MEW YORK, - 385 Miles

22 to 27 MILESthTsHORTER ROUTL
TWO EXPRESS TBtAINS MAIEY

Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, 0., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M„ CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.
M.; Urbana, 10.29 A. M ; Galion, 12 57 CM.;
Manxfield, 1.40 P. M., West Salem, 2.48 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; Ranvenna,
5.05 P. M.; Meadville, 7.55 P. M. (Supper);
Susquehanna, 8.10 A. M. (Breakfast) ; Tur-
ner's, 2.07 P. M. (Dine) ; New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at liinghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamersfor Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.01 A. M.; Urbana,
1 26 A. M.; Galion, 4.00 A. M ; Mansfield,

4.44 A. M.; West Salem, 5.56 A. M. (Bkf'st)

;

Akron, 7.33 A.M.; Ravenna, 8.20 A. M.;
Meadville, 11.16 A. M. (Dine) ; Hornells-

•ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central R,ailway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New aDd Improved Coaches of the style peculiar to the
Broad Gauze, arranged for both Day and Nijiht Travel,

are attached to this train at Cincinnati and run through to

New York, foroiins; the Only fljine running through
860 Miles without I'hange-

Roston and New England Passengers,
v. itli their Eaggaje, are transferredFREE
OF CHARGE in New York.

yr~p The Erie Railway Company has opened a new
Ferry from their Jerfe.v City Depo to the foot of Twenty-
thipt Slrf-et. New York, thus enabling pacsengers to reach

lie upper portion of the city without the expense and an-
noyance of a streetcar or omnibus transfer.

JT~p The scenery along the entire route of the Erie

Rai'way is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
jects of continual admiration and interest

Baggage Oheok'cl Through
And Fare always as Low as by any other lioute.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be ohtaired at the Company's Offices in Cin-

cinnati, 80 West F-mrth Street. 115 Vine St., 4 Burnet

H' use, and foot of Broadway , (Spencer House Block),

and at all principal Ticket OUices in the South and
gouth-west. WM. R. BAStR.
IT B SHATTU€, Gen 1

! Paiz'r Ag'U
central Sjuthern Agent,

Best Route to St. Louis and (Ihcag©

IHDIANAPOLIS,
*- CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

O HIC A.GtO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

Aud all Rail and Fiver Towns and Cities in the West,
North west and South-west.

Uj=The7 .35 A. M. train runs daily.

ON AND AFTKR SUNDAY, DEC. 5TH, 1P69, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail.... "'.20 am 32.40 am
St Louis aDd Springfield Express... 2.40 pm 7 35 am
:'St. Louis and Springfield Express. 10.211 pm 3.42pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation 4.30pm 8.25 am
*The 10.20 pm. traiu will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express C 50 pm 9.30 pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickels can be obtained atthe Burnet House
Office, cornerot Thiid and Vine ; River Oihce. corner of

Walnut Streetand River; and at Depot, cornerof Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile nearer the business center
of the city ttian the Depot of any other railroad, aud with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway).. 7:00 A. M. 6:3u P.M.
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A.M. 10:26 P.M.
do do do 6:30 P, M. 7:00 A.M.

Lima Port Wayne is. Chicago.... 7:15 A.M. 10:25 P.M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ...0:30P.M. 7:3UA. M.

Sandusky, Cleveland & Bttffalo... 7:15 A.M. 5:40 P.M.
Springfield Accommodation 2:30 P. M. 10:20 A. M.
Sandusky, Cleveland & Buffalo,. 6-.30P M. 10:20 A. :.I.

MuncieA; Indianapolis 7:15 A.M. 10:25 P.M.
do do 5:00P.M. 1:20P.M.

Hamilton, Eaton &. Richmond.., 7:15 A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A.M.

Hamilton Accommodation 9:30 A.M. 8:05 A.M.
do do 6:50A.M.

Trains run SEVEN MINCTES EASTER than Cincin-
jatitime.

For allinformationand throughtickets, please apply at
toeold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vine and Baker streets, and at the
respective depots. EastFrontand WestSixth streets.

D. McLAREN, Gen'l Superintendent.
SAM'L STRPHBNSON,Gen -

l Tick't Ag't.

Omnibuses call for passen-ers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and LitLle Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltiinore< New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[Pittsburgh, Fa.

s

SKOBKIBJE RAILROAD.

TIrae only 5 Saours
Fare Only §3.50—Transfer from Hotel or
Residence to l>epot, In Covington, Free.

THE SHORTEST ALL-'RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVZ. ARRIVE.
Morning Mail 7,35 A. M- 2, 3"P. M.
Evening Express ......7.15 Pi M. 3,45 P. H.
Nitrht Express 11,16 P. M. 5,00 A.M.
Walton Accommodation.... 4,00]?. M. 9,35 A.M.
The 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation, otler great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives earjy
next morning, giving all day to attend to business. lor
further information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Depnt, Covington, Ky.

SAM'L GILL, Gen'l Sup't. Louisville.

CENTRAL n. R. OF NEW -JERSEY.

PasseDger and Freight Depot in New York, foot of Lib-
erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
wiLh the Lehigh Valley Railroad,, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with hut one change of cars-

Silver Palace cars through from New Yotk to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.—For Easton. Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
<5*C.

7:15 a. ni.—For Somerville.

S:SO a M..—For Flemingtun, Junction, Stroudsburer,
Water Gap, Scranton, Kingston, Pittston. Great Bend,^&.c.

13 in.—For Flemington, Easton, Allentown, Maueh
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Pottsville, Scranton. Harrisburg. Ac.
3:30 p. in.—For Easton, Allentown, Mauch Chunk

and Belvidere-

4:30 p. in.—For Somerville.

5:25 p- in.- For Somerville and Flemington.
6 p. ni.— For Easton and intermediate stations.

7 p. m.—For Somerville.

7:20 p. in.—Ehugkant—Stopping only at the princi :

pal stations.

9:00 p. m.— For Plainfield.

11:50 p. in.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. BDi.

—

Western Express, daily, (except Sundays,l
for Eastou, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
WatfrGap, Scranton, (fee. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. m.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta*

tionsto Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. ni.

—

Westerm Express Train, daily, Tor Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8:15., 8:30, 9., 9:20, ]o:30, 11:40a. m —12m , l:(-0, 2:<0

3:00,3:30, 3:45,4:15,4 30,4:45,5:10,5:25,5:45,6:00,6:25,
7:10,7:2 ,

7:40,8:i0, 9:00, 9:40 10:45. 11:50 p. m.
Tickets for the West can be obtained atthe office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. 1 Aslor House; Nos. 254, 271. 520 Broadway ; at

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER, .Superintendent*

H. P.Baldwin, Gen Pass. AgU
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Montana and the Northern i'acilic R. St.

We have frequently spoken in the Record
of the necessity and eventually of the profit

made in stock of the Northern Pacific Rail-

road While Government has refused it a

money subsidy, it has nevertheless an im-

mense land grant ; which, in consequence of

the better soils and more abundant products,

will eventually pay the whole cost of making
the road. For 800 miles, as we have hereto-

fore said, the Northern Pacific will pass

through good lands. This is what the Central

Pacific does not, and the Southern Pacific

will not. .The Northern Pacific will pass

through the State of Minnesota, and the Ter-

ritories of Dacotah, Montana, Idaho and Wash-

ington. The distance in each of these, esti-

mating on the proposed route of the road,

will stand nearly thus :

In Minnesota, (from Lake Superior) 230 miles

"Dacotah 860 "

"Montana 650 "

" Washington 360 "

"Idaho 60 "

Total length Northern Pacific 1,660 miles

From Lake Superior to the crossing of

Missouri River is 940 miles, and that whole

country may be regarded as arable lands, and
in a comparatively good climate, and des-

tined to be the great wheat region of the

continent. We are within bounds then when
we say, that the Northern Pacific has a land

grant through 800 miles of good country,

besides much, no doubt, which lies in the

valley beyond that.

It will be observed, that nearly half the

road is in the great territory of Montana.
This makes it interesting to know what sort

of a country that is. We have before us a

document, which contains much interesting

information upon that country, from which

we will digest a brief account of that terri-

tory

:

Near the geographical center of the North
American Continent, between the 45th and
49lh parallels of north latitude, and the 27th
and 39th meridian west from Washington,
lies the beautiful and inviting young Terri-
tory of Montana—one of the fairest and most
promising of all the Territories of the Ameri-
can Union.' Its territorial area is 143,776
square miles. From east to west it is 750
miles long, and in width is about 275 miles
from south to north. This area is three times
that of New York, and two and a half that of
the six New England Slates. Of this immense
area the Rocky Mountain ranges and their

spurs comprise perhaps one-halt'. The other
half may be divided into foot-hills and table
and bottom lands.

From the crossing of the Missouri to the

western boundary of Montana, is about 300
miles, and this is the only part on the line of

the Northern Pacific, in Montana, which is

mountainous. There is, therefore, 350 or 400

miles of the Nonhern Pacific in Montana,

which is of easy grade and good lands.

Something over sixty years ago, Lewis and
Clark, two officers of the United States army,

with a detachment of men, were ordered to

explore the sources of the Missouri, and the

passes of the Rocky Mountains, in what is

now Montana. Thej did so, and the record of

their travels was very interesting. Most of

the great streams on either side of the moun-
tains were discovered by them. The main
Missouri was formed by three streams, or

forks, which are respectively called Jefferson,

Madison and Gallatin rivers :

Bast of the main range of the Rocky Moun-
tains, the country is also weil watered bv
clear streams and beautiful rivers. Through
the fertile and delighted valleys of the Galla-
tin, Madison and Jefferson flow the rivers of

the same name, which unite about fifty miles
east of Helena, and form the Missouri river.

From the Three Forks it runs north to Fort
Benton, receiving,. before reaching that point,

Crow Creek, the Prickly Pear, the Dearborn
and Sun rivers and other streams of lesser

note.

Of course, it is well known that from Fort
Benton, the Missouri is navigable for steam-
boats of three or four hundred tons burden.

In the early period of our country, such a

river and such a navigation as ^the Missouri

now presents, was not thought of, either in

Europe or America. Suppose, what will be

in a few years—a commercial town at Fort

Betiton, and the magnificent territory of Mon-
tana populous as one of our central States.

Then we see a steamboat from Fort Benton

pursuing its voyage to the Gulf of Mexico,

to Pittsburg on the Ohio, to Nashville on the

Cumberland, and to Little Rock on the Ar-

kansas. What a vast internal navigation is

this I Nothing like it has ever been seen on

earth before ; and it could not be seen uow

but for the expansive power of steam. Let

us now take this power and see it applied to

land carriage—the railroad and the locomo-

tive. The Union Pacific is now in ope-

ration; but it is only necessary to look upon

a map to see that the Northern Pacific is to be

both more important and more profitable.

Let us look a little more at the rivers and

waters. West of the main range of " the

Rocky Mountains are Deer Lodge River, Hell

Gate River, and Clark's Fork of the Colum-

bia River, which flows through Western

Montana, Washington and Oregon, to the

Pacific Ocean :

Clark's Fork of the Columbia from Thomp-
son's Falls to Pen d'Oreille Lake is naviga-

ble for steamboats, such as run on the Ohio.

Two new stern-wheel steamers have recently

been built lor this river by the Oregon Steam
Navigation Company, one of wbich has made
a trial trip up as far as the Falls. It is be-

lieved that in a short time the river above the

Falls, as also the Flat Head river and Flat
Head Lake, will have steamboats running on
them.

Yes I within the very circuit of the Rocky

Mountains, lie great rivers and lakes, which

for thousands of miles are navigable for

steamboats. In Europe or Asia, it might be

hundreds of years before the unknown, mys-

terious and yet grand country, would be

opened up to commerce and civilization. But

here, with the nerve and energy and public

spirit of the American people, the mountains,

valleys and great plains of the West will soon

be cultivated, and arts and commerce fill

that region with rejoicing.

Somebody who looks only to lines of lati-

tude as determining climate, may say :
" OIH

this is all very well. There is plenty of good

land, and plenty of streams and water courses,

but what an awful climate I It is too cold,

every thing will freeze up!" Not at all. This

is a great mistake. The truth will probably

appear very soon, that the Central Pacific

has taken the most difficult and costly, as well

as least productive routes to the Pacific.

Of the climate of Montana, this is the tes-

timony given by the Immigrant Association,

signed by the Governor of the territory:

The climate of Montana is most delightful.

The atmosphere ill Summer and Winter is

pure, dry, exhilarating and healthy. We have
no Fever and Ague, and none of the diseases

incident to the damp and changeable climate

of New England and the Norlh-west.

The mean annual temperature of Montana
is about the same as that of Pennsylvania.

It is claimed that one of the principal reasons

for this mild climate is to be found in the fact

that the Japan current of the Pacific Ocean
corresponds both in character and in its

effects with the Gulf Stream of the Atlantic.

As the latter flows from the Gulf of Mexico
along the east coast of America, and is pre-

cipitated with its warmth and moisture upon
the North-west coast of Europe, so the Japan
cunent of the Pacific, as it issues from the

China Sea and sweeps the Eastern coast of

Asia, is forced by the contour of the Conti-

nents upon the North-west coast of America.
The genial effect of the warm currents of air
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and mild south*west winds, which accompany
this Gulf Stream of the Pacific, are felt

throughout Washington and Montana Terri'

tories and Oregon and Northern California

It is also claimed by many that the numerous
hot springs, which abound in Montana, have
an effect upon the climate; but this theory is

not generally received.

Whatever may be the cause, it is certain

that the climate ot Montana, Idaho and Wash-

ington, is better than that of Colorado, and

the range of mountains through which the

Central passes. One-third of the territory

of Montana is arable, and that is a space equal

to that of the State of Ohio.

The Immigrant Circular says:

We have been favored by Colonel W. W.
De Lacy with the following statement relative

to the altitude of the principal towns and
mountain ranges of Montana. Helena is

4,300 feet above the level of the sea ; Ft. Ben-
ton 3,000 feet, Virginia City 5,400 feet, Deer
Lodge 4,000 feet, Missoula 3,300 feet. The
hight of the Rock Mountains, at the south-

ern boundary of Montana, where they intets'ect

with the Rocky Range, is 9,000 feet. The
hight of the Snowy Range, at a point thirty

miles east of Junction Station, is 10,000 feet.

The altitudes of the prominent mountain
passes are as follows : Coeur d'AIene Pass, in

Bitter Root Mountains, 5,100 feet; Mullen
Pass, in Rocky Mountains, 6,000.

The value.' of agricultural products raised

in Montana last year was $4,000,000. This

shows that no one need fear there will not be

abundance of food for the emigrants.

We have been thus particular in describing

Montana, because the Northern Pacific passes

for near 700 miles through that territory ; and

there all the difficulties of mountain and cli-

mate are to be encountered. We have arrived

now at these general fads, which are now

beyond a doubt

:

1. The body of good lands on the Northern

Pacific route are much greater and better

than on either of the routes south of it.

2. The navigable rivers and waters con-

nected with it are much the greatest and most

practicable.

3. The climate is the best; for it shows

that the temperature on Clark River, Mon-

tana, in latitude 48°, is the same with that of

St. Joseph, Mo., in 41°, and of Philadelphia

in 40°.

4. The mountain passes are lower than on

the Central.

If these be facts, it is no wonder that the

Northern Pacific Railroad Company are going

on with the work, and that its construction

may be deemed certain. All of the Northern

Pacific road in Minnesota, from St. Louis

River, emptying into Lake Superior, to the

Red River of the North, 230 miles, will be

under contract on the 1st of June. This will

be followed no doubt by making that part in

Dae ;tah. The Northern Pacific can uot be

made so rapidly as was the Central Pacific, be-

cause ithas no vast Government bond subsidy
;

but it will be made beyond doubt, and as fail

as private capital can be made available.

It is pertinent now to ask what has been done by

the liovernment or the Company towards se-

curing the road through the northern penin-

sula of Michigan. This road should be

brought down to the Straits of Mackinaw,

where center the great inland seas of North

America Any failure to do that will be a.

failure to seize one of the great advantages

which this road offers.

Rockport & Northern Central It. R.

During the past week the friends of this en-

terprise have been at work organizing com-

mittees, and preparing for a vigorous canvass

among the citizens, to obtain the necessary

$300,000. The daily press has come to their

aid, and trumpeted the merits of the scheme,

and urged our people to respond to this call.

This energy is highly commendable; and if

the cause was a good one, we would not only

wish them success, but would cast our mite

into the scale and help all we could.

But, a further examination into this matter,

has confirmed us in the opinion we expressed

last week, and we therefore continue opposed

to our leading men taking such an interest in

this project, if by so doing, they expect to effect

the control of the Southern trade to this city,

as it can be by several other projected schemes,

or that it will answer the demands of our

Southern trade at all, except for the immediate

section through which this road is to pass; or

that it will supersede the necessity for the

construction of, or lessen the cost to our city,

of the direct Southern road to Chattanooga.

However, if our merchants and others en-

gage in this scheme for individual profit,

place their money in it as an investment, for

the sake of sharing the $300,000 local dona-

tion, we have nothing to say, because that

would be none of our business.

Iu our opinion the proffer is not attractive.

1st. For all the reasons set forth in our last

week's Recoro, and which are in the main,

if not wholly, confirmed by later investigations.

2d. Because the line from Rockport on the

Ohio river to any practical point of intersec-

tion on the Ohio & Mississippi Railroad, will

be at least sixty-five miles in length, instead

of sixty miles, as reported, and will therefore

cost more than is now estimated.

3d. Because the terminus of the line south

of the Ohio river is at Owensboro, nine miles

below the river terminus of the northern part

at Rockport, and consequently compels nini

miles of ferriage, or an extended road down

the river bank, and a railroad bridge across

the Ohio, that will cost at least one and a half

million ofdollars more.

4th. Because an experienced engineer who

has been over the country through which this

road is to run, assures us that the cost of

grading will be much higher than that given

by President LeBreuler, and that it will

cost about $200,000 to bridge White river;

thus requiring additional outlays of probably

$300,000 to $500,000 more, to save that which

is now asked from our citizens.

5th. Because the local subscription is condi-

tioned to be paid only when the road is completed

and running ; thus, imposing the whole burdea

of construction, and all the risks and losses

upon those who become stockholders and un-

dertake the work. That there may be no mis-

understanding on this point, we publish the

following from the Jasper Weekly Courier, and
it " speaks for itself," as the

Article of Donation pob the Rockport
ani> N O. Railway.—In cousideiation of pro-

moting our own interest aud the interest of the

people generally, and lor the purpose of aiding
in the construction of a Railroad from Roci-
port in Spencer County, Indiana, to the Ohio
and Mississippi Railroad, and ifpracticable to a
point on the Indianapolis and Vincennes Railroad,

we whose names are hereunto subscribed, each
promise for ourselves, and not for another, to

pay to the Rockport and northern Central
Railway Com any, the sums set opposite our
names, payable when the said Kanroad is

finished, from Rockport to the Ohio and Mis-
sissippi Railroad, lor the transportation of

freight and passengers. But no part of ihis

subscription and donation is due uuiil a tiain

for passengers and freight shall have passed
over the entire line from Rockport to the Ohio
and Mississippi Railroad, aria pi ovided further,

that said Railroad runs withm out-h ill' mile
of the Court House in the town of Jasper, in

the County of Dubois. Witness our hands and
seals, 187U.

6th. la. response to the following inquiry

propounded in the Gazette of April 30, " How
can Cincinnati reach the trade of South-west

Indiana, and the Green River country in Ken-

tucky, So as to enable her to compete for it on

equal terms with other commercial and manu-

facturing cities, without this road ? " We
respond, -there i8 a road now in process

of construction, and supplied with means

that insures its completion, from Mt. Carmel

on the Wabash river, through the counties in,

Indiana, of Gibson, Pike, DuBois, Crawford,

Harrison and Floyd (the very heart of the

country the Rockport road is intended to cross),

to New Albany. From that point this city is

reached via the Ohio and Mississippi road and

its branch from North Vernon.

7th. And finally, if it is advisable to reach

the South by way of Owensboro, a better,

because cheaper, ' line can be obtained from a

point in Crawford county, on the New Albany

& Mt. Carmel road, down the ridge on the east

side of Anderson's creek, passing over the iron

beds and great cannel coal deposits (which

the Rockport and Logootee route does not), to

Cannellon. This is quite as short a line as

the one proposed, and in every respect, as

desirable for the business of Cincinnati.

Cannellon is a thrivingmanufacturing town,

upon the Ohio river, and distant from the New

Albany and Mt. Carmel road, about thirty

miles, through a really splendid country, that

would admit of cheap railroad construction.

As to the ferry from Rockport to Owensboro,

it is only nine miles long 1 This putB us in

mind of Sidney Smith's description of the

sufferings of the Giraffe from cold, "just think

once of two yards of sore throat I
" But then,

if we have got to have it, let us have a "big

thing'" the ferry from Cannellon to Owens-

boro would be only thirty miles. The cost of

loading and unloading being the same in both
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cases, that of drifting a few miles further

upon the Ohio river amounts to nothing. Or,

if you don't like the long Jerry, make one to

Hawesville, Ky., directly opposite Cannelton,

and then by a short cut railroad, cutting off

the bend of the river, go direct to Owensboro

and to destination.

Before our citizens engage in this scheme,

or allow themselves to be pressed into its sup-

port, by the energetic stock solicitors who will

call upon them, they should look into these

fj.cts, they will find them as stated, and

will, we think, be induced to save their means

for a better and more necessary undertaking.

We should keep an eye single to the Southern

road direct. That, we know all about, and as

it will require all the aid our city can give

individually or collectively, any diversion of

resources, is only so much taken from it, and

will delay the inauguration of the woik the

longer, or cripple its progress.

Death of Zerata Colburu.

We are pained to chronicle the unhappy

death of one so distinguished and well known

among the railway circles of Europe and

America as Zerah Colbuhn.

This gentleman, in his prime, was the most

remarkable mechanical genius of his day.

He was a nephew of the celebrated natural

mathematical calculator whose name he bore,

and who is celebrated in history as a mathe-

matical prodigy.

Mr. Colburn's life was an eventful one, and

we are sorry now to learn that it was not also

a happy one. He was raised upon a farm in

New Hampshire, and is said to have been sub-

ject to very hard labor; but his great mecha-

nical powers, cropping out upon all occasions,

attracted attention, and he was called to till

important positions in locomotive factories at

Boston, New York and Richmond. He next

became the editor of the New York Railroad

Advocate, but for some reason left this post,

although the undertaking was successful. We
next hear of him as a land speculator in the

Wesi, and then as the manufacturer of patent

railway tires, and afterwards he went to Eng.

land, and in the city of London published

The Engineering, a paper of great ability

and influence. He next turns up in Phila-

delphia, where he started a mechanical paper,

that is understood to have been a failure.

Soon after this misfortune be returns to Eng-

land again, and assumes his old position in

The Engineering, winning golden opinions

for his skill and success in working out diffi-

cult engineering problems.

In this service he seems to have broken

down, and a few weeks since returned to the

United States, exhausted by excessive labor,

and weakened by bad habits, a lamentable

wreck of what he was, and in a moment of

despair be ended his life by his own hand.

Another evidence of the fate of genius

without the direction of sound morals- "May

peace be to his ashes."

There was a report on the street yes-

terday that the Cincinnati, Hamilton & Day-
ton Railroad Co., had, within a few days, paid

the Cincinnati Enquirer "two thousand dol

lars for printing." The Enquirer having
supported Mr. L'Hom.mediec, the inference

was that this sum was paid for editorial ser-

vices. Upon inquiry we learn that the bill

was paid as stated, but not by Mr. L'Hdmmb-
dikd or with his knowledge or consent. Mr.

LHom.medieo published a circular to stock-

holders, which was reproduced in the Gazette

and Commercial, as a matter of news, and,

of course, without charge. For this the En-
quirer presented a bill during Mr. L'HoMME-
dieu's absence, which was allowed by Mr.

McLaren and paid. The opposition of our
neighbor to the "ring" was not without profit.

The Enquirer cast its bread upon the water

and it returned immediately.

—

Gazette.

It was a great query as to how the En-

quirer should have become so suddenly filled

with virtuous indignation at the iniquity and

wickedness of "rings." Indeed, the symptoms

were of such an alarming character that

many of its friends were fearful lest they

would "strike in," and if so, the result might

be fatal. It is now, however, fully explained,

and we trust there is hope.

®§^" Our esteemed friend Mr. H P. Clough

General Freight Agent of the Erie & A. &

G. W. Railways, met a number of his numer-

ous friends at his residence in Middletown,

Ohio, on the 2nd, and celebrated his silver

wedding.

We hope during the next quarter of a cen-

tury Mr. Clough may be as happy and pros-

perous as in the last, and that the golden era

will find his shadow no less than at present,

and his prospects ahead brightening.

Dayton & Cincinnati (Short Line) Rail-

road —At a meeting of the directors of this

Company at their office in this city, on Fri-

day last, Thomas Wrightson, of Newport,

Kentucky, and A. J. Hodder, of Celina, Ohio,

were elected directors, and subsequently Mr.

Hodder was elected President of the road.

Lake Scperior Railroad.—A correspond

dent of the Baltimore Sim, writing from St.

Paul Minn, says: "The Lake Superior Rail-

road which is probably attracting the attention

of the entire country more than any other road

in the North-west, is now open to Kettle river,

96 miles, and the balance (50 miles to Duluth)

will be completed at the rate of about one

mile a day, although the formal opening will

not occur until the 4th of July next. Over

two thousand men are constantly emyloyed on

the road. Negotiations are pending, to be

completed in a lew days, for the lease of the

Sioux City railroad to the Pennsylvania Cen-

tral, thus virtually carrying out the original

plan of having one controlling power and one

unbroken line from Lake Superior, via St.

Paul, to Sioux City, and then on to a junction

with the Union Pacific Railroad. Men are

already at work in surveying the Northern

Pacific route, and in less than four years cars

will run direct from St. Paul to Portland,

Oregon."

Cincinnati, Hamilton A Dayton Railroad.

The following report of the President of

this road ought to be highly satisfactory to

the stockholders, and we think justifies Mr.

L'Hommeiueu's rights to a re-election.

The best feature in this exhibit is the re-

duction of operating expenses below what is

generally regarded as the minimum rate

—

viz.: fifty per cent.

When our first-class roads can be thus

managed, they will become the most desira-

ble investments in the country :

President's Office C. H & D. R. R. Co.

Cincinnati, May 3, 1870.

To the Stockholders

:

Gentlemen—In accordance with the requit b-

ments of the charter, I herewith submit a

statement of the business of your road for the

year ending March 31, 1870. It will be seen

from the report of the Secretary that the

Gross earnings have been $1,191,457,45

Transportation expenses 579,964,08

Leaving for interest on bonds,

taxes and dividends $611,493,37

The working expenses have been 49 76-100

per cent, of the gross earnings.

The earnings per mile have been. ..$19, 857, 062

Number of passengers carried 669,252

Number of tons of freight moved in

narrow gauge cars „. .395,432

During the past year two dividends have

been paid to the stockholders, one of five and

the other of four per cent,, free of Government
tax. The net earnings have been a fraction

over eleven per cent.

The road has been operated with its usual

freedom from accidents and loss of life, and
maintained in first class condition.

DAYTON AND MICHIGAN RAILROAD.

The business of this road continues to in-

crease, and meet the expectation of our com-

pany. From the time it was leased, it ha3

earned more than sufficient to pay running

expenses and the interest on its bonded debt,

which was the consideration of the lease. Its

property has been largely increased by the

purchase of valuable depot grounds in the

city of Toledo, measuring about half a mile

of river front, and by building freight depots

for the increasing business at that important

point. It is generally conceded that the loca-

tion of the depot grounds in Toledo of the

D. & M. road are preferable to those of any

other railroad terminating there.

The equipment of the road has been largely

increased and kept in first-class order.

More depot buildings are required at differ-

ent stations on the line of the road, and the

fencing must be extended.

Arising out of jealousy and differences

springing from the location of the county seat

between Troy and Piqua, an unfortunate loca-

tion of a few miles, both for the interest of the

road and for Piqua, was made. The citizens

of both Troy and Piqua are at this day desi-

rous that the location should be changed
;
and

it is believed that the additional business to

be derived from both places would fully justify

the measure if the company had the means on

hand to make the improvement The change

involves the removal of about nine miles of

track from one side of the river to the other,

and a new bridge over the Great Miami in

place of the present one that can last bat a

tew years longer.
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It will be remembered by our stockholders

that at the time the Dayton & Michigan road

was leased perpetually to our company, a

bonus of one million dollars of their stock

was made a part of the consideration. This

stock, together with that previously held and
since purchased, at a very low figure, gives

our company a majority interest of 2ii,49i

shares to 21,506.

CINCINNATI, RICHMOND AND CHICAGO RAILROAD
COMPANY.

The business of this road, for want of an

outlet beyond Richmond, has not met the

hopes of our company. So far, since we
leased the road, it has not paid for the neces-

sary renewal of bridges, running expenses

and interest on its bonds. Ita local business,

however, is increasing slowly, which will ulti-

mately, we hope, make it fairly remunerative

to the C. H. & D Co.

The extension of the Richmond & Fort
Wayne road to Ridgeville the present year

will add something to the traffic ot the road.

The position which this road occupies in re-

lation to ours, with a charter more liberal, if

not extraordinary, forbids any idea of letting

it pass iuto other hands that might prove ad-

verse to the Ci, H. & D. Co.

CINCINNATI AND INDIANAPOLIS RAILROAD.

This road, which connects with the Cincin-

nati, Hamilton & Dayton at Hamilton, con-

tinues to give us a large amount of business,

and to receive from us in return about an
equal amount. It will be remembered that

our company originally subscribed two hun-
dred thousand dollars to this road, more than

it has to all our other connecting roads com-
bined. The business done in connection with

us, which otherwise would not have reached
our road, have amply repaid us for the outlay.

Our board still regard that road as one of

great importance, and when it shall have been
completed, in its extension to Port Wayne,
one of still greater importance to our city.

It has had it's struggles, more than ordinarily

met with in similar enterprises, and great

credit is due the untiring energy and faith of

those who have had charge of its construction

and management, and our board unite in the

general sentiment of hope and belief that

final success is about to reward its owners.

THE ATLANTIC AND GREAT WESTERN AND ERIE
RAILWAYS.

Our relations with these two roads remain
harmonious, and all obligations on the part

of both parties are promptly met. The pre-

sent contract between the Cincinnati, Hamil-
ton & Dayton and Erie, made for the period of

ten years, is believed to be fair and satisfac-

tory. It gives the Erie all the advantages
she would have if her own road actually ter-

minated in Cincinnati, and relieves our com-
pany of the anxiety and trouble of a through
Eastern business; is fairly remunerative to

our company for the large expenditure of

building an extra track for the broad gauo-e

business, and leaves us full time to devote to

the local traffic of our road, by far the most
important.

THE CLEVELAND, EASDtJSKY AND CINCINNATI RAIL-

ROAD.

Our business with this connecting road re-

mains as heretofore, satisfactory and profita-

ble to both companies. The amount of traffic

interchanged is steadily on the increase, and
the rates received for the transportation of
both, passengers and freight are remunera-
tive, In some articles of traffic, such as lum
ber from Northern Michigan, ice from San-
dusky and Toledo, to Cincinnati and other

points, there has been lately sharp competi-
tion between the Dayton & Michigan and C.

S. & C. roads; but this has been overcome by
an agreement between the parties to select a

common agent, to secure and equally dis-

tribute the lumber from points beyond To-
ledo and Sandusky.

This pioneer road of Ohio, under its pre-

sent management, has been greatly improved,
and bids fair to again assume its old position

as one of the most important roads of the

State. The travel over it, in connection with

•our road to and from the islands of Lake
Erie, during the summer season, is rapidly

increasing, and the full improvements beintr

made at Put-in Bav, and other points, for the

accommodation of visitors during the sum-
mer, will doubtless prove profitable to the

roads.

Inclosing this, my twenty-second annual
report, it is proper to refer to a few facts in

the history of the company, that may well be

considered causes of congratulation to our

stockholders and to the public.

It should be remembered that whilst your
company never asked or received aid from

any city, county, or township, by way of

subscription, donation or luan of credit, it

has gone straight forward in building one of

the best roads in the West, meeting all its

obligations, large and small, punctually,

without even having a piece of paper pro-

tested, for lack of means to pay or disposi-

tion so to do. That from the year ltj49, af-

ter a million of dollars had been subscribed

and the rights of way secured, and when the

Contract for construction was closed, it ha*
earned and paid to its stockholders an average
dividend of upward of eight per cent, per an-

num, more than any other road terminating

in Cincinnati has paid to its stockholders,

from its commencement. And this, notwith-

standing the large and continued outlay ne-

cessary to provide for increasing business,

and the subscriptions voted by our stockhold-

ers to aid connecting and branch roads.

That the company is now free from any
floating, and has but a comparatively small

bonded debt; that it has no longer any occa-

sion to apply its net earnings to any other

purpose than cash dividends to its stockhold-

ers, with a fair prospect <rf their being satis-

factory; that the company hold good reserved

assets, sufficient to secure regular dividends,

in case of any unforeseen casualties
; that

their property, on the whole, is worth a large

amount more than it cost, or which is repre-

sented by stock and bonds; that those of its

Directors who, after many years of faithful

service, have departed this life, and those who
still remain, had the foresight to secure, with-

in a reasonable distance of the center of the

present city of Cincinnati, a large amount of

real estate, at a small cost, sufficient for the

present and the future requirements of a great

business.

That since the day the road was opened for

business, in the fall of 1851, it has been re-

markably free from accidents to either per-

sons or property, and that of nine millions

carried, but nine passengers have lost their

lives

That the superior accommodations fur-

nished, in the number of passenger trains for

local travel, beyond that of any other road

leading from our city, has built up an almost

continued village from Cincinnati to Hamil
ton, and has contributed largely to the wealth

and population of all the cities on its line.

That its employes of all ranks, with scarcely

an exception, have proven faithful to their

trusts, nnd have been educated and promoted

on the road, each one being taoght to feel that

they had an interest in the same, beyond their

mere salary; that the best of feeling toward
the road has been cultivated and manifested
by those whose lands were of necessity taken
for rights of way, and wherever destruction

came from fire or flood, they have always
been the first to the rescue; that the best

of relations have been maintained with all

connecting roads, and a liberal course pur-

sued toward tbem
;

that the road has earned
the reputation among the best railroad men
of the country of being one that is well

constructed and well managed, and worked
at a per centage of the gross earnings much
below other well-managed roads; that while

its stock has not commanded as hi^h a price

in the market, from causes not necessary

here to enumerate, its intrinsic value haa
been all the while increasing, and it should

not be parted with now at less than par in

gold.

The Cincinnati, Hamilton & Dayton occu-

pies the position of a trunk road, for business

from the Cincinnati & Indianapolis Junction,

the Cincinnati, Richmond & Chicago, the

Dayton & Union, the Dayton & Michigan,

the Cleveland, Saudusky & Cincinnati, the

Atlantic & Great Western and Erie Rail-

roads.

It has not only the narrow, but broad gauge
tracks, with ample means to accommodate
the immense Cincinnati and South-western

business of all these roads, besides the large

local business ot oar own Miami Valley. Ita

policy is to extend equal faculties to all, and
maintain strict neutrality between them, ask-

ing for nothing which they are not willing to

concede, and agreeing to no contracts which
are not equally fair to both and all parties.

So long as such a policy is pursued by our
company, there will exist no real necessity

(or anoiher road down our valley, it having
already a canal and a railroad, as well as a
railroad of the very first class running paral-

lel and distant only fourteen or fifteen miles.

The scare-crow of a railioad for the past

twenty years has served the purpose of fright-

ening timid stockholders and of depressing

the market value of the stock.

The day is distant when the C, H. & D.

road will not be able to accommodate the

business of all roads terminating at Dayton,

and that of those leading to our valley this

side of Dayton, at one-third what it would
cost them to build independently into Cincin-

nati, and do their own work; and until this

company gives just cause of offense by pur-

suing a different policy from the past, there

will be no occasion for a road being built,

which would probably not pay more than run-

ning expenses. Respectfully submitted,

S. S. -L'HoMMKDIEr/.

Hastings and Dakota Railroad.—The St.

Paul Press gives the following account of

the above road, which the Milwaukee and St.

Paul Company have just bought: " Of this

railroad thirty miles are constructed from

Hastings to a point ten miles west of Farm-
ington. Its projected line as fixed by legisla-

tion, runs, via Suakopee, through the counties

of Carver, McLeod and Renville. It is en-

dowed with about 800, 001) acres of land, to

obtain which the construction of 200 miles of

railroad is required. Sixty miles more are re-

quired to be completed before any further

lands enure to the company which had it in

hand, but the Milwaukee and St. Paul, with

their large resources, will find it easy to

prosecute the work. It will form a valuable

feeder to their line."
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Ancient Railroad History.

From an able report on the improvement

of the navigation of the Kentucky River,

made by that eminent engineer, Sylvester

Welch, to the Kentucky Legislature, in De-

cember, 1836, we extract the following scraps

of ancient railroad history, which, at the

present day is very interesting, and new to

mauy of our readers, as well as a valuable

contribution to railroad literature:

"COLUMBIA AND PHILADELPHIA RAILWAY, PA.

" This railroad extends from the town of

Columbia on the Susquehanna river, where
the eastern division of the canal terminates,

to the eitv of Philadelphia, a distance of 82
miles. It has a double track throughout its

whole extent. Edge rails of maleable iron,

weighing a little more than forty pounds to

the yard in length, secured in cast iron chairs

placed at intervals of 3 feet, partly upon stone

blosks and partly upon a foundation of tim-

ber, are used for the railway ou the greater

part of the distance. Ou the end towards
Philadelphia, oi.e track for a distance of ten

miles, is laid with granite sills, capped with

flat bars of iron 2J inches wide, and |- of an
inch thick, A portion of the other track is

laid with wooden rails, capped with similar

bars of iron. Other short pieces of the road
are laid with timber rails: the longest is at

the Mine Ridge, where the foundation is laid

upon a bed of quicksand, and secured by

piles. This road has two inclined planes, one
near each end. It was finished in 1835, and
cost exclusive of the purchase of land, dama-
ges, and the purchase of locomotive engines,

$40,621 per mile."

ALLEGHENY PORTAGE RAILROAD, PA.

"This railroad commences at Johnstown,
in Cambria county, ar.d extends with a dou-

ble track across the Allegheny mountain to

Hollidaysburg, in Huntingdon county. Its

length is 36 7-10 miles. It forms a connec-
tion between the Western and Juniata divi-

sions of the Pennsylvania canal. There are

10 inclined planes, five on each side of the

mountain, each of which is furnished with

two stationary steam engines. The ascent
from Johnstown to the summit level of the

railroad is U71f feet, and the descent from
the summit to Hollidaysburg is 1398f feet.

The level pans of the railway, are formed
of edge rails, of maleable iron, weighing

39£ pounds to the yard in length, secured in

east iron chairs placed at intervals of 3 feet,

partly upon blocks of stone, and partly upon
a foundation of wood. On the inclined planes

ar.d on a small portion of the level parts of

the road, the railway is formed of timber
rails capped with flat bars of iron 2J inches
wide, and £ of an inch thick. This railway

was finished in 1835, and cost, including the

purchase of land, damages, depots and ma-
chine shops, and ail machinery except loco-

motive engines, $47,371 per mile."

THE DELAWARE AND HUDSON CANAL COS. RAIL-

ROAD, PA.

" This road extends fro-n the coal mines in

the Lackawanna valley, across the Moosiek
mountain, to Honesdale, the western termina-

tion of the Delaware and Hudson canal. It has

a single track eleven miles, and five miles of

double track. The rails are wood, capped
with flat bars of iron, 2 inches wide and half

an inch thick. The railway, where it passes

over ravines and low grounds, is supported

upon tressels which are substituted for em-
bankments. The ascent from the coal mines
to the summit of the mountain is 855 feet,

and the descent from the summit to the canal
is 913 feet. There are eight inclined planes,
five of which are worked by stationary steam

j

engines. The road cost about $1U,500 per
mile."

LITTLE SCH0YLK1LL RAILROAD, PA.

"About 23 miles long, extends from Port
Clinton, on the Schuylkill river, along the val-

ley of the Little Schuylkill to the coal mines
near Tamaqua. The road is graded for a
double track. A single track with turnouts

only, is laid down. The railway is formed of

a timber rail, capped with flat bars of iron,

2 inches wide and half an inch thick. The
road cost $9,800 per mile. It is to be contin-

ued to the town of Catawissa, on the Susque-
hanna river."

BALTIMORE AND OHIO RAILROAD, MD,

" From Baltimore to the Point of Rocks,

67J miles—double track. The rails are prin-

cipally of wood, capped witli flat bars of iron,

2\ inches wide, and $ of an inch thick. On
the end near Baltimore, a portion of the rail-

road is formed of granite sills, capped with

bars of iron similar to the bars on the limber
rails. This railroad has four inclined planes,

two on each side of Parr's Spring ridge.

Cars are drawn over these planes by horses.

The cost of the road as stated in the report of

the Chief Engineer (Oct. 1832) is $29,193 per

mile"

BALTIMORE AND WASHINGTON RAILROAD, MD.

" This road diverges from the Baltimore
and Ohio railroad about 6 miles from Balti-

more, and extends thence 30 miles to the city

of Washington. The railway is formed with a

light edge rail, made broad at the bottom,

placed upon a longitudinal rail of wood. It

has a double track, and cost as per report of

the Baltimore and Ohio railroad Co (who have
the direction of the road,) 1833, $50,500 per

mile."

MOHAWK AND HUDSON RAILROAD, N.Y.

" This road extends from Albany to Sche-

nectady lti miles—double track. The roadway
is formed of timber rails, capped with flat bars

of iron —The foundation is partly of stone

and partly of timber. Cost per mile $38,107."

SARATOGA AND SCHENECTADY RAILROAD, N.Y.

" This road extends from the city of Sche-

nectady to the Saratoga Springs, 22 miles.

The railway consists of a single track, formed
of wooden rails, laid mostly upon a limber
foundation, and capped with flat bars of iron,

2J inches wide, and f of an inch thick. Cost

$11,010 per mile, exclusive of buildings, &c."

NEW CASTLE AND FRENCHTOWN RAILROAD, DEL.

" This road extends from New Castle, Dela-

ware, across the State, 16 miles, to French-
town. Single track on the greater part of the

distance. The railway is formed of timber

rails, placed mostly upon a light stone foun-

dation, and capped with flat bars of iron.

Cost about $30,000 per mile."

CAMDEN AND AMBOY RAILROAD, N. J.

" From Amboy to Bordentown, 33 miles

—

double track 'The railway is formed princi-

pally of edge rails of maleable iron, secured
to the foundation without the aid of chairs.

The foundation is partly of stone and partly

of wood. This part of the road cost about,

$30,000 per mile."

SOUTH CAROLINA RAILROAD, S.C.

"This railroad extends from the city of

Charleston to the Savannah river, opposite

Agnsta, Georgia, 130 miles. The railway is

formed of timber nils, capped with flat bars

of iron It is supported over the low grounds
upon piles, instead of embankment. It cost

about $7,000 per mile."

Illinois Central R Ft —The extension of
the Cedar Falls and Minnesota Branch of the

Iowa Division of this road from St. Ansagar
to the Minnesota line will probably be accep-
ted from the hands of the contractors soon.

At present trains run as far as Mona, four

miles snuth of the line and fifteen miles south
of Austin. It is nut probable that, the con-
nection with the Milwaukee and St Piul
road between the State line an] St.. Paul
will be of much value, as, very naturally, the

Milwaukee and St. Paul Company prefers to

take every thing eastward over their own lines.

A company has been formed at St. Paul to

provide a connection by building a line some
distance to the east of the Milwaukee road
through Cannon Falls and Mantorville to a
junction with the Illinois Central's road near
the Stale line Such a road would at once
open a new and independent route from Min-
nesota to Chicago and the Kast, and establish

a formidable competition to the Milwaukee
and St. Paul and the Chicago and North-

western. If this line is built the Illinois Ceniral

will feel more strongly than ever the necessity

of a short route from Dubuque to Chicago, a
need which is likely to be supplied by one
of two or three lines likelv to be put under
contract soon

—

Railroad Gaz.

The Chesapeake and Ohio Railroad —
Henry S. Walker writes as follows to the

Wheeling Register :

"The contracts for the completion of the

road from Gauley to the Ohio (one hundred
miles) have been awarded, and the time for

their fulfillment fixed, under heavy penalties,

at May 1, 1871. The contracts for the heavy
work on the line from Gauley eastward have
also been let. This portion of the road, ow-
ing to the tunneling, heavy cuts and embai. la-

ments along the route, it will require two and
a half years to finish. About two thousand
laborers are already at work, and their num-
ber will be increased to six thousand willan

two weeks."

New Application of Baryta.—The sulphate

of barvta is said to possess many ad van I ages

over lime as a material for, whitewashing

walls—4 ozs of glue is soaked for twelve hours

in tepid water, and then placed until it boils

in a tin vessel, with a quart of water—the

vessel being placed in water, as in the usual

process of melting glue, the whole is then,

stirred until dissolved. Six or eight pounds
of sulphate of baryta, reduced to an impalpa-

ble powder, is put into another vessel ; hot,

water is added, aud the, whole stirred until it

has the appearance of milk of lime The
sizing is then added, and the whole stineii

well together ancj applied in the ordinary way
w:iilst still warm.

It is found says the North German
Correspondent of Berlin, "by experiments

recently made by the military authorities, that

a sheet, of ice three inches thick affords a
perfectly safe passage for infantry or horses

marching in single file, and for light carriages;

with a thickness of six inohes it wilt, bear all

kinds of wagons and cannons..

E'f
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Explosive Materials.

The lecture of which the following is a re-

port, wns delivered by Professor Ogden R.

i'oremus, at the Hall of the Young Men's

Christian Association, for the benefit of the

Soldier's Home in this city.

We are not to forget, the Professor facetious-

ly remarked, that we are living upon an exp'o-

sivejmaterial, thatjit may at any time explode,

and we find ourselves among the flying frag-

ments. Even our own country is not exempt
from the convulsions which, from time to time,

shake the earth.

Explosive bodies or materials were defined

as those prone to swift motion. They are di-

vided into three classes ; solid, liquid and gase-

ous ; but in each there is the same teudeucy

to swift motion.

Gunpowder, one of these substances, is the

greatest civilizer of modern times; because

the more deadly we make the art of war, the

more suicidal it becomes, and the less frequent-

ly will it occur. War, however, uses less gun-

powder than Peace. The composition remains

the same as id the most ancient times — car-

bon, charcoal, and nitrate of potash—and
in very neaily the same proportions as

then. Many experiments have been made for

the purpose of finding the best wood and the

best means of preparing the charcoal from it,

but that point is not fully decided.

The fuel that powdered carbon will take fire

spontaneously, and could not, be used in this

form, was noticed. Many buildings in this

city have I een destroyed by spontaneous com-
bustion, which is of more common occurrence

than might be supposed. Oil exposed to the

air, as when shavings, waste, or paper are

saturated with it, has so powerful a'n affinity

for oxygen that, spontaneous combustion fre-

quently takes place. The sulphur for the pow-
der comes from volcanoes ; and from this fact

it was supposed in ancient times that there

was something infernal about it. The last ma-
terial is the nitrate of potash, or saltpetre.

The use of this substance in the powder is the

generation of a great quantity of gas. The
fabrication of powder would be an interesting

subject for a whole lecture, but the limit of

time only allowed the speaker to note some of

the more important points. In France the

manufacture of powder hud made, in some re-

spects, very little advance. For instance, to

this day, it is the habit in the government
mills to mix the materials with wooden mor-

tar and pestle. French powder is, on this ac

count, among the very poorest. It is so soft

as to crumble at the least touch, and of course

is very disagreeable to handle. Austria makes
a beautiful powder. Specimens were exhibi-

ted, the grains round and smooth, like shot.

Many and very beautiful experiments have
been made to determine the rapidity with

which powder burns; a very important fact to

learn, as different uses require different de-

grees of rapidity in combustion.

The results of combusticn are very curious.

Heat is produced, and an immense quantity

of gas, at a pressure known in some instances

to be as high as 4.000 atmospheres, 60,000

pounds to the square inch. In a vacuum the

burning is very slow and tequires a percepti-

ble time, the pi essure of the air being neces-

sary for the rapid and violent combustion. A
small quantity of powder was placed in a

small unmble of platinum and suspended in

an exhausted receiver. The thimble or cruci-

ble was then made hot by an electric discharge,

when the powder slowly took fire and burnt

with a greenish blue flame, spitting once or

twice, but so quietly that no noise could be

heard. Gun Cotton, ignited under the same
conditions, slowly turned black and disappear-

ed in a cloud, without the least particle of visi-

ble fire or light.

It is very easy in a vacuum to ascertain the
changes which take place when powder is

burned. Nitrate of potash is decomposed, and
we have carbonic oxide, sulphide of potassium,
and nitrogen. Under pressure, however, the

compounds are very different, and almost
nothing is known of what really takes place.

If we suppose that the powder has absorbed
water, which is very probable, almost num-
berless compounds may be formed. The for-

mulas of a great number were then put upon
the black-board by the lecturer.

In firing cannon, the government rule is

that the shot shall just touch the powder, and
no more ; as it has been found that the effect

of the powder is wonderfully increased when
the shot is driven down sharply, so as to com-
press the charge, and the effect of this increase
was feared. On this account it was ordered
that the shot should merely touch; but fur-

ther experiments prove that when gunpowder
is compressed, the ball is sent with more speed,

while the strain on the gum is diminished ma-
terially. With an elongated charge of con-

densed powder—-tin air space being left all

around the charge in the box— it is found that

the strain upon walls of the gun can be redu-

ced from twenty-five to fifty per cent., while

at the same time the initial velocity of the

ball is increased. These effects increase with
the amount of condensation, till a maximum
in velocity and a minimum in the strain are

reached. 'J his is of great value to all using
powder, as it enables them to produce the pre-

cise effect which they wish. The condensed
powder has various other advantages which
were then mentioned. A thousand of these

elongated charges of condensed powder have
been fired from a French gun without swab-
bing. This number of charges is usually con-

sidered a gun's life-time ; but, as far as could

be seen, the gun was safe to blast as many
more.

This condensed powder is sometimes made
in the form of hollow rods, which are very
convenient for blasting, as any number can be
put into the hole till the charge is sufficient.

These rods are used to a great extent in the

tunnel under Mount Cenis, where they are

found to be more economical than powder in

the ratio of five to eight.

Gun-cotton was the next topic taken up.

This substance is found by the action of a mix-
ture of strong nitric and sulphuric acids upon
cotton, or in fact upon starch, flue sawdust,

flax, paper, and a great number of similar

substances, from which we may obtain, not
strictly gun-cotton, but gun-starch, gun-sugar,
gun-paper, gun-flax, etc. Pyroxaline is the

name given to all these substances, they being

the same in chemical composition. Cotton

cloth can be so treated that (he moment the

hot iron of the laundress touches it, it shall

vanish in a flame. This gun-cotton is much
more powerful than powder, but the uncertain-

ty of composition makes it of little use for

military purposes.

Owing 10 the fact that the nitrate of potash,

used for gunpowder, is to be had in great

quantities from India only, attempts have been

made to obtain a substitute. The French
chemists proposed the chlorate of potash; but
it was found on trial to be too easily exploded,

friction and even ajar being sufficient. During
the rebellion, an attempt was made to take ad-

vantage of its superior explosive qualities by
moistening the cartridges with a solution of

this salt. It was speedily abandoned on ac-

count of the danger attending it, but before

the cartridges 80 made could be destroyed,

seventeen persons lost their lives by explo-

sions among them.

Another expedient was to produce an arti-

ficial supply of the nitrate. This was much
more successful, as the extensive European
nitre beds show. Col. Hazard, (a most appro-

priate name for a powder maker!) advised
that this government should import in time of
peace, and keep constantly on hand in the in-
terior of the country, thousands of tons of the
nitrate of potash, in order to have an accessi-
ble supply in case of a war with any power
controlling the supply of this article. The
next division of the subject was liquid explo-
sions. First in rank among these stands -the

famous nitro-glycerine, a substance prepared
in a manner very similar to that by which gun-
cotton is made. Glycerine, the pleasant oily
sweet liquid used so extensivly as a toilet ar-
ticle, is the base from which this explosive ma-
terial is made—the only difference in composi-
tion being that an atom of water is replaced
by an atom of nitric acid. Several experi-
ments were there performed with toe nitro-
glycerine, showing that, properly used, it was
not so dangerous as its misuse has led us to

suppose. Experiments were there narrated,
going to show that it was reasonably safe in
vessels of all the common metals except iron

and tin combined, which would invariably pro-
duce decomposition of the material and an ex-
plosion sooner or later. This, the speaker
thought, was the secret of many of the fear-
ful explosions. The nitro-glycerine has al-

most invariably been stored in tin cans (of
sheet-iron covered with a thin coating of tin,)

where it was scarcely possible that the liquid
should not come in contact with both metals.
The speaker thought ihe government should
prohibit the transportation, or storing of nitro-
glycerine in tin vessels.

Water was alluded to as an explosive agent,
especially when very hot or very cold—frozen
or in steam boilers. The "spheroidal state "

would probably account for a part of the ex-
plosious, but a large part are still involved in
mystery. A tallovv candle might be made ex-
plosive by allowing the gas trom the glowing
wick to be suddenly ignited. This was shown
by plunging a smoking candle into a jar of
oxygen gas where the candle was lighted from
a spark remaining in the wick and the smoke
exploded with a slight report. The explosive
mixtures of different gases formed the next
-department of the subject. The gases were
capable of formiug the most explosive of all

compounds. Some examples were then shown
of the power with whicii common street gas
explodes when mixed with oxygen. Some
hints in regard to seeking for leaks in gas-
pipes were then given, and it was strongly
urged that the sense of smell should be the

chief dependence. The methods of producing
explosions were enumerated, as friction, heat,

electricity, chemical action, etc. The lecture

was listened to by a large aud select audience
who greeted the speaker with frequent ap-
plause.

—

Eivj. and Aim. Jour,

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I Hustrateu Descriptions of Railroad Inventions.

Railroad Engineering and Meclianics.

Hecurd of tlie Progress »if Railroads.

Railroad Reports and Statistics.

General Kailroad News.
Railroad Elections and Appointments.

'i weniy-four large quartu pages, published every Satur-

day on and after April 2, 1H7U.

Every Ra ; lroad Man, and every man interested in Rail-

roads, Btiuuld have it. Terms, $'i UU a year, in advance.
Address

JL. N. KELLOGG, Publisher,
1U1 Washington St., ChicagoJ
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-

green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.

Agents wanted.
]

25 S irts of either for SI 00; prepaid by mail. Also
Small Fruits. Plants, Bulbs, nil the new potatoes, *c ,

prepaid by mail 4 lbs Early Rose Potato, prepaid,

for SI 00. Conover's Colossal Asparapus $3 per inn
;

$2"> pair 1000. prepaid: New hardy fragrant everbloominp

Japan Honeysuckle, 50 cts. each, prepaid True Cape Cod
Cranberry, lor upland or lowland culture. Sl.t'O'per 1011.

prepaid, with directions. Pr'ced C ttalopue to any address,

gra is ; also trade list. Seeds on Commission.
B. M. WATSON, Old Colony Nurseries and Seed Ware

house Plymouth, Mass. EstaDlislied in 18,2.

0-1-70, 17.

A Clergyman, while residing in South America as a

missionary, discovered a safe and simple remedy for the

cure of Nevoui Weakne-o, Early Decay, Diseases of the
Urinary and Seminal Organs, and the whole [run of dis-

orders brought on by baneful and vicious habits. Qreat
numbers have been cured by this noble remedy. Prompted
by a disir-* to benefit the afflicted and unfoitunate, I will

send the reGiptf r preparing and usinif this medicine, in a

sealed envelope to any one who needs it, Free of Charge.

Address,

JOSEPH T. INMAflr,
Station D, Bible Ilouse,

7-10-9, 13. NRWYORE CITY.

RAILWAY SPRINGS.

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

SPHING-S,
Madeathis shop* in Philadelphia. Emplnyinp only the
most experienced workmen and bkst material, he pledges
himself 1 1 furnish a Spring of the neatest ehtst city, and
one which shall be u liformly reliable in its carrying weight

All Springs tested to double their usuaj
load.

PHILIP S. JUSTICE,

No. 14, N. 5th St: Phil. No. 42 Cliff' St.N
Shops—Seventeenth and Coates St. FH1L.

John A. Griswold & Co.
TROY, N. Y.

J. A. Griswold. E. Coming. E. Corning, Jr.

Chester Griswold.

PROPRIETORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Colombia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHiPIRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

-f-^DWIN J. HOKJfEB,

Successor to

McBAMI * HORSfER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

"3?. F". :F5.£t:o.c2.ol23>l:L,
MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES . TRANSITS, LEVELS.

DRAFTING INSTRUMENTS, &c,

67 W. Sixtb St., Cincinnati, O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SEALED PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va .until VI M. March

K |P7n, forthe GRADUATION, MASONRY and the SU-
PERSTRUCTURE OK BKIDGES on the Chesapeake nnd
Oiiio Railroad bet» een the Falls of Kanawha and the Ohio
River- including THRKE MIl/LIO* S CUBIC YARDS OF
EXCAVATION, and SEVEKTY THOUSAND CUBIC
YARDS OF MASONKY.

AI.^Oi at the Engineer's office at Richmond Va., until
ISM.Mirch 10. It70, for several heavy sections east of the

Falls of Kanawha, including Ihe unfinished work near
MiUboro' and that ei<;ht miles east of the White Sulphur
Springs theOreat Bend tunnel o',-i0i feet; Lewis tunnel,

3 SOOfpt-t; five other tunnels from 500 to 1,700 feet Ion % ;

several sections in rock cutting; and about 70,100 cubic
yards' of maarmrv-

Profiles and specifications can be found at the office of

the company) 54 Wiliiam street. New York, on and after

February 1; at Richmond, Va., and at Charleston W. Va.,

on and after January 15, 1H70- The company reserves the

riffhtto rejectany or all the bids offered, and to make private
contractu for the work.

Informalion as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomh. Chief
Engineer, Richmond. Va , or to W. A. Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C P. HUNTINGTON.
27-1-70.4. President.

L.RAND SCENERY!
SSTQUICKEST ROUTE"®!

BB Miles in Distance Saved

Baltimore Sl Ohio R.R.
—TO—

BALTIMORE,
PHILADEL PITTA .

NEW TOIiK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TO

T^^SHINGTON

TXO CHANGE OF OAKS
From Cincinnati "Do l+im rCT»a nntl but ONE

orColumhus to XSdJ. LIII1UJ. C CHANGE
JPhilad' Iphia and Hew York.

^IKS ^Baltimore & Ohio R. R

J. I,. WILSON, Mas'er of Transportation.
L. M. COLK, General Ticket Agent.
Gc. B.GIBSON, General Western Passenper Apent..

JANUARY 1st, 1870.

Cincinnati to Ht. Loitis Witliout
CJicinffe of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisvilje, Evansville, St. Joseph

Jffferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15A.M. 10:55P.M.

Ospood Accommodation 3:10P.M. 8:45 A.M.
Thrnuph Western Express 6:1" P. M. 8:311 P. M.
Nisht Express 10:20 P.M. <i:0() A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
oennes time, 1^ minutes slower than Cin'ti time.

For tickets or iniormatinn apply at Offices. 132 Yine
Street. Coiner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin. 0.

C. E. F01.LET, Qen'l 1 ick't Ag'i, Si. Louis, Mo.

As in use on the National Despatch Line of

Cars, adapted to two or more gaugeB. J?or

information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Apents,

"Wilmington. Delaware, or
CHAS. BOCKXTS & CO, Boston, Mass.

2-12-9, 62

BUSH &. LOBDELL,
Chilled Railroad Car Wheel, Tyre

—AND

—

Railroad Machine Works,
WILMINGTON, DELAWABE,

MANUFACTURE

Chilled Wheels and Tyres
FOB.

Railroad Cars
and

Locomotive Engines.

ORDERS executed promptly to any extent tor t liege

celebrated Wheels, either single or double plates

with or without axles.'

WHEELS FITTED

Hammered or Rolled Axles, in the best mannsrand
' the shortest notice, and ou the most reasonable
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ERIE BJill^W^Y.
1100 BILES nnder

One Management.

MILES withnut

thangc of Coachce.

BKOAB G.41GE, »VI!BLETBAtK KOIITE

KEW YORK,
-

BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
IPhilatlelpliia Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, . 460 iMiles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 lo 27 MILES the SHORTER ROUTL
TWO EXPRESS TKAIKS ©AIB.Y

Leave CINt INN ATI from DEPOT, corner Fifth

aad Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. BL, CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Daylon 9.10 A.
M.; Urbana, 10.29 A. M ; Gallon, 12 57 I'.M.;

Mans-field, 1.40 P. M., West Salem, 2.48 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.21 P. M.; Ranvenna,
0.05 P. M.j Meadville, 7.55 P. M. (Supper);

Susquehanna, 8.10 A'. M. (Breakfast) ; Tur-

ner's, 2.07 P. M. (Di'ne); New York, 4.10 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Bingbampton for CoopersJown,

Albany and the celebrated summer resort,

ShaTon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPP.ESS,
daily. Arrives Dayton, 12.01 A. W.; Urbane,

1 26 A. M.; Galion, 4.00 A. M ; Mansfield,

4.44 A. M.; West Salem, 5.56 A. VI. (Bkt'st);

Akron, 7.33 A.M.; Ravenna, 8 20 A. M.;
Mf-adville, 11.16 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.10

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad GnUL-e. arranged for both Day and Ni^ht Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only JLi lie running through

860 Miles without 1'liange.

Boston anrt Sew England Passengers,
witli iheir Basgage. are transferred FBEE
OF CI1AKGE in New York.

TTf3 The Erie Railway Company has opened a new
Ferry from their Jersey <-'ity Depo to the foot of Twenty-
third Street. New York, thus enabling pacsengers to reach

he upper portion of the city without the expense and an-
noyance of a streetcar or omnibustransfer.

TT~P The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will find in its ever changing landscapes sub
jecle of continual admirati' n and interest

Baggage OHeolt'cl Through
And Fare alicayn as Low at by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c*m he obtained at the Company^ Offices in Cin-

cinnati, 80 West Fourth Street. Do Vine St., 4 Burnet

H' use, and foot of Broadway, (Spencer flu use Block),

and at all principal Ticket Offices in the South and
South-west. WOT. R. BAKU,

TIT B. SHATTUC, Gen'J PaesY Ag'U
General S juthem Agent.

Ihsi Sloule to St. Louis and ill cago

I NDIAKAPOLIS,
* CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

C ELI C^OO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Hiver Towns and Cities in the West,
North west and South-west.

TO='The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1 PG9, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail .... ".20 am 33.40 am
St Louis and Springfield Express... 2.40 pra 7 35 am
'St. Louis and Springfield Express, 1" 20 pm 3.42 pm
Lawrenceburg Accommodation 10. 10 am 2.35 pra

Lawrenceburg Accorauiodation 4.- pm 8.25 am
*The 10.20 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 30.15 am
Chicago Express fi 50 pm 9-3'' pm
Harrison Accommodation 5.30 pm 7.30 am

ThroughTiekets-can be obtained atthe Burnet House
Office, corner oi Thiid and Vine ; River Office, corner of

Walnut Street and River; and at Depot, corner of Plum
and Peatlstreets. '1 he splendid Passenger Depot of the

f . &. C. Railroad is about a mile nearer the business center
of the ci*y than the Depot of any other railroad, and with-

in a few squares of the Pestofficeand principal hotels and
Steamboat landings.

J. P. RICHARDSON .Superintendent.
A. E. CLARK. General Ticket Agent-

i

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARR1VH.

Eastern Express (Erie Railway).. 7:00 A.M. 6:3« P. M>
do do do .. 9:4.5 P. M. 7:110 A Hi-

Toledo, Detroit & Canada 7:15 A. M 1(1:26 P M.
do do do 6:110 P. M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A. M. 10:'* P: M-
do do do .... 2:30 P. M. 5:40 P.M.
do do do ... 0:3" P. M. 7::t0A. M.

Sandusky, Cleveland & Buffalo. .. 7:15 A. M. 5:10 P. M.
Siringfield Accommodation 2:M P..M. 10:-.'ll A. M.
Sandusky, Cleveland & Buffalo,. 6:30 P M- 10:30 A. :.I.

Munciei Indianapolis •*.-- 7:15 .a. M. 10:25 P. M.
do do 5:00 P, M. 1:2(IP.M.

Hamilton, Eaton & Richmond.., 7:lo A. M. 10:25 P. M.
do do do. ... 5:110 P. M. 10:20 A. M.

Hamiltcn Accommodation 9:30 A.M. &:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
jatitime.

For all information and throughtickets, please applyat
tieold office, south-east corner of Broadway and Front; Bur-
net Mouse Office, corner Vine and Baker rtreets, and at the
respective depots. East Front and West Sixth streets.

D- MoLAREN. Gen'l Superintendent.
SAM'L STKPHf is SUN, Gen'l Tick't Ag't.

Omnibuses- call for passen-.ers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont :nue to. trans-

port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Baltimore, New York or Boston,

and all Itastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
iKilsburgb, Pa.

LOUISVILLE & GIKCINKATI

SHOBT-LIKE RAilBQAB,

37±2XLo only S Xxo'UX'is

Fare Only §3.50—Transfer from Holel or
fitesitlence 4i> i>epot, in Covington, Free.

miiE SHORTEST ALL-RAIL KOUTE TO
JL Louisville, Nashville, Memphis, New
Orleans, and all poiiits South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
MnrringMail 7,35 A. M. 2, 3i'p. M.
Evening Express -...7.) 5 p. jj. 3,45 p, ji.

Night Express 11,1* P. M. 5,00 a. M.
Walton Accommodation 4,U0P. M- 9.35 A.M.

i.'he 7 :35 A. M. train runsdaily.

Thf Low Fare Season anrl Commutation Tickets, good on
the Walton Accommodation, otier p-eat inducements to the
citizens of Cinu.ijmti and Covington who wish to pur-
chase country resi< ences or small furms for gardening.
This train leaves lute- in the afteinonn, and arrives* early
ne.\t morning, giving all day to attend to business. For
further information as to routes, low fare. &c, ple-ise apply
at No 1 Burnet Hou.-e, or Depi t Covington, Ky.

SAM'L GILL, Gen'1 Sup"t. Louisville.

CENTRAL H R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Kasion
with the Lehigh Valley Railroad,, and its connections,
forming a direct line to Pittsburg and the West, witnout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through lrom New York to Chicago.

FALL ARRANGEMENT,

Commencing Augusl 30, 1S69. Leave New York as
follows

:

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, TucKhannock,
&c
7:55 a. m.—For Snmerville.

S:30 a in-—For Flemington. Junction, Stroudsburg,
Water Gap, Scranton, Kingston, L'iUstoh Great Bend, _&c.

5:2 an.—For Fleming to 11, Easton, Alientown, Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, Scranton. Harrisburg. .£c.

3:S0 |». ui.—Fur Easton, Alientown, Mauch Chunk
and Belvidere.

4:S0 5>. ni.—For Somerville.

5:55 £>- 10.- For Somerviile andFlemington.
6 j>. bib.— For Ea=ton and intermediatestations.

7 p. ui.—For Somerwlle.
7:^0 p. na.-EM.iuEA.NT—Stepping only at the princi

pal stations.

9:00 p. in.— For Plainfleld.

19:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,

>

for Easton, Alientown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Grip, Scranton, &c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,} fur Easton. Bethlehem. Alientown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.—Western Express Train, daily, for Easton
Alientown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:35
8:15., 8:30, VI., 9:20, ]n:30, 11 MU a. m.—12 m , JmO, 2:(0
3:00,3:3U,3:45,4:I5, 4 3D, 4:45, 5:IU, 5:25, 5:45, 6:U0,6:i5,
7:10, 7:2 ,7:40, 8:<0 9:00,9:40 10:45, 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ; at

No. 10 Greenwich st., and at the principal hotels.

R. E. BICKER, huperintendem*
H. P. Baldwin, Gen Pass.Agt.
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Commerce of the United States—Interna
and External.

In considering the railroad system of this

country, and the extent to which it may be

carried, one of the great elements (and the

greatest), is the aggregate commerce of the

country. This, again, embraces three ele-

ments: 1. The ocean commerce. 2. The

river and coast commerce. And 3, The rail-

road commerce The first only is external

;

both the last are internal. The whole foreign

commerce is included in the first. If we

were to look only at Congress and the news-

papers, we should think that foreign com-

merce was the only part of commerce really

worth anything. We can not tell the exact

proportion, and probably there are no data

to fix the proportion; but we venture to say,

without fear of contradiction from any intelli-

gent man, that the whole amount of our for-

eign commerce does not exceed an eighth

part of that of internal commerce. We stated

the other day, that the trade of the Ohio

river alone amounted to over six hundred

millions of dollars ; and that can not amount

to more than a fifth part of all the rivers,

bays, lakes and coast of the United States.

Yet, in Congress and the great cities, we hear

but little discussion in the wants of internal

commerce, and very much on tariffs and
foreign trade, and foreign interests.

It seems impossible for the Government to

get out of the clutches of foreign agents and

foreign traders. The great bulk of all our

Government has to do—or rather what it

ought to dd—consists in legislating for in-

ternal commerce and internal improvements
;

yet, in fact, Congress rs legislating for foreign

interests and foreign commerce. We shall

examine, as far as possible, some of the re-

lations of foreign to domestic commerce
;

and, in order to do this, we will first look

iuto the statistics of our foreign commerce.

The statistical tables of the Treasury De-

partment show the following amounts and in-

crease of imports and exports (value) for

half a century, from 1820 to 1870 :

Imports. Exports.

In 1821 $ 41,283,236 $ 54,149,863
" 1830 56,489,441 60,7n3,651
" 1840 88,951,207 120,077,575
" 1850 163,186,510 142,423,227
" 1860 335,233,232 373,189,274
" 1870,estimat'd 434,149,9i3 464,873,309

Tue figures for 1870 are those for 1869,

the reports of three months of 1870 showing

that there will be no great difference in the

two years.

This table shows that the decennial

increase in imports have been, from 1820 to

1870, as follows:

Inc'se of imp. from 1820 to 1830... 37 per ct.
" " 1830 to 1840... 58 "
" " 1840 to 1850... 83 "
" " 1850 to 1860... 10G "
" " 1860 to 1870... 30 "

This is an enormous increase, and far ex-

ceeding the rate of increase in population.

The diminished rate since 1860 is due to

two new conditions :—the effects of the war

and a higher tariff. Undoubtedly the tariff

has prevented a part of the importations

which would have been made with a low

tariff. But what would have been the effect

of importing two hundred millions more per

annum of foreign merchandise? No one

who knows anything of the commercial his-

tory of this country can doubt it. The coun-

try could not comfortaiily pay for more than

it has received. The consequence would

have been that commercial convulsions would

have ensued ; half the merchants of the coun-

try would have become bankrupt, and, after

a cold stage of loss, disorder and convul-

sion, speculation and extravagance would

have been again renewed. Whenever the

tariff is much reduced, this will be the conse-

quence. The trade of the country will be in

a constant intermittent fever. But let us see

what we do import.

1. We import a great many articles we do

not produce ourselves, and theretore are legiti-

mate objects of foreign trade. Here are some

of them :

Coffee 243,927,769 lbs $22,834,867

Tea 47,008,181 " 14,056,678

Sugar 1,298,591,717 " 62,492,837

Spices 18,172,572 " 1,514,408

Here are foreign products, in value one

hundred millions, which, with the exception

of some sugar, we do not raise in this coun-

try, and therefore the tax paid on them

neither injures or benefits the people. It ia

properly a revenuetax. But one remark should

be made on this—that three-fourths the tax

paid on them is paid by farmers and working

men, to whom these articles are comforts and

necessaries of life; while on the other hand,

the tax benefits no class of society. It ia

simply a revenue tux. The tax, however, on

foreign manufactures does benefit our own

manufactures, and this very fact seems to

make some people anxious to repeal the

tariff, and as far as it has any effect, takes the

bread out of the mouths of their own people.

Let us see what this class of importation ia !

Iron (of all kinds) 133,090,500
Cotton goods 15,696,700

Clothing 1,900,000

Flax Manufactures 17,055,975

Leather Manufactures 8,771,400

Tobacco Manufactures 3,796,000
Wool and Woolens 42,195,000
Wines and Spirits 7,330,000

$129,92-1,975

Here are one hundred and thirty millions

of dollars of foreign manufactured goods of

which there ought to be none imported into

this country. Dues the reader ask how come

they to be imported, when there is now a

pretty high tariff? Because American labor

is more than double the value of labor in

Europe. Let the working-man ask himself

whether his labir ah i i he reduced to half

price ? That is the only question at issue on

the subject of the tariff.

We have here shown only what foreign

commerce now is, and hope to show hereafter

what the internal commerce is, and how it

bears on railroads.

Rockport & Northern Central Railroad.

Cincinnati, O , May 4, 1870.

The Committee appointed in charge of the

Rockport Rail Enterprise, desire to lay before

you in this form some facts :

The benefits of this proposed road to Cin-

cinnati are important and worthy of earnest

consideration. The country it penetrates

(South-western Indiana, Western Kentucky
and Central Tennessee) is not now reached

directly by Cincinnati trade and commerce.
Indeed, we can not even compete on equal

terms with some other cities for the trade of

this country ; but with this road can reach it

more directly and conveniently than any
other city.

This route furnishes a second line of rail

to Nashville (if, indeed, we can claim to have

one route there), and the South-west, and
will establish what we greatly need in that

direction— healthy competition in transporta-

tion. Besides this, the local trade on the en-

tire line, from the O. & M. Railway to Nash-

ville, is desirable, and can not fail to be a

source of revenue and profit to all classes of

dealers iu Cincinnati.

The Southern connections established by
this line, are Owensboro, Greenville,Paducah,

Nashville, Memphis, and, in a word, all the

South-west.
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CONDITIONS OF SUBSCRIPTIONS.

The Indiana friends of the Rockport road
now have $235,000 in tax and subscription

on the line of the road. This amount they

claim to be able to increase to $300,01)0, with

our influence and co-operation. They have
obtained the right of way on a portion of the

line, and are industriously at work to secure

this on the whole line, and to increase their

donations. All these they propose to donate
to Cincinnati if we subscribe $300,000 of

stock—that being the amount deemed neces-

sary, in addition to their donations, to prepare

the road-bed for the iron.

The line from Nashville to the Ohio river

will be completed during this or early next
year. Now, the question is, shall this line be

extended to a Cincinnati connection, or shall

the trade and travel coming from the South
by this line, on reaching the Ohio river, go up
or down" the river toother competing cities,

or shall it have an opportunity and strong in-

ducement to come to Cincinnati by having
jhis line extended to the O. & M. Ii. R , less

t
han 60 miles?

The ownership and control of the road be-

comes the property of Cincinnati stockholders
on the subscription of $300,000.

This amount of stock secures to our citizens

the charter, right of way, and carries with it

all the donations on the line. With our aid,

these donations can be greatly increased.

The people of Indiana make their subscrip-

tions donations'; while ours will be stock, thug

securing to us all we can ask as to the owner-
ship and control of the road.

But what is far better than the ownership
of a railroad, we can, by this line, reasunab v

expect to control the trade and commerce of a

wide and wealthy district of country from
which we now derive but little trade.

To secure the tax now voted by the coun-
ties in Indiana, the officers of the road must,

at the June session of the Commissioners'
Court, furnish an exhibit of the condition of

the Company, that the Commissioners may
levy the tax at that session. Hence, there

is great necessity for prompt action on our
part to secure this tax.

The officers of the road have certainly

manifested great energy and industry in their

work, and have sought aid of Cincinnati, and
Cincinnati alone.

In this they have represented the feeling

and sympathy there is between this country
and Cincinnati, and the disposition of the

people there to deal here if they only have an
opportunity.

It is for us to say whether they shall have
this opportunity or not.

This enterprise makes a strong appeal to

all onr leading citizens, real estate owners,
jobbers, Tjanufacturers, and especially to the

tobacco interest.

For years our people have talked and writ-

ten of the value of Southern trade, and of the

importance of additional railroad lines South.

Here is an enterprise off Ted ns on favorable
terms, and for a small outlay, that is a South-
western rou»e, short, direct and cheap. It is

not presented as a substitute for any other of

our proposed lines, but is, in itself, a valuable
Southern route.

We ask your hearty and prompt co-opera-

tion in this enterprise. It has been before

the Chamber of Commerce and Board of

Trade, and received their endorsement. Now
the citizens of Cincinnati are ask^d to take
individual stock to the amount of $300,000,
and thus secure the same amount of dona-

tioiiSj with all the franchises of this proposed

road. We hold there should not be a mo-
ment's hesitation.

W. H Harrison, Pres Canvassing Com.
S. L. Camfbkll, Secretary.

At the request of tbe Committee, who are

all clever gentlemen, and no doubt believe all

they say, we publish tbe above. But if this

road is to be made by, and run in the interests

of, Cincinnati, then it should leave the O. &
M. road further east than Loogootee.

Such a line could be found that would

run directly over the coal and iron section

of that Country, instead of skirting it, as by

the Loogootee route. Besides, there would be

no more road to build, and we are credibly

informed a saving in construction would

be had of at least $300,000, and the whole

business of the line would reach this city by

less miles transit over the O, & M. road,

whereby a large saving in freight and pas

senger fares would be secured in perpetuity,

and the construction of a costly bridge over

White river would be dispensed with.

Such a route would approximate as nearly a

Cincinnati interest as it is possible to make

in that section of the country, and be the very

best line that could be found—cost, busi-

ness and construction considered—by which

the Ohio river, at that point, can be connected

with the O. & M. road.

The Loogootee route is.aswe first announced,

a Chicago one, and will be worked in the

interests of that city, as much or more than

in our's, even though Cincinnati capital

builds it.

Tbe projectors of the scheme, so consid-

ered and argued the merits of the undertak-

ing, upon the facts that it bad a Chicago as

well as a Cincinnati direction, and would

therefore be supplied with business by both

these places.

They have displayed this idea in tbe manage-

ment of the road thus far. Their local sub-

scription is taken to be given to any com-

pany that will complete the work, and it was

urged to the people in the stock canvass that

if Cincinnati would not build it, a Northern

company would, and thus they had two strings

to their bow.

Now, if the Rockport people are in good

faith with our citizens, let them give the line

a Cincinnati leaning at least, if not in tbe

way we have suggested, in some other equally

good, or better if it can be found, and to do

this right, let a competent engineer be em-

ployed, who is free from local interests and

influences, examine these lines, make
the necessary estimates of the cost of the

work upon each, the cost of the right of

way, as well as of securing a charter from

Kentucky to construct a bridge across the

Ohio, and the cost of such a structure

;

we shall then, and not until then, know what

it will cost our people to reach Owensboro,

Kentucky, and treat this subject intelli-

gently.

Sew Schemes In Onio.

There are very active movements in rail-

roads in tbe interior of the Suite. The pros-

pects for a new outlet to the sea, via tbe

Chesapeake & Ohio road, has stimulated the

projection of new lines and tbe revival of old

ones, that for the want of connection, or be-

cause of the success of some rival route, has

lain dormant for years.

Such a line is the Hillsboro and Piketon

road, recently struck to death by an act of

the Legislature, that took it out of the hands

of the B & O. Company, and now reorgan-

ized under the laws of the State, and in the

hands of a most energetic set of men, who are

bound to push it through.

Recently a very large meeting was held nt

Hillsboro, for tbe purpose of completing this

organization and receiving a public expres-

sion in its support, that was one of tbe most

satisfactory gatherings of tbe people, for such

a purpose, ever had in that part of the coun-

try. They are terribly in earnest, and if

properly directed, will undoubtedly secure

their wisl eg in this matter.

A new project, prompted by this same out-

let, is the Portsmouth and Cincinnati road,

better known, probably, as tbe inland line, in

contra-distinction to a contemplated route

from and to the same termini via tbe bank of

the Ohio river.

A committee of able men interested in

this work met in this city, a short time since,

and selected an engineer to make a survey

and estimate of it.

That work is now going on with rapidity,

and will soon be completed and the results

given to tbe people.

We understand a most satisfactory line

has been found through that part of the coun-

try that was supposed tbe most difficult oo

the whole route, aud that there is every rea-

son to believe a cheap line, and one of easy

grades, will be obtained.

The local interest upon this route is very

large, the people are pecuniarily able, and

will assist in tbe construction of this road to

a very great extent. They are all alive to

their interest, and well posted as to the bene-

fits they will receive if this road is made.

The route is a good one, the country full of

resources, under good culture, and we are

glad to say sustaining an enterprising and in-

telligent population.

Another scheme concocted to reach this

new route to the sea, is a road from Columbus

to Portsmouth or Ironton

The engineers are upon this line, and as-

sure us that an excellent route will be found.

And still another, from Toledo to the Ohio

river. The work upon this road, from Buey-

rus to Athens, has been going on so quietly

that we have heard little or nothing aboi t it

;

yet so energetically, that on the 5th of this

month it was placed under contract (180

miles), and will go ahead to completion with
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the same celerity witb wiiicb it waa organized

and surveyed.

There are incipient railway movements in

the Stillwater Valley that indicate the spirit

that will build such works. The popular

mind is alive, in that part of the country, to

the value of connection with the rest of the

world, and as that country is of the very

best in Ohio, thickly populated, and posses-

sing more than the average wealth of the

State, there is no reason why it may not en-

joy what it is seeking in the way of public

improvements.

At the present railroad momentum in Ohio,

five years more will add largely to these

great thoroughfares, and correspondingly to

our wealth, power and influence.

Him much of this will Cincinnati receive?

She is contributing nothing to these works,

and the most of them are to supply compe-

ting points. "As ye sow, so shall ye reap."

Pittsburg and Continental Railroad Co.

Some time since, we called attention to the

organization of this company, and announced

that the line was being surveyed with great

rapiditv, and also spoke ot the three routes

that were under consideration. Since then

we have heard nothing more of this project,

until a day or two ago, when we learned from

the press of the State along the central con-

templated line, that the surveys are being

made, and that the managers of the work are

confident of being able to pat it through.

We look upon this project as one of great

value, and if judiciously located (the central

line being our choice), economically con-

structed, and making the connections east

and west it ought to, there is no reason why

it should not be a paying road.

The Marion Mirror gives the result of an

interview with one of the leading spirits in

this undertaking, and claims that it is being

carried on under the auspices of one of the

great East and West companies. It ur^es

the people of Marion, Hancock, Auglaize and

Mercer counties to recognize this movement

in giod faith, and to arouse to the importance

of the central route which passes through

Findlay, Wapakonetta, St. Mary's and Ce-

ll na, and not to lose their natural advantages

by indifference.

This is all very well ; but if the Marion

Mirror would disclose, if it knows, what we

confess, that thus far we have failed to ascer-

tain, viz.: whether this is an independent or-

ganization without support from the great

East and West Company hinted at, but hoped

fcr, or the work directly of such a company,

more good faith can be aroused, and more

aid obtained, than otherwise.

We know the people well through part of

this section of country, and know their anx-

iety for such a road as this would be, and the

zeal with which they would contribute to it;

but they have been the victims of several un-

fortunate schemes, and therefore demand a

very clear exhibit before they bite again.

We shall be pleased to receive any reliable

intelligence of this project, and if it com.
mends itself to our approval, we will cheer-

fully give it our support.

Knickerbocker Life Insurance Company.

We have just concluded a careful exami-
nation of the status of seventy-two leading

Life Assurance Companies in the United

States, up to January 1st, 1870. They nearly

all exhibit a most remarkable degree of

prosperity, and prove that they are doini* an

enormous business, upon such correct prin-

ciples that they may be regarded as among
the safest institutions in the world.

The vigorous competition between these

companies we feared would force a violation

of the scientific principles that time and ex-

perience have determined requisite for suc-

cess, but we are inclined to the belief that

.it has compelled a stricter observance of

them by all companies of real strength and
respectability; and this, indeed, may be the

secret of the wonderful growth, and yet the

prosperity of, all these leadiug organiza-

tions.

The field of operation is a very extensive

one, and from present indications this

year, promises a large ratio of increased

business to these leading companies over

that of the average yearly business for the

past decade.

Of the seventy-two companies of which we
speak, we give the status of the Knicker-

bocker, of New York, which is certainly

most satisfactory to policy holders, and must

commend it to the public as worthy of the

highest confidence:

Policies in force Jan. 1, 1870 22,078
Amount insured $68,569,268
Total premiums, 1869 4,599,945
Interest receipts, 1869....,., 441,979
Gross income, 1869....... 5,041,924
Losses paid 811,288
Dividends to policyholders 493,4 1

1

Gross assets Jan. 1, 1870, 6,680,906
Total liabilities exclusive of capi-

tal stock 5,328,728
Ratio of expenses to income..,.,. 14.52

" " " premiums.. 15.92
Rates of losses paid in 1869 to

mean amount of risk 1,23

The Knickerbocker has been a favorite

company in Ohio, and we understand its

business from this State promises to increase

this year upwards of $3,000,000. If any-

thing like the same proportion of prosperity

is had elsewhere, the year of grace, 1871,

will place this company in the lead of Life

Assurance in America.

fig^-The Oregon & California R. R. has

mortgaged its lands, rolling stock, etc. _ The

stamp on the mortgage amounted to $14,795.

Washington, May 5.—A number of Boston
capitalists, who are now building a railroad
through Central Alabama, called on Senator
Sherman to-day, and informed him that if his
hill now pending in the Senate for a railroad
from Cincinnati to Chattanooga was passed,
they would undertake the construction of the
road.

—

Cin. Com of May 6th.

That would be true benevolence. The
Stantons, it ed omne genus, will at any time
build the Southern road for Cincinnati, and
run and own itfor her, conditioned only that

she will furnish them the money to do it with.

They have done " just
t
so " with Alabama, and

have ''licked their chops" on several occa-

sions as a preparatory prowess for Bwallowing

the " trust fund " of " ten millions, " but some-

how or other it did not seem to be exactly ready

for deglutition. It is a great pity the Trustees

can not "see it" as the cod fish mongerg
" see it." When Cincinnati needs " be-

nevolence "she will not go to that market to

procure it.

Could not they induce Senator Sherman to

introduce a clause in the bill compelling the

" Five Trustees " tu recognize their claim and

forcing them to " fork over. " If they could

only do that, they need not wait for further

legislation. They are aware, and every body

knows it, that there are a dozen charters,

as liberal as can be drawn, already granted

by Kentucky. " Shoo fly 1

"

Correction.—In our last issue we spoke of

Mr. Clough, in a note of his silver-wedding

celebration, as the General Agent of the Erie

road. This was an error that we now take

pleasure in correcting. Mr. W. H. Tennis

occupies that position. Mr. Clough's con"

nection is with the C, H. & D. road.

—The forty-third annual report of the Balti-

more and Ohio Railroad Company shows that

for 1869 the gross earnings of the Main Stem
and all branches were $9,676,873. Of this

$536,033 was earned by the Parkersburg

Branch, and $415,294 by the Washington.

On the main stem the earnings were divided

thus : passengers $1,246,919, tonnage $7,477,

996. On the Parkersburg Branch thus: pas -

sengers $101,145, tonnage $434,887. On the

Washington Branch thus: passengers $329,-

797, tonnage $86,126. Total: passengers

$1,677,862, tonnage $7,999,011. The aggre-

gate expenses of operating and repairs were

$6,589,127, and the net profit $3,087,745. This

is an iucrease of profit over last year of $395,-

639. A dividend of four per cent, on the

capital was paid in October, 1868, and another

in April, 1869. The expenditures on the

bridges at Bellaire and Parkersburg during

the year were $647,745.

g@~ The New York Central is reported to

the State Engineer as 593| miles long, and

as having cost to construct it $37,603,696

;

this c6st is represented by capital stock

$28,795,000, and $11,398,425 of bonds, with

a total earning of $15,586,616. The working

expenses were $9,055,485, or a trifle less

than 60 per cent, of gross earnings ; and af-

ter paying $894,729 interest on their bonded

debt, they had a surplus of $4,335,804 for

dividends on their stock and script stock.
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Cleveland, Columbus, Cincinnati, and

Indianapolis K. K.

The annual report for the year ending

Dec. 31, 1869, shows that the earnings have
been as follows :

From passengers ...$840,773 54
Frjm freight i,09o,542 76

From express 85,562 61

From mail 61,993 00
From rents 49,304 57
From interest and
dividends 14,019 15

From miscellaneous

sources 694 28

$3,142,889 91

Ordinary exp. for,

operating the rail-

way during the

year were 2,014,855 13

$1,128,034 78

National, State, and
Municipal Taxes.. $170,887 17

Interest ou bonds.. 151,701 21

322,588 28

Net earnings

—

$805,446 40
Out of which Divi-

dends have been
paid

—

August 1, 1869, 3J
per cent $365,939 00

February 1, 1870,

3£ per cent 365,984 20
731,823 50

Leaving a surplus

for the year of.... $73,522 90

Add surplus as per

ledger 225,024 50

$298,247 40
Less discount on
bonds sold 146,200, 00

Surplus January 1,

1870 $152,347 40

The assets and liabilities of the company,
as shown on its books, are as follows:

ASSETS.

Cost of road, depots

and equipment $12,160,636 77

Materials on hand

—

For repairs of track

and fences $134,551 37

For repairs of cars

and engines 146,713 42

Fuel, oil and waste 124,358 50
405,623 29

Cash and Cash Assets

—

Cash in hands of

Treasurer 806,770 19

Due from agents ... 24,941 34

Due from other com-
panies 71,711 59

Due from Post Of-

fice Department... 8,543 53— 929,966 65

Other Assets

—

Indianapolis & St.

Louis R. E Stock 300,000, 00
Indianapolis & St.

Louis B. R. Bonds 150,000 00
Indianapolis & St.

Louis B. R. Trus-

tees ,. .,,„ 73,998 40
Pitts'bg, Ft. Wayne
& Chicago R. B.

Stock 52,800, 00

Sciota & Hocking
Valley R. R. Bonds 2,000 00

Beal Estate not us-

ed for roads and
depots 26,771 14
Wood lands 45,364 06
Pendleton Stone
Quarry 4,915 46

Bills receivable .... 11,971 13

Insurance Scrip.... 185 00 668,005 19

$14,164,231 90

LIABILITIES.

Capital stock 11,620,000 00
Less amount owned
and held by this

Company 1,159,100 00
$10,460,900 00

C. C. & C. B. B. mortgage bonds

($25,000 falling due each year) 365,000 00

B &I BE. 1st mortgage bonds
(old), past due 2,000 00

B & I. B R. 1st mortgage
bonds, average $25,000 falling

due annually-)- 718,000 00
B & I R. R. 2d mortgage bonds
due April 1, 1870 14,000 00

B. & I. R B. income bonds, due
Feb 1,1870* 40 500 00

I. P. & C. BE 1st mortgage
bonds, du- Jan. 1," 1870* 232,000 00

I. P. & 0. B R. 2d mortgage
bonds, due Oct. 1, 1870 176,500 00

C. C. C. & I Eiilwuy 1st mort-

gage sinking fund bonds 1,637,000 00
Dividend No. 4, payable Feb. 1,

1870 365,984 50

Surplus earnings 152,347 40

$14,164,231 90

f $37,000 of these bonds have been paid

since Dec. 31.
* Nearly all of these bonds were presented

and paid at maturity.

By reference to the report of the Superin-

tendent, and detailed statements herewith, the

following comparative exhibit is obtained :

Total tonnage moved
in 1869 825,464 1710-2000 tons.

Total tonnage moved
in 1868 628,356 1945-2000 tons.

Increase, 31 £ per cent. 197,108 665-2000 tons

Total earnings from
freight transporta-

tion in 1869 $2,090,542 76
Total earnings from
freight transporta-

tion in 1868 1,843,129 82

Increase, 13 4-10 per cent $247,412 94
This great difference in percentage of ton-

nage and earnings, is largely owing to the se-

vere competition of Eastern Trunk Lines in

their efforts 10 control the Western bound
traffic of the country, resulting in a reduction

of rates of transportation, for a large part of

the year, below the minimum necessary to pro-

duce sufficient revenue to meet the proper

cost of moving such tonnage.

It is hoped that the great East and West
lines may hereafter so far agree as to prevent

improper rivalries, and maintain an effective

co operation for the benefit of all the great in-

terests involved.

The Indianapolis and St. Louis Railroad

Company (of which this company owns one
half the share capital) is progressing very

satisfactorily with the work of the construction

of their road between Indianapolis and Terre

Haute At the latter point it oonnects with

the St. Louis, Alton and Terre Haute Railroad,

of which it is the lessee. Thirty miles of track

are already laid, and the grading so far ad-

vanced on the remainder of the line as to per-

mit the resumption of track-laying in March.
The whole road will be completed and opened
for business by the first of July npxt, giving

this road a permanent and satisfactory

through line to St- Louis.

In pursuance of authority given by the stock-

holders, your B >ard have caused to be execu-

ted Three Million Dollars of First Mortgage
Sinking Fund Coupon Bonds, eight hundn-d
thousand dollars to be naed in aiding the

Indianapolis and St. Lmis Railroad Company
in building their road, the remainder to be used
in retiring the bonds of different dates issued

by the Cleveland, Columbus and Cincinnati

R. R. Co., the Bellefontaine and Indiana R B.

Co., and the Indianapolis, Pittsburg and Cleve-

land B B. Co., which companies, by consolida-

tion, form the present company.
This mortgage will represent the entire debt

of the company, after retiring the bonds refer-

red to.

American Bonds in Europe.

At the commencement of our civil war, a.

leading organ of public opinion in England
announced that the United States Government
would be compelled to carry on the struggle

without the aid of English capital S'nce
that period a very great change has occmred
in the financial credit of our Government and
people. At the present time fully one-half of
the United States bonded debt, interest paya-

ble in coin, is held in Europe. This proportion

is rapidly increasing. American bonds are

in request in Europe, and almost every foreign

steamer takes out more or less of our bonds.

They appear to be chiefly taken for invest-

ment. This is more particularly the case in

Germany, where there are comparatively few
of our securities in the hands of speculators

or capitalists. Of the total amount of the

foreign bonded debt of the United States, it is

estimated that fully one-half, or $500,000,000,
are held in Germany. In England a large

amount is held in bankers' hands for sake of

the interest. It seems singular, in view of the

close commercial relations between the United
States and England, that our bonds should not

be more in request in that country. But
this seems to be a result of the sentiments
engendered by the civil war.

But American corporate bonds are now
finding their way into England much faster

than is generally supposed. American bonds
to an aggregate amount of $20,000,000 have
recently been thrown upon the London mar-
ket. Of these we notice as the prominent,

the first mortgage bond3 of the Illinois and
St. Louis Bridge Company. The loan is for

$4,000,000, interest in coin at'7 per cent., and
payable in London or New York. Next, we
find the bonds of the Indianapolis, Blooming-
ton and Western Railroad of Illinois and
Indiana. The loan is for $5,000,000, at 7 per

cent, interest in coin, secured by first mort-

gage on the line. Then we find the East
Tennessee, Virginia and Georgia Raiiroad

Company, offering first mortgage bonds to the

amount of $3,000,000, interest at 6 per cent.

These are only the more recent loans offered

in London. The amount offered since the

commencement of the present year reaches a
total of not less than from $50,000,000 to $70,-

000,000.

From the terms of these loans we may form

an approximate idea of the probabilities of

Mr. Boutwell's success in floating his new
bonds at par, at 4@5 per cent, interest.
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Scarcely any of the railroad or other bonds
are offered at less than 6 per cent., the ma-
jority being at seven per cent., and none of

them at par. In the case of the 6 pi>r cent,

mortgage bonds of the East Tennessee Rail-

road, the security offered is extraordinarily

good. But even these are offered at a heavy
discount. $1,000 bonds of £200 each are

offered at £82 10s. per £100 sterling. The b

per cent. St. Louis bridge and Indianapolis

Railroad bonds are offered, respectively, at a

discount of £180 and £16S for each £200 in

bond. Iu Germany and in England. Pa.ifie

Kailroad and other bonds have been thrown

on tbe market since January last, to the amount
of not less than $100,0u0,000.

When we find that private corporations can

not, in the present exceedingly easy state of

the London money market, obtain loans even

at par even at 6 and 7 per cent, without a

considerable discount, there appears to be very

little prospect of the success of Mr B luiwell's

scheme o c selling his 4@4£ per cent, bonds
at par. But, it may be said, " The credit of

the United States Government is far better

than that of private or public corporations"
But this superiority of the nati mat credit is

more apparent than real. National credit

counts for very little in itself. In the case of

the railroad first mortgage bonds, there are nu-

merous reaaoi s why they should.be regai did
with more favor by capitalists. They represent

actual value, and can be attached and fore-

closed in case of nonpayment. But Govern-
ment bonds are not productive or valuable in

the same sense as railroad securities. They
represent property destroyed and not yet paid

for, and in case of non-payment, the creditors

have absolutely no redress. Of course, the

promise of the United States Government is or

ought to be unimpeachable. But when it

comes into the market for money it must go
through the same ordeal as other borrowers.

There is an important feature connected
with the increasing foreign indebtedness of

the United States that demands serious con-

sideration. At the present time it takes about
$90,000,000 a year in coin, to pay the interest

of the debt held in Europe. Of $24,350,456

of the May dividends it is estimataed that $15,-

000,000 or nearly two-thirds goes abroad.

The total foreign drain on account of interest

is more likely to increase than diminish. So
far as this foreign outflow represents profits

on capital actually invested in reproductive
pursuits, it is decidedlv beneficial to the Uni-

ted States.

—

Economist

Submarine Lamps.—A submarine lamp has
recently been seen in operation in the Seine.

It appears to be an ordinary oil lamp, provi-

ded with a copper reservoir, in which oxygen
has been compressed to the extent of ten at-

mospheres. We have no information as to

the means of getting rid of the products of

combustion, but we read that the lamp burnt
under the water for an hour and forty min-
utes. The invention we speak of is not new,
and was mentioned in our columns some two
years ago; but since it has been brought un-

der our notice we mention it again, having in

mind the importance of a lamp of the kind
in diving operations, and the value of it in

some fisheries. With regard to diving opera-

tions, we may remark that the lamp of Mr.
Fanshawe would seem particularly adapted
for the purpose. It has been supplied with

air by pumping, but since the diver must also

be furnished with air, the pumps might be
constructed to supply both the diver and the

lamp.

—

Mechanics Magazine.

The Tide Theory of Earthquakes.

Rudolf Falb, an astronomer of considerable
experience and reputation, and editor of the
astronomical journal called the Sirius, pub-
lished at Gratz, in Styria, issued last year a
work entitled " Fundamental Principles of a

Tlieory of Earthquakes," which created quite
a panic in South America, on account of the
unpleasant certainty with which it ventured to

predict the recurrence of such catastrophies as
that, which Had devastated' Chili and Peru but
a short time before. We condense from a re-

view in the European Mail the substance of his

theory, which, it must be admitted, is not
wholly unreasonable in itself, aud is suppor-
ted by an array of historico astronomical cal-

culations which, even if enoneous, can only
be refuted by some other equally patient and
laborious investigator—we had almost said
by some other German. The author first ex-
plains the power and magnitude of the attrac-
tion exercised both by the sun and the moon,
and how they act under certain circumstances
either in the same direction or antagonisti-
cally, according to their relative positions at

the time of the new and the full moon ; for

the moon, though of infinitely smaller volume
than the sun, plays a much more important
part in attracting the waters of our oceans,
from being so much nearer to us than the sun.
The greatest amount of attraction is exercised
on our waters when the sun and the moon are
both pulling in the same direction, and when
the moon is in her perigee or the point of her
orbit nearest to the earth, which is the case at
the period of the new moon. Were the oceans
covered by a substance of moderate thickness
—say of ice—the reaction of the water caused
by pressure from being drawn up into a tem-
porary heap by the attraction of the moon
passing over it, would be so powerful as to

break it up into innumerable small pieces.

This may, indeed, have been one cause of the

many ruptures in the earth's surface which we
witness every day, in all parts of the globe.

The author gives a list of the nine principal
combinations of force with the moon in peri-

gee or closest proximity to the earth, and the
various positions of our globe in reference to

the sun ; for the moon is at some periods con-
siderably nearer than at others, which of
course makes a difference in her power of at-
traction. Bessel's calculation is, that the dis-
tance of the moon in her apogee is 54,681
German miles, and in her perigee only 48 020,
thus showing a periodical difference of 6,661
German, or about 30,000 English miles. Herr
Falb's theory is, that the attraction of the sun
and moon not only exercises an influence on
the watery outside covering of our globe, but
creates also a tidal wave in the igneous fluid

interior, reacting on the inner surface of the
crust in the same way as the ocean's surface
would react on the supposed covering of ice,

and that this causes earthquakes of more or
less violence, according to the nature and
thickness of the rocks, lifting up the surface
as the tidal wave passes underneath, and thus
creating the undulatory motion which is the
usual characteristic of an earthquake. There
must be many places on the surface of our
globe where, from various causes, the crust is

not so thick as in others, and these are most
exposed to the influence of the tidal wave be-
neath, and consequently most liable to suffer

from earthquakes. Moreover, many observa-
tions have revealed the fact, that in most ca-
ses of earthquake the undulatory motion is

from east (subject to some modifications from
local and other influences, extending from
north-east to south-west) to west, which is pre-
cisely the direction it must of necessity take
in following the course of the moon. Thus,
the great tidal wave that destroyed Arica, on
August 13, 18o8, traveled in an almost due

westerly direotion to Port Lyttleton, in New
Zealand.
He argues that the most powerful earth-

quakes must occur at the new or at the full

moou, though they are generally anticipated
or retarded for several days, by the various po-
sitions of the attracting bodies. This theory
lends, perhaps for the first time, scientific au-
thority to the supposition of a connection be-
tween earthquakes and eclipses, which has
hitherto been rated as a groundless supersti-
tion. History furnishes numerous instances of
their concurrence. This author shows that
there was a total eclipse of the moon at the
time of the earthquake which occurred when
Julius Csear was assassinated, March 1.3, IS.

C. 44; and his calculations as to the period of
the eclipse and earthquake which attended
the Crucifixion add new testimony to that of
archaeology, tradition and Biblical criticism,
in fixing the date of that event at April 6, A.
D., 31. Uf more sciemifie value are his dis-

cussions of the recorded earthquakes of the
last twenty years; and here the coincidence
between the facts, and the calculated results of
his theory is quite striking.

It must be coufessed, on the other hand, that
Herr Falb ha9 made quite as many failures as
successes in seismological prophecy. Yet that
is not conclusive against his theory. We <

should rememoer that, with all our scientific

investigations, and our abundant facilities for

the study of phenomena, we are still unable
to bring the theory of ocean-tides into strict

accordance with the observed facta. There
are so many factors involved—the shape of
the ocean-bed ; the contour of coasts ; the ac-
tion of storms, trade winds, and currents;
the accumulated results, impossible to anal-
yze or estimate, of former tides and m ive-

ments; etc., etc. Tnese things complicate the
problem so that we can not yet boast of hav-
ing given it a complete solution. It is not un-
reasonable, then, that calculations should fail

of absolute accuracy, when applied to a sup-
posed subterranean igneous sea, with its

storms and tides, its currents and solid ob-
structions, all unknown to us.

—

Eng. and Mm.
Journal.

An old Railroad Abandoned.

On Saturday, the 16t.h, the last train passed
over the Bangor, Oldtown and Milford Rail-

road, in Maine. This was the second railroad

built in New England, the B >ston and Lowell
having been built a year earlier.

The road was little more than twelve miles
in length, and was constructed to connect the

great lumber interests of the upper Penobscot
with tide water at Bangor Its projectors

struggled to make the road self-sustaining,

bat finally abandoned the hope, and after a
few years sold it to General Samuel Veazie,
who was proprietor of valuable manufactories
at Oldtown. From that time until one year
ago the road had been profitable, and it was
one of great benefit to the locality. But the

demands of the general railroad system of tbe

State required the surrender of the smaller to

the larger enterprise.

When General Veazie purchased the Ban-
gor, Oldtown and Milford Railroad, visions

were indulged of a railroad across the wild

lands of that section through New Brunswick
and Nova Scotia to Halifax, there to intercept

the European travel. Another object in view
was to open communication with the rich val-

ley of the Aroostook, in northern Maine.
Some fifteen er twenty years ago a company

was organized with the view of building an-

other road up the Penobscot, and thence
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through the provinces indicated. The com-
pany was chartered, the road was graded,

bridges were built, and for ten or twelve miles

the rails coulu have been laid with little trou-

ble. But the company tailed, and the work
was abandoned

In 1.SH7. the European and North American
Railway Company having been organized,

with the purpose of extending a road to Hali-

fax, work was begun and has been pushed

since then, until only fifty miles now remain
unfinished to connect Bangor with St. John
N B. From Bangor to Oldtown this road

iuns parallel with the old road And this is

why now the Bangor, (Jldtowh and Milford

Railroad is abandoned The bed of the old

road could not be used for the new railway,

for the reason that it ran along the high table

lands back from the river, and did not ap-

proach tide water.

On the first of December last the European
and North American Railway Company pur-

chased the Bangor, Oldtown and Milford Rail-

road of the Veazie heirs—General Veazie

having died two years ago—and the road has

since then been but little used. The rails

will be taken up, and the rolling stock trans-

ferred to the new road

Theie is not probal ly another instance on
record of a successful railroad having been

abandoned in order to aid another enterprise.

against a propeller screw, turn this, and so

propel the vessel. When we remarked that
much more power could be obtained from the
gas by exploding it with a mixture of air,

than by simply using its weak blowing pres-
sure, the inventor had soon modified his plan
accordingly, by adopting a piston motion and
crank, to drive the piston and turn the propel-
ler by the explosive mixture He was bound

I to make hydrogen propel vessels.

The attempt to run vessels by wind power
in any direction and entirely independent of
the direction of the wind, has, perhaps, been
tried oftener than anything else, in different

localities, and still in the very same manner
We refer to the plan of placing a windmill on
the deck, and causing this, by means of the
proper gearing, to turn paddle-wheels. By
entire ignorance of mechanical principles, the
fact was overlooked, that the pressure on the

axis of a windmill will move the vessel in

the direction of the wind with a force always
surpassing to a certain extent that, which may
be obtained from the rotation of paddle-wheels
driven by the mill.

—

Eng. and Min. Jour.

Absurd Inventions.

The nature of some applications for patents

at the Patent office in Washington is sometimes
amusing by the utter absurdity of the inven-

tion claimed, and the continual occurrence

of such claims is proof that the price of a

patent is low enough. Cheapen it, and their

number will increase ; raise the price and

they will diminish. But in the latter case,

real good inventions may also be held back by

the inability of the inventor to pay, and per-

haps this is even now sometimes the case.

The last curiosity in th ; s line is a marine
propeller with the screw in front. Us shaft

running back through the vessel, is, by means
of a gearing, connected with the cross shaft of

the paddle-wheel. To move this machinery,

and to keep it going, it is only necessary to

start the vessel, and for this purpose masts and

sails are used. The vessel once started, the

screw will be set in motion, and this will of

course turn the paddle wheels, which are

geared so as to rotate faster than the vessel

progresses. They will thus continue to propel

it while the forward motion keeps the screw

revolving. When this point is reached, the

sails may be dispensed with, and the only fear

of the inventor appears to be, that the vessel

may dash on too fast. But then he is equal to

the emergency ; it is only necessary to discon-

nect the gearing between screw and wheels, so

that they can not help one another auy more,

and the vessel will stop. This application was

to the utter disgust of the inventor, not gran-

ted. He was confident of success, and as the

possibility of obtaining money for making a

trial on a large scale depended on the grant-

ing of the patent, he accuses the United States

Patent Office of preventing him to make his

fortune, of being acknowledged the greatest of

engineers, of earning honors as the benefac-

tor of the race, etc., etc.

Some time ago, another inventor came to us

to obtain our opinion on a plan for propelling

vessels by means of hydrogen gas. In the

bottom of the vessel was a large air-tight cop-

per tank, filled with zinc or iron scraps; sul-

phuric acid and water were admitted, and the

gas developed under pressure, which then was
to be allowed to blow out under the rudder

How Phosphorus is Hade.

The earthy matter of bones consists of three

equivalents of lime united with one equiva-
lent of phosphoric acid. It is what chemists
term " a tribasic phosphate of lime." Phos-
phoric acid consists of one equivalent of phos-

phorus united with five equivalents of oxygen.
In order to obtain the phosphorus, it is only
necessary to take away those five equivalents
of oxygen, which we can do by mixing the

compound with charcoal after some prelimi-

nary operations, and heating them together.

The charcoal takes away the oxygen and forms
carbonic oxide with it, while the phosphorus
distils over. In this way we get phosphorus
in the condition in which you are very fami-
liar with it. It is a wax-like substance, which
must be handled with care, because, if you al-

low it to dry, the heat of the fingers would be
sufficient to inflame it.

Now, observe what this substance looks like.

It is semi-transparent; it is soft; you can cut

it like wax. It is exceedingly poisonous, and in

the making of lucifer matches it is found to

be a very insidious poison. Lucifer match-
makers are apt at first to be subject to an af-

fection which does not draw much attention.

They complain frequently of toothache, but
know not the insidious disease which is creep-

ing upon them. The lucifer match makers
who make lucifer matches from this phospho-
rus are subject to the most distressing of all

diseases ; the jawbone becomes destroyed, and
frequently disappears or becomes useless, and
some of them spend the greater parts of their

lives in the wards of hospitals. It therefore

became an important point for science to find

some way by which this phosphorus should be

deprived of its poisonous properties without

losing those chemical characteristics which
make it so useful in making matches for in-

stantaneous light.

Professor Schrotter, of ABtoria, met this

want of science in a very skillful way, as fol-

lows: By taking common phosphorus, and ex-

posing it for some time to a temperature of

forty-seven degrees, this yellow, waxy, trans-

parent substance transforms into a dark,

brick-like substance. It is no longer so in-

flammable as to ignite spontaneously. It may
be packed up in boxes without danger of spon-

taneous combustion; but what is more impor-
tant, it has lost all its poisonous properties.

The phosphorus, which was poisonous before,

is no longer poisonous in this condition, and it

is still capable of being used for making lu-

cifer matches.— Gaslight Jour.

A Curious Substitute for Cemeteries.—
The inventive genius of the old wcrld seem3
to be at work to devise a substitute for ceme-
teries, by employing some process for treating
the dead bodies of departed friends i>o as to
render them excellent specimens of petrifica-

tion. A foreign eotemporary announces a
discovery by which graveyards wili become
superfluous: " An odd discovery has just been
made b\ a man of Grenoble, by wuich it is

caf ulated that cemeteries and graveyards will

become superfluous At the decease of an
individual, the body is plunged into a liquid

invented by the man of Grenoble, and in about
five years the individual is turned into stone I

The secret of the petrification is known only
to the discoverer. He says that, in a thousand
years' time, if persons will only preserve their
relatives and friends, they will be able to build
houses with them, and thus live in residences
surrounded by their ancestors."

American Steel Rails.—It is estimated
that the new steel rail works in this country
will be able to turn out 80,000 tons next
year. We have before alluded to the excel-
lent steel made from Lake Superior iron, and
several times .mentioned the re-builuincr of
the Bessemer Steel Works of Messrs. John A.
Griswold & Co', at Troy, who made about
2,000 tons of steel rails previous to their loss

by fire. Part of the rails they made were
laid on the Erie track, and official reports
say that not a single bar has yet been bro-
ken. The American steel rails can be made
equal to, if not actually superior to the best
imported, is now generally admitted by com-
petent judges, and we shall soon demonstrate
the fact clearly enough to all doubting minds.

New Silver Mines.—There is much talk

in San Francisco about the rich mineral de-
posits said to have been recently discovered
in New Mexico, near the boundary line of
Arizona Territory and in the heart, of the

Apache country, where no small party of
whites can safely venture, as the Indians are
fiercely hostile. The discoverers located
their claims about the 1st of February, and
gathered up a quantity of silver ore assay-
ing as high as two thousand dollars a ton.

The principal " lode " consists of a mass of
silver ore 3,600 feet in length, 1,000 feet in

width, and projecting 1,000 feet above the

level of the surrounding country. The story

sounds nicely, but how true it is time will telH
» »

Traffic in Europe —The statistics given
in a London Journal go to show that England
has about 2,500 miles of navigable rivers,

2.W00 of canals and 12,000 of railways;

France has 1,740 miles of river navigation,

8,700 of canals, and 9,250 of rail; Belgium
has 700 miles of river navigation, 1)00 of

canals aud 1,400 of rail. The German States

have over 5,000 miles of navigable rivers,

600 of canals and about 800 of rail. And
yet, it has been asserted that Germany, with

its great natural water courses, is not in pos-

session of the best traffic routes on the con-
tinent,

—The subscription lists opened in London
by J. S. Morgan & Co., for the first mortgage
bonds of the Illinois and St. Louis Bridge
Company, have been closed, the amountasked
for having been successfully negotiated. The
bonds are for $4,000,000 bearing interest at

seven per cent, in gold, and are a first lieu

upon the bridge connecting St. Louis with the

various railroad lines concentrating on the

Mississippi River opposite the city.
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Fresh Garden, Flower, Fruit,

Herb, Tree, Shrub and Ever-
green Seeds, with directions for

culture, prepaid by mail. The
most complete and judicious

assortment in the country.
Agents wanted.
25 S >rts of either for $1 00; prepaid by mail. Also

Small Fruits Plants, Bulbg. all the new potatoes, *c ,

prepaid by mail 4 In-i Early Rose Potato, prepaid,

for SI 00. C,mover's Colossal Asparaeus S3 peril'o;
82"> per 1000. prepaid. New hardy fragrant everbloomitlg
.7 tpan Honeysuckle, 50 cts each, prepaid True Gape Cod
Cranherry, tor upland or lowland culture. SI.'0 per 1UU,

prepaid, with directions. Freed Catalogue to any address,

gra is ; also trade list. Seeds on Commission.
B. M. WA I'SQN, Old Colony Nurseries and Seed Ware-

house Plymouth, Mass. Established in 1812.

6-1-70, 17.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Questions discussed by Practical Railroad Men.
I Uustratt-d Descriptions of Railroad Inventions.
Railroad Euginrering and Mechanics.
Record of the Progress of Railroads.
Railroad Reports and Statistics.

General Railroad News.
Railroad elections and Appointments
Twenty-four large quarts pages, published every Satur-

day on and after April 2, lri70.

Every RaUroad Man, anil every man interested in Rail-
roads, should have it. Terms, $3 00 a year, in advance.

Address

A. J>T, KELTAJGG, Publisher,
101 Washington St., Chicago'

RAILWAY SPRINGS.
"

FREIGHT

LOCOMOTIVE ENGINE

THE Subscriber offers to Railroad Superintendents, Lo-
motive and Car Builders, a superior quality of

ELLIPTIC AND SEMI-ELLIPTIC

Mnricnthis shop^ in Philadelphia. Employing only the
most experienced workmen and best Mateuial. he pled pes
himself t i furnish a Spring of the greatest elastcity, and
one which shall hi u liformly reliable in its carrying weight

All Springs tested to double their usiia
load*

PHILIP S. JUSTICE,
No. H, N. 5th St. Phil. No. 42 Cliff St. N. Y.
Shops—Seventeenth and Coates St. PHIL.

John A. Griswold & Co.
TROY, JV. Y.

J. A. Griswold. E. Corning. E. Corning, Jr.

Chester Griswold.

PEOPKIfcTORS OF THE

Rensselaer Iron Works,

Bessemer Steel Works,

Fort Edward Blast Furnace,
AND

Columbia Blast Furnace.

MANUFACTURERS OF

Pig Iron, Railroad Iron,

MERCHANT & SHIP IRON,

Bessemer Steel Rails, Axles, Tyres,

Shafting, Plates & Steel Forgings

of every description.

EDWIN J. HORSES,

Successor to

McDANEL & HOKSKR,

Locomotive and Railroad

CAR SPRING MANUFACTURER 1

Wilmington, Delaware

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
SURVEYOR'S COMPASSES TRANSITS, LEVELS

DRAFTING INSTRUMENTS, &c,

67 \V. Sixth St., Cincinnati, O.

Also Brass Castings and Models made for Patent office.

Notice to Contractors.

CHESAPEAKE AND OHIO RAILROAD.

SBALR n PROPOSALS will be received at the Engi-
neer's office at Charleston, W. Va , until 12 M- Ma>ch

1. IP/11, for the GRADl'AT ()S, MASONRY and the SU-
PERSTRUCTURE OK BKIDGlSf- on ihe Chesapeake nd
Ohio Railroad bet« een the Fa In of Kanawha and the Ohio
River, including THREE MILLION S CUBIC YAKDS OF
EXCAVATION, and SEVENTY THOUSAND CUBIC
YARDS OF MASONRY.
A Ism, at the Engineer's office at Rich mid Va., until

12M.M rch 10 It-70. for several heavy sections east of the
Falls of Kanawha, including Hip unfinished work near
Mil'boro' and that eight miles east of ihe White Sulphur
Springs theOreat Bend tunnel <>, ^0- feet; Lewii tunnel.
3 SilOfret ; five other tunnels from 500 to 1 70(1 feet lone

;

several sections in rock cutting; and about 70,(00 cubic
ya'ds of niiiS' nry.

Profiles and specifications can he found at the office of

the company) 54 William street New York, o/t find after

February V; "i Richmond, Va. and at Charleston W. Va.,
on and after January IS, l*7n The comp <ny reserves the

right to rejectany or all theblds o tiered, and to make private
contracts for the work.

Information as to time, etc., will be given at the letting.

For further information apply to A. D. Whitcomb. Chief
Engineer, Richmond. Va., or to W A- Kuper, Principal
Assistant Engineer, Charleston, West Virginia

C. P. HUNTINGTON,
27-1-70.4. President.

LcRAND SCENERY!
{©•QUICKEST EuUTE-®j

S3 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
FillLA 1)EL PITTA

,

NEW TOIIK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASH INGTON

1NO CHANGE OF CARS
From Cincinnati pQ 1 A.X --^ nT,Q and hot ONE

or Columbus to -Octl blXllUl V CHANGE
J*hilad- fphift and Hmv YotJc,

4
AlE5?S3o

,

£
d
. ^Baltimore & Ohio R.R

J. I,. WI '.SON, Mas'er of Transportation.

L. M. COLE, Ueneral Ticket Agent.
•j. B GIBSON, General Western Passenger Atrent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,

For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jpferson City, aDd all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo

Mail 7:15A M. 10:55P.M.
Osgood A.-cmitnodation 3:10P.M. 8:45 A.M.
Through Western Express 5:11' P. M. 8:311 P. M.
Night Express 10:20 P. M. 6:011 A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
oennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices 132 Vine
Street Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDFRANT. Superintendent. Cin.O.
C. E. FOI.LET, Ger.'l Tick't Ag't, S'. Louis, Mo.

As in use on the National Despatch Line of

Cats, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
('HAS. BOCKUS «S €0, Boston, Mass.

2-12-9, 52

THE LOBDELL

CAR-fHEEL, TIRE I MACHINE
COMPANT,

WILMINGTON, DEL.
Established in 1836.

All kinds ofKailroadMachinery
GEORGE G LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary.
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I'M MM.ES uodiT 8li0 MILES without

(loe Mjnagement. Change of Cojchcs.

BROADG<tl'GE. DOIBIXTRACK ROUTE

KEW YORK," BOS ION,
Providence, Albany,

PITTSBURG, HARRISBURG
Philatlelpliia, Baltimore,

And Piiucipal Points in

NEW YOEK, NEW ENGLAND

Pennsylvania.
This Railway ex. ends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 386 Miles

22 to 27 MILESthe'sHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CIN( INN ATI from DEPOT, corner Fifth

and Hoadlej Streets, by Columbus, (.*>., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Day (on 9.10 A.
M.; Urhana, 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Bingbampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
(jjiily. Arrives Dayton, 12.03 A. AJ.; Urban*,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A M (Bkf'si);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.j
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6 19 P.M. (Supp-r); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

l.lmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the ?tyle peculiar to the

Broad G'-tupe. arranged for both Day and Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only JLine running through
860 Miles without Change.

Boston and Xew Eaglanfl Passengers,
with their Baggage, are transferred FREE
OF CHARGE in J>w York.

TT~? The Erie Railway Company has opened a new
Ferry from their Jert-ey City Depo to the foot of Twenty-
thirl Sirtet. New York, ihun enabling pacsengiTS to reach

lie upper portion of the city without the expense and an-
noyance of a street car or omnibus transfer.

fr~p The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

tbis Line, will find in its ever changing landscapes sub
jects of continual admirati. n and interest

Baggage Check'd Through
And fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
H"iise, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
Sooth-west- WM. K. BAKK,V B 8HATTUC, Gen'l Pass'r Ag'U

Seneral Siutoern Agent.

Best Route to St. Loiii* and (h cag©

\ NBIAKAPOLIS,
* CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

ST. LOUIS,
C HI C^QO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Hj ver Towns and Cities in the West,
North west and South-west.

JTTThe 1 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
V. ILL LEAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am 12 4u am

"

St Louis and Springfield Express... 2.40 pm 7 35 am
;qSt. Louis and Springfield Express. l»-90 pin 3,4-2 pm
Lawrencebnrg Accommodation 10.10 am 2.35 pm
Lawrencehurg Accommodation 4.:^0 pm 8.25 am
*The 10.20 nca. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express - 6.50 pm g.3U pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, cornerot Thiid and Vine ; River Office, corner of

WalnutStreetand River; andat Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neaiertl.e businesscenter
of the city than the Depot of any other railroad, and with-

in afew squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON Superintendent.
A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE

Eastern Ex.-ress (Erie Railway). 7:('0 A. M. 6:3'> P.M.
do do do .. 9:45 P. 1M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do 6:30 P, M. 7:00 A.M.

Lima Fort Wayne &. Chicago. ... 7:15 AM. 10:2.. p. M-
do do do ....2:30 P.M. 5:40 P.M.
do do do . . 6:3^ P. M. 7:30A. M.

Sandusky, Cleveland & Buffalo... 7; 15 A. M. 5:40 P. M.
S rimrfield Accnmn-od^tion 2:20 r\ M. 10:.OA. M.
Sandiisky, Cleveland & Buffalo.- 6-:j0P M. 10:20 A. A.
MuncieA Indianapolis 7:15 .A.M. 10:25 P.M.

do do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.

do do do. ... 5:00 P. M. lu:2u A. M.
Hamilton Accommodation 9:30 A.M. 8:05 A. M.

An do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

nati time.

For allinformationand throughtickets, please applyat
tneold office,south-east corn ei of Broadway and Front; Bur-
net HouscOffice, corner Vineand Bakerctreets.and at the
respective depots. East Front and WestSixth streets.

D. McLAREN. Gen'l Superintendent.
SAM'L STRPHHNSON,Gen ITick't Ag't.

Jmnibubetcail for passen-.erfc

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection rfiih Hie Cincinnati, H milton &.

Dayton, and Little Miami Railroads, still cont : nue to trans-
port pruduce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Baltimore New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHIN N, General Freight A^ent.
(Pittsburgh, Pa.

LOUISVILLE & GINCIMATI

SHORT-LINE RAILROAD.

Time only O liours
Fare Only §3.50—Transfer from Motel or
Itesicieuce to l>epot, in Covington, Free.

rilHB SHORTEST ALL-KAIL ROUTE TO
JL Louisville, Nashville, Memphis, New
Orleans, and all poims South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
MorningMail .... 7,35 A. M. 2, 3W». M.
Evening Express 7.I5P. M 3,45P. >!.
Nicht Express 11,16 P. M. 5,00 a. M.
Walton Ac. ommodatit.n 4,i0P.M. 9,35 A. M.

Che 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation , oiler great inducements to the
citizens of Cine, nn li and Covington wi.o wish to pur-
chase country residences or small furms for frardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
further information as to routes, low fare, &c, please apply
at No 1 Burnet House or Depr>t. Covington. Ky.

SAM'L GILL, Geu'l Sup"t- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty st., connects at Hampton Junction with the Dela-
ware, Laekawai.na, and Western .Railroad, aud at E as tun
with the Letiigh Valley Kailroad 4 and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE "WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through irom New York' to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock,
&c.
7:15 a. m.—For Somerville.

8:30 a in.—For Flemiogton, Junction, Stroudsburg,
Water Gap, Scranton, Kingston, Pittston. Great Bend,_&c.
12 an.—For Elemington, Easton, Allentown, Mauch

Cliunk, V\ ilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Puttsville. Scranton. Harrisburg. Ac.
3:30 p. an.—Fur Easton, Alientown, Mauch Chunk

and Belviileie-

4:30 p. m.—For Somerville.

5:25 p- in.- For Somerville andFlemington.
6 p. in.— For Easton and intermediate stations.

7 p.m.— For Somerville.

7:20 p. iu.

—

Emu-ram—Stopping only at the princi
pal stations.

0:00 p. ni.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,
1

)

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, tVc. Connects at PhiUipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,) fi-r Easton Bethlehem allentown, Reading, Hairis-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-

tion* to Scranton. This train will be run to Easton on
Saturdays as a local train , stepping at principal stations.

8 p. m.

—

Western Express Train, daily, Tor Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with tMin for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

8:15., 8:30, !«., 9:20, lo:30, 11:40 a. m —12 m , 1:<0, 2:<0
3:U0,3:3ii, 3 M5, 4:15 4 3u, 4:45, 5: 10, 5:25, 5:45, 6:00, 6:-25,

7:10,7:2-,7:40,8:i-0 9:00,9.40 10:45; 11:50 p. m.
Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ; at

No. 10 Greenwich st., and at the principal hotels.

R. E. RlCK.EK,>uperintendei>U
H. P.Baldwin, Gen Pass. AgU
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CINCINNATI, Thursdav, May 19, 1870.

PUBLISHED EVERY THURSDAY MORNINS,

By Wrightson <g Co.,

OFFICE—No. 1G7 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square istlie apace occupied by ten linen ~.i Nonpareil.

One square, single insertion $ 2 TO
" H per muiilh 5 CO
" •' six months 15 0(1

" •* perannum 25 O'l

•* column.siugle insertion 7 DO
" " per month 14 00
" " six months 55 00
•' " per annum 11U Oil

*' page, single itisertiun 35 (Ml

'• '• perm.rth 40 Oil

«' " six months 13i 00
" " perunnnm 2iu 00

Cards not exceeding four lines, $7 00 per annum.

WK1GHTSOIS & CO., Propr's.

Tbe Ken Railroads of Ohio, and the Man-
ner of Jinking them.

On the 4th of May, that part of the Toledo

& Pomeroy road which lies between Bucy-

rus (Crawford county) and the north line of

Athens county, was put under contract to

Huston & Co., to be completed at an early

dav. The distance is liH miles and is more

than half the whole distance. The northern

part, from Bucyrus to Toledo it is presumed

there will be no difficulty with, as Toledo has

much public spirit, and this road will be of

immense advantage to her. The southern

end of the line, in Athens and Meigs county

can not fail, since such an outlet to the coal

region is of incalculable value to it. In pass-

ing from Athens through Perry county, the

road will not go through Straitsville, because

Straitsville is on the western edge of the great

coal deposit. It will pass from Athens

through the main branch of Sunday creek,

the very core of the best and greatest deposit

of coal in the State of Ohio.

Up Sunday creek it will pass to New Lex-

ington) thence to Granville (Licking coun-

ty); thence to Mount Gilead (Morrow

county), Bucyrus, Fostoria and Toledo.

This road will have one advantage over any

other road in the State. It will not go in the

same direction with any other, but, on the

contrary, eross all the main lines nearly at

right angles. This is a great advantage, and

promises at the very outset to make this a

profitable road.

But, the interesting part of this matter to

the general public, and especially to the city above

of Cincinnati, is the manner of doing this

work. The large subscription necessary to

put this work under contract was obtained

without the aid of any railroad company, or

railroad men ; without any municipal sub-

scriptions, or bankers, or newspaper puffing.

How then was it done? Solely by private ef-

fort, or rather the effort of citizens on the

line of the road. By appointing committees

in every township on the road, and applying

directly to the interest of village and farmer,

enough has been subscribed to make a

reasonable margin and foundation for the

whole work.

Now this example is worthy both of

consideration and imitation. If this work

can be done in the agricultural and less popu-

lous counties of the interior, then it can be

done in the rich counties on the Miami ; and

if it be not done, we may fairly presume the

people are not much in earnest, in wanting
tlte work.

Take, for example, a connection with the

Chesapeake & Ohio Railroad. Beginning at

Cincinnati, which assuredly is rich enough to

help her end of the road, we have the coun-

ties of Clermont, Brown, (or Highland) Ad-

ams, Scioto, (or Pike) and Lawrence (or Jack-

son). There will be six counties (on an aver-

age the richest in Ohio) to make 125 miles of

railroad.

Suppose another case, that of the Southern

Railroad. If the city does not choose (as

recommended by Mayor Torrence) to avail

itself of any railroad charter in Kentucky,

then let the citizens subscribe two millions,

(and that is enough) and the Southern road

will be made. We give these as examples of

what may be done. All these modes of ac-

tion will no doubt be discussed. We can here

only give the mode adopted in the Toledo &
Pomeroy Railroad, as one which may be adop-

ted with success.

The Hocking Valley Railroad is another,

which is actually made, and in a large degree

on the same principle. No subscription was

or could be made. The stock subscription

was obtained on the line of the road. When
there is enough to grade the road, the money

holders will always advance the residue on

mortgage. This will be tbe case ou other roads.

Another railroad is projected on a straight

line from Pittsburg to Chicago which is

expected to go through Canton, a very rich

part of Ohio. Canton is a town of about

10,000 inhabitants, and at a single meeting

subscribed over $240,000 towards this work,

notwithstanding it already has railroad con-

nections with both Pittsburg and Chicago via

the Pittsburg, Ft. Wayne and Chicago Rail-

road. Canton will, by the new road, however,

seeure a shorter, better, and more advanta-

geous line, and she proposes, and is willing to

pay for it. This road, no doubt, will be

aided largely by Pittsburg, but if it gets aid

in Ohio, it must be by the means suggested

Another new line proposed is the straight

line from Springfield to Cincinnati. There is

no doubt, this is a desideratum, for this is Ibe

only way in which a really direct line from

Cleveland to Cincinnati can be had. The
Cleveland & Columbus line now controls the

route to Delaware, and we believe controls the

line from Delaware to Springfield. No doubt

a large local subscription could be got to

make a straight line from Springfaeld to Cin-

cinnati. In this instance, the Cleveland &
Columbus road would give a good deal to

wards such a result. At present the Cleve-

land road is powerless ; the eastern end be-

ing controlled by the N. Y. Central and the

western by the Pennsylvania road. If the

Cleveland road can succeed in getting a

short line into Cincinnati, it will carry the

great bulk of passengers between Cleveland

& Cincinnati. There are views of this sub-

ject we shall present hereafter.

Bockport Railroad.

T. Wrightson, Esq:—You are mistaken in

about all you say concerning our railroad in

your issue of May 5. You make the distance

from the O. <fc M. Railway to the Ohio river

65 miles. The fact is, it is only 55 by sec-

tions. In our statement of 60 miles we threw

in 5 for necessary curves.

Neither is there " 9 mile's of ferry." The

President of the Owensboro road has agreed

to extend his line to a point opposite Rock-

port, thus leaving the ordinary river transfer

such as is iu use at Parkersburg, Wheeling

and at Columbus, Ey., where the transfer is

over the Mississippi river. St. Louis capital

and enterprise having extended the Iron

Mountain road to Belmont opposite Colum-

bus.

No man whoever passed over the line of

our road would agree with your experienced

engineer's estimate. We sent an experienced

engineer over the line, and based our esti-

mate on his report. We also conducted a

committee appointed by the Board of Trade

and Chamber of Commerce over the line and

in their published report they say:

" The general surface of the country from
Loogootee to Rockport is a little rolling, but

when taken as a whole, can be easily graded,

there being no hills of consequence to cut

through, nor heavy fills to make, besides hav-

ing the advantage of only having to cross one
river and but a few small streams and it is

believed that this entire line can be comple-

ted and put in running order for a small sum,
compared with the cost of other roads. This

road, running as it will through Davies, Du-
bois, and part of Spencer and Martin coun-
ties, cuts through the center of a prosperous

and enterprising population and opens up a

country which possesses perhaps more of tbe

general elements of wealth than almost any
other section of the same dimensions in the

State of Indiana, and is only equaled in its

productiveness by that portion of the same
line lying south of Owensboro."

Your " experienced engineer " wai hoax-
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ing you when be told you it would cost J5200,-

000 to bridge White river. Basing our calcu-

lations on the cost of the bridges over White

river on the 0. & M. road, $50,000 is a libe-

ral estimate.

You are also very greatly mistaken as to

the terms of our donations. The subscrip-

tions in Spencer county are payable when the

road is built through said countj. In Martin

and Davies when the road is built from the 0.

& M. to White river. In one township (the

township Jasper is in) they are payable when

the whole road is built. But the tax, which

amounts to about one-half of the whole sum

is payable as the work progresses. Your er-

ror was in concluding that all was on the

same conditions as those in the Jasper town-

ship.

Of your proposition for Cincinnati to assist

in building a branch to a road Louisville and

New Albany are going to build we have noth-

ing to say. That is her business and not ours.

We suggest, however, that if she builds a

road for New Albany and Louisville, she had

better start directly from one of those idties.

Your quotation from Sidney Smith, "about

two yards of sore throat," reminds us ot

another of his witty sayings: "That he never

liked to read a book until after he had writ-

ten a review of it, as it prejudiced his judg-

ment." /

You certainly had not learned the facts or

you would not have made the statements you

did.

We have never presented our road in an

tagoniam with any other Cincinnati line. We
had no motive to do so. Your citizens are

not engaged in the construction of any line

conflicting with ours—any line pointing to

the South-west.

We believe if Cincinnati expects to control

the trade of the South-west country from the

O. & M. to Nashville, she must have this line.

We have sought aid only of Cincinnati. If

she declines our offer we do not hold our-

selves blameable for having made it. We
are satisfied the people of this vast country

South-west would find it to their inlerest to

deal in Cincinnati, if tbey had equally good

facilities for reaching here that they have for

going elsewhere.

Our enterprise has been fully and freely dis-

cussed by the committees of'the Board of

Trade and Chamber of Commerce, and en-

dorsed by both bodies. The responsibility of

the further action by Cincinnati now rests

•with her citizens and not us.

In your last issue you speak of the point

of intersection being further east than Loo-

gootee. This is as Cincinnati shall decide.

By oar proposition we give her the owner-

ship and control. If she prefers Shoals, Hu-

ron, or Mitchell she can so elect. We have

no interest in anything but the success of the

road. We cho9e the point named because it

wjs the shortest. If others can show a better

line we will heartily co-operate in its adop-

tion.

In the hope of a better understanding in

the future, we are Truly yours,

L. Q LeBket/ler, Pres.

E. H. Sabin, Sup't R. & N. C. R R.

We take pleasure in publishing the above

statement of the gentlemen connected with

the Rockport movement, because we want

tbem fairly and truthfully represented in our

Record. It is not our purpose to place a

straw in the way of the advancement of either

the public or private interests of Cincinnati,

and we feel no hesitancy in claiming as much
disinterestedness in the advocacy of works of

internal improvement as any other journalist

in this city or elsewhere.

That the Rockport road, if the connection

with the Owensboro & Russelville road should

be made as stated in the above, by a direct

ferry across the Ohio river, and the gauge

made the same as that of the O. & M. Ruil-

roid, would constitute a valuable branch

and feeder for lhat line of road, and no doubt

add to the trade of our city. All this we
cheerfully admit, and possibly, the course we

have adopted has been like " cutting off our

nose to spite our face;" but, to fall into the

full advocacy of this measure was so like

doing what Brother Bishop said, at the recent

meeting, he was willing and desirous of

doing, that is to " heap coals of fire on their

heads," that we confess our humanity rebelled,

not only having conscientious scruples

against doing anything that would induce

.baldness, but a perfect abhorrence of the smell

of " singed hair."

Now, what are the facts in the case. Let

us see how many blunders and outrages we

have commitled when reviewed in the light

furnished above :

1st. Distance from Rockport to the 0. & M.

road. .Dr. Sabin says above, " the fact is, it

is only 55 by sections." Granted. The sec-

tional map sho.ws that it is exactly 55 miles

from Rockport to the O. & M. road at the

nearest point ; but Jasper, a fixed point on

the line is 7 miles east of Rockport as can be

readily seen by the same sectional map, while

Portersville, the point at or near which they

propose to cross White river, is 2 J miles west of

Jasper, and Laogootee 3 miles east of Porters,

ville. Now, U is fair to claim if the road is

run on an air line all the way, in wriggling

from east to west to make these points, it will

add to it one-half of the easting arid westing,

which would be just G J- miles ; this. added to the

55 makes the whole distance on air line princi-

ples exactly 61J miles. Then, if we should

do as Dr. Sabin says he did, throw " in 6 f. r

necessary curves," the total distance would be

exactly 66J- miles, which is 1J mile more

than we have represented it.

2d. The 9 mile ferry. On this we stand

corrected by the new statement now made for

the first time (to our knowledge), that "the

President of the Owensboro road has agreed

to extend his line to a point opposite Rock-

port." If, in the discussion of this suhj»ct,

we have accomplished no other good, the nbo-

lition of this noisance of a " 9 mile ferry " is

enough to compensate os for oor labor, and1

to elicit everlasting tbanks from the friends

of the enterprise. We are glad that Judjie

Weir has furnished such an excellent remedy

for " two yards of sore throat," as it corre?-

ponds exactly with the suggestions made in

our previous issues.

3d. The cost of White river bridge. In

this there is a wide margin between our esti-

mate and that of Dr. S. The north approach

to White river at Portersville is, we are in-

formed, across a bottom to a good bank on

the Souih side. The County Commissioners of

Hamilton have expended about $100,000 in

getting ready to construct abutments for a

bridge across Mill creek, this is exclusive of

the approaches, and are not through yet.

White river is a navigable streai, while we
all know that Mill creek is only a duck race.

But why build this bridge at all, when, if this

is to be a Cincinnati road, it can be just as

weli avoided ? We are glad that what we

have said has elicited from these gentlemen

the concession that " it she (Cincinnati) pre-

fers -Shoals, Huron, or Mitchell she ean so

elect." If this Rockport road is to be a Cin-

cinnati road, it should not cross the White

river at all, but go to some one of the above

named places, that might be found most

practicable, as to distance, cost of construc-

tion, natural resources, and economy of open •

ting. When this is done, it will be a great

point accomplished, and for which the true

friends of the enterprise and the citizens of

Cincinnati, are placed under renewed obliga-

tions to us. If the connection is made with

the O. & M. road east of White river, it will

be much more costly to construct a road

thence to Chicago, and the cost, at least, of

the bridge over the White river (whatever that

may be, whether $50,000, or $200,000) will be

saved, and the road have a Cincinnati lean-

ing, with no more miles of road to make.

4th. The terms of the donations. We were

not so far out of the way. Dr. S. says " In

one township tbey are payable when the whole

road is built." This was the township of Jas-

per, and it was the heading to this subscrip-

tion that we published verbatim. We are

willing to concede all that is claimed for the

others; that those of Spencer county are paya-

ble " when a train for freight, and a train for

passengers have passed over said road through

Spencer county." As to the lax, we will re-

mark, that "all is not gold that glitters." In

"Harbison township the proposition to tax

was defeated by one vote," at the first submis-

sion of the question, and when, as we are in-

formed by the Jasper Courier of Feb. 25,

1870, '' they are now aroused to the impor-
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tance of work, and have got up another pe-

tition," it was only earned by " two majority."

Hence, they won't do to " brag on " too much.

5th. Dr. S. says " we have never presented

our road in antagonism with any other Cincin.

nati line." This, of course, refers to the uni-

ted efforts of proposed lines of railway

pointing towards Cincinnati, in Kentucky with

their connections, and struggling to obtain

means to defeat the petition of the Cincin-

nati Trustees for the right to exercise their

powers in the State of Kentucky, before the

Kentucky Legislature last winter. We say

there was a combined effort to defeat this

measure by roads that desire to have a share

of the ''ten millions" and they could not un-

derstand why they should not share it. If we

fail to show the part played in this defeat by

the Rockport road, we will then own that we

have done them an injury, and "barked up

the wrong tree."

As far west in Kentucky as Paducah, this

hope of sharing in this wonderful prize of

"ten millions" was fully entertained, as will

be seen by the following extract from the

Herald of that place. The editor says:

" For five or six millions she can secure the

whole of these connections—hold in her own
hands the principal control of all of them

—

and open up a trade of vast millions for her
people.

" While in Cincinnati a few weeks since,

we talked with various of her most intelligent

merchants upon this subject, and we found
no one of them who did not prick up his ears

and listen attentively to our suggestions; and
various of them seemed to be greatly enthused
at the picture we drew for them.

"We do not say that Cincinnati ought not
to build a road to Chattanooga. We think

she is compelled to do bo. But we do say,

extravagant as it may appear, that a direct

connection with the South by Paducah, will

prove more valuable to Cincinnati than a
road to Chattanooga.

"True, it will almost destroy Evansville,

but that we can not help. It will strike Louis-

ville a terrible blow, but for that we are not
responsible. It will, however, build Paducah
into a great city, which ia exactly what we
want.

" It is true that Louisville is proposing to

build a road from Elizabethtown to Paducah
to secure these connections, but it will never
be finished—not at least until Cincinnati un-
dertakes to connect with us. But if Louis-
ville does finish it, it is only another reason
why Cincinnati should build the Vincennea
road as soon as possible."

This is open and above board; the object

is plain and clear, and the action of their

representatives and senators was in strict ac-

cordance with these views and hopes.

The course pursued by the representatives

interested along the line of the Cumberland

& Ohio Railroad, was avowedly adopted to

force Cincinnati to grant them the aid they

desired to secure for the coustruction of their

line. This is as well known to outsiders as

to those who were in the " ring." They don't

deny it, and don't want to deny it, and

could'nt if they did. The Cumberland &

Ohio polled the votes of about five senators

and a dozen representatives against the Cin-

cinnati measure, although, at one time, they

were pledged en mass to support it ; of which

fact certain genilemen of Newport and Cov"

ington are well aware, and could if neces-

sary testify.

The third in this combination to defeat the

Southern Railroad measure and in the hopes

of sharing in the " ten millions," is the Owens,

boro & Russelville Railroad, of which Judge

James Weir is President. In a private letter

made public by being published in the Cincin-

nati Times, last winter, Judge Weir says:

" We are very sanguine now of a through
road north of us, connecting with Chicago
and Cincinnati, and wish to make a through
connection to Nashville. We have had a
committee from the Board of Trade at Cincin-

nati to see us, and ibey are very anxious to

make our road and the one north of us sixty

miles to the Ohio & Mississippi Railroad, and
say they will certainly make the connection
mentioned. There is also a company organ-
ized to make an air-line from Chicago to the
Ohio river, in connection with us."

This air line referred to, is the north and

south road, of which Dr. Thomas, of this city

is President, and is openly and confessedly

a Chicago line, and runs almost parallel, and

but a few miles west of the Rockport and

Northern Central route.

Judge Weir, in bis letter apologizing for

not attending the grand gathering of the

friends of the Rockport & Northern Central

Railroad, at the Board of Trade Rooms in

this city on the 27th of April, says:

"I am greatly interested in a road' from
Rockport, Indiana, to the Ohio and Missis-

sippi Railway. As this will make a through
connection both north and south, I consider

such a road (with the connections made by

such a road) one of great importance, both to

Cincinnati and Nashville, as it will add anoth-

er short and direct line north and south.****** *

"If the road is made through from the

Ohio and Mississippi road to Rockport, you
may rest assured of a Southern connection.

"I honestly believe that this connection

made by Cincinnati with Nashville and the

South will give your city more trade than

your proposed road to Chattanooga, although

I see no reason why you should not have both

of them, as they in no way conflict, and each
opens a large and new field of trade to Cin-

cinnati.

"The city of Nashville is also greatly in-

terested in our road, as making a new and im-

portant connection, and, I am assured, will

give us a very considerable assistance.
' * * * * * * *

" I hope the city of Cincinnati may assist

our Rockport neighbors so as to build their

road, as I am certain it will pay them back
four fold ; and when we get a through road

to Nashville, the stock will be a good paying
stock.

"I find that some of your citizens are luke-

warm toward the Rockport load because the

members of the Legislature from my section

of Kentucky voted against the Chattanooga
project. I tnink thi3 unfair, for we are only

anxious to make this northern connection so

as to trade with your city, and the interest is

a mutual one, and not particularly for our
benefit, as we will be crossing the Elizabeth-
town and Paducah road, and the Louisville
and Memphis, and have other connections.

" We are now only making you the offer to

see whether you have any interest in our
affairs, or any desire to make a business con-
nection with us; and I venture to say that if

you do show any interest in our affairs by
making this northern connection, you will

find our people ready to grant any other favor
that the city of Cincinnati may properly ask
at their bauds. We judge by works, not
words. Yours truly,

"JAMES WEIR.
"President Owensboro & Russelville R. R."

Mr. Bishop in his remarks also said :

"He was gratified to seethe people from Indi-

ana present, and that they took an interest in

this matter. He had never doubled that this pro-

ject was a good one, and he knew more as to

Kentucky than as to Indiana. He hoped this

road would be built. He had not reflected

upon how it should be built, but he was pres-

ent to express, if necessary, as one of the
representatives of the Cincinnati Southern
Railroad, that this proposed road would not
conflict or interfere with it in any way.

He wanted a committee of active, energetic
men appointed by this meeting to canvass
for subscribers to the stock of this road, and
the sum asked was a small one and ought to

be speedily raised. To be sure, some of the

people interested in this road had not done
right in the Kentucky Legislature as to the

Cincinnati Southern Railroad, but he was dis-

posed to do a little better by them than they
did by us."

Mr. Bishop evidently understood the matter

fully, and to use his Christian language,

(although not reported in his speech) he

proposed to thus "heap coals of fire on their

heads." We think there is but little roim left to

dodge or deny it ; but for fear there may yet be

a loop hole left to creep out of we give the fol-

lowing: A correspondent of the Commercial

dated at Rockport, Sept. G, 1869, and signed
" Railway," and believed to be from the pen

of Dr. Sabin, says :

" The value of the Owensboro road is to be

enhanced by the success of the Rockport and

Northern Central road. On the other hand,

without that road it would hardly be possible

to build one through this couutry."

" Loogooteean" in his letter published in

the Martin County Herald of March 22nd,

says: "Cincinnati is disappointed in her

favorite Kentucky road, and seeks some con-

solation in the Rockport road. Those men
may cool off: now its our time. Let us snatch

this golden opportunity by the hair."

The Loogootee Herald of Oct. 26, 1869, in an

editorial says: "and now when LeBrenler

and other gentlemen, representing at least,

"a million capital, come to us with a proposi-

tion to build a five million road * * * *

a road that will double our real estate in

twelve months ***** it is passing

belief that there should be found any man or

set of men, owning brick and mortar in Loo-

gootee ****** who will not give

this enterprise solid, substantial encourage-

ment." Now couple these with the letter of
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Judge Weir, published in the Nashville cor-

respondence of the Times, and quoted above,

you can readily tell who the capitalists were,

and where they expected to get the capital

from, by which they were going to accomplish

these wonderful results, and we also have

fully accounted for the conduct of Judge

Weir's Son-in-law, who was a member of the

Legislature, and who went home for instruc-

tions instead of "swinging round the circle"

of the Cincinnati and other banquets; and

when he returned, worked and voted against

the Southern Railway bill. While, as to

whether he was in favor of it before or not

Mr. Bishop knows as well as anybody.

We will only further remark that a letter

was read at a meeting in Martin County last

fall from Judge LeBreuler, which then

predicted the defeat of the Cincinnati South-

ern Railroad measure, and setting forth the

absolute necessity (in consequence whereof)

for this Rockport line to "her existence," etc.

We doubt not by a little labor we can furnish

a copy of this document, but presume it not

necessary.

We did not intend to have said so much

in relation to this matter, nor to have referred

to the causes of the defeat of the Southern

Railway in the Kentucky Legislature, but

the circumstances seem to have forced us in.

to it. We do not wish to refer to it again.

We hope that the Rockport road may be

built, and by the aid of Cincinnati money,

and donated to and controlled by the 0. & M.

Railroad ; but we don't want it built as a sub-

stitute for the Cincinnati Southern Railway,

nor under a false conception of "first and

only love." It is unnecessary for the Owens.

D3ro and Russelville road and those depend-

ent upon it to apologize for the part taken in

our defeat last winter; we feel like adopting

the language of the man who was tossed over

a stone wall by a bull, when after gathering

himself up, he saw the bull pawing and scrap-

ing and bowing his head, said "d—m you,

yon need not apologize, we believe you done

it on purpose."

It is equally true of the Cumberland &

Ohio, with the Rockport road, that they are

desirable to the interest and trade of our city,

and intrinsically deserve to receive aid from

our citizens, but their theory was, let us force

Cincinnati to aid us financially, then we will

aid her by our influence and votes to get

what she so much wants, a charter for her

Southern Railway.

—The Marietta and Cincinnati Railroad

Company is issuing $3,000,000 of third mort-

gage bonds, to raise the wind to put its road

into a first-class condition for a first-class

road—completing the bridge over the Ohio,

at Parkersburg ; shortening the line thence

to the Big Hocking; straightening the line

through the tunnel on the north Bide of

Athens, &c. The Baltimore and Ohio will

make its main line by the way of Parkers-

burg, instead of Wheeling.

Cincinnati and its Railroad Interests.

The recent visit of the Eastern railroad

magnates to our city naturally prompts us to

look over the ground again and see what's up.

This we have done, and frankly confess that we
are not much wiser than we were before. We
understand that the managers of one line lead-

ing into this city are trying to secure the

business of the Lake Shore road, that now
finds its way here upon another line, and there

is all sorts of scheming going on among rail-

road men to obtain the advantage of position

and to command the trade of our city and of

the South-west, and as this is a war among
themselves by which the public will, in the

end, be benefited, we care but little which
side wins. We supposed Mr Jay Gould's visit

here had something to do with this struggle,

but we have learned otherwise. The Erie

Railway is in such a position as not to be dis-

turbed by the movements of its great rival for

the trade of this city and the South-west, and
Mr. Gould was here, not because Mr Vander-
bilt had preceded him and he suspected mis-

chief, but to complete his plans for an increase

of business and propose certain improvements
of the Erie property by which the patrons of

his road will be better served. The sagacity

of the Erie managers in securing the traffic of

the South-west, and leaving Mr. Vanderbilt

the control of the Lake region, is now so ap-

parent as to elicit approval from those who
before condemned. They are undoubtedly
masters of the situation, and so permanently
established that they can not be driven from
it, and it is not very likely that they will be

out-generaled When the great railroad moves
were going on across tbe Mississippi Valley,

Commodure Vanderbilt assumed indifference

toward Cincinnati as one of the centers

of trade desirable to reach. He overlooked

the great South-west, and is reported to have
said " that it would be many years before it

would amount to much, and when it did, if he
wanted its traffic he would get it. " But a

trifle over a year has gone, and it is now worth
seeking, but it can not be had as easily as was
expected. If the New York Central road

commands any ma'erial part of the business

of this city and the South west, she will have
to do so by making new lines; the old ones
are all occupied. The Erie, therefore, so far

as interference from that quarter is concerned,
may be at ease. Its rival is to be found in the

Pennsylvania Central, and its ''Pan-Handle
and Allentown routes, and its interior line to

St. Louis via Indianapolis, and its Louisville

connection via Columbus and the Cambridge
cut, off ' These make it a formidable compe-
titor for the trade of those points. But thus

far tbe Broad Gauge interest has susfained the

supremacy its natural advantages give it, and
has had the larger share of the traffic of St.

Louis, and will have from Louisville when its

connecting branch with that city is completed.

We see no reason why the broad gauge roads

may not continue to hold this business against

any competing line now made or projected, as

between the Pennsylvania Central and the

Erie the interests of Cincinnati are clearly

with the latter. The Central does its business

to and from the Mississippi River, and the

Ohio River at Louisville, by lines in the rear

of us. She has an arm, via the Little Miami,

to this city, which places us upon a side track

for the present at any rate; on her main lines

we are not even a station. How much we lose

by this position it is difficult, if not impossib le,

to tell, but undoubtedly a very large amount;
whereas, uponjthe Erie, Cincinnati is the axial

point, where the halves of this great line torn

their immense traffic in its transit in either

direction, and contributes incalculably to the

business prosperity of our city.— Cin Eiiq.

The writer of the above in the Enquirer

has evidently studied ihe situation, and ha*

perhaps not got very far from the truth in

his conclusions. What change, however, will

result when the railroad bridge to Newport is

completed, and the Pennsylvania Railroad

will have close connections with its friends,

the Louisville, Cincinnati & Lexington Rail-

road, and to the South, we are not prepared

to say
;
but certain it is we can not expect

them to do business through Cincinnati, that

they can do more cheaply by going around

it As they have their lines already swung

around us, it would be asking a great deal

of them that they should abandon those

lines, merely for tbe purpose of gratifying

us. Indeed, our modesty would not admit of

our asking it.
. m >

Erie Railway—Freight Department.—It

is more difficult to correct an error correctly

than to state the facts in the first place. In

the absence of the Editor of the Record, a

notice appeared of the "pleasant time" of

our old friend H. P. Clougb, Esq , on tha

occasion of his silver wedding, in which Mr.

C. was spoken of as the "General Freight

Agent of the Erie Railway ;" this error it

was undertook to correct in our last week's

issue by committing one equally gross, in

saying that Mr. W. H. Tennis, occupies that

position. The true facts are that Mr. CloUGH

is a Freight Agent of the Cincinnati, Hamil-

ton & Dayton Railroad, and the Great Wes'

tern Despatch, and is not connected with the

Freight Department of the Erie road Mr Ten-

nis, is the Freight Agent of the Erie & Atlantic

& Great Western Railways, in Cincinnati, while

B W. Blanchard, Esq., is the General Freight

Agent, with head quarters at New York, and

J M. Osbjrn, is the General South-western

Freight Agent, head quarters at Drbana,

Ohio.

Railroad Operations in Virginia.

We bad the pleasure of a short interview

recently with Gen. Wisewell, a contractor for

railroad construction between Fredericksburg

and Charlottesville, Va , some thirty miles of

which route are already graded. At Charlottes-

ville the rjad will communicate with the Chesa-

peake and Ohio Railroad, and of course with

the railroad connecting toward the South-west

via Lynchburg. Thence it will have connec-

tion, we take it, with Danville, by a projected

railroad, and so on to Charlotte, N. C, 4c.

From Fredericksburg the road first named,

or that from Charlottesville, is to connect

with the Baltimore and Potomac railroad at

Belle Plain, a point a few miles south-east

of Aquia Creek. This Fredericksburg or

Belle Plain and Charlottesville Railroad is in

process of construction hy the Pennsylvania

Railroad Co., just us they are constructing the

Baltimore and Potomac railroad. It is under-

stood they are to build a railroad from Freda-
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ricksburg to Alexandria. Thus we shall have
another railroad from the South of Wa>hing-
ton. The charters for all these roads— that

from Fredericksburg or Belle Plain to

Charlottesville, that from Baltimore to the
Potomac, with branch to Washington,
and that from Fredericksburg to Alex-
andria—were dead and inert things, but
being acquired at very moderate outlay
they will, when constructed, command the

situation, both toward the south and south-west,

and also in the connection of the Chesapeake
and Ohio Railroad extension. It is stated that

the same great railroad interest now controls

the Richmond and Fredericksburg Railroad,

and that extending to the head of the York
river. Said party is also forming, or has
formed, railroad connections beyond Richmond
to the Gulf. Things look, indeed, as if Mr.

Garrett has been outflanked in the South, aud
that his control of railroad affairs will be con-
fined to Virginia alone, and that the lower
part of the Valley of Virginia. Meantime,
the Manassas railroad laps that rich valley,

and most assuredly will bring a large trade to

Alexandria and Washington, whi-rerthe gradual
extensions of the Loudoun and Hampshire rail-

road will not only tap the Valley lower down,
but must in the end cross it, and in piercing

the coal region Compete with the great Balti-

more and Ohio Railroad itself in rapidity and
cheapness of transport of the black diamonds
to tide-waters — Washington Chronicle.

The Jfew Thames Tunnel.

A new tunnel under the Thames has just

been finished successfully in London, at a cos 1

of£16,000; and a third is contemplated. Mr-
Barlow, the engineer, seems to have had less

trouble in this work than his great predeces-
sor, Brunei. The London News says of this

tunnel, which is called the subway :

"The mysterious-1 Hiking thoroughfare ad-
mits of a very brief description. It is a well-

constructed tubular iron bridge, about a
quarter of a mile long and seven feet in dia-

meter, sunk bodily into the bed of the Thames,
so as to be snuely embedded in the London
clay through its entire distance. Nowhere is

the subway nearer than twenty-two feet to the

water and in (dices it is as much as fifty feet

distant—an important fact to bear in mind
in comparing tbe subway with the old Thames
tunnel, over the archcrown of which there
vere here and there but four feet to the water
Tiie subwav, in point of fact, dips at the rate

nf one in thirty. At present the Tower Hill
station at the one end and the Tooley street

station at the other, are more useful than or-

namental, especially when the cage by which
passengers are taken down i8 at the bottom.

We use the word " cage " because of its resem-
blHnce to that familiar object of the mining
district, but it is in reality rather a nicely

p idded 1 ttle apartment, semi-circularin shape,

and with cushioned seats for four or six.

Into this the passenger enters, and the doors
are shut There is a rumble, a rattle, a con-
sciousness of steady downward motion, and
an intention perhaps to remark to your neigh-
bor ihat it is all very pleasant, but any such
reflection is nipped in the bud by the termina-
tion of the journey, which has occupied
abrut the time it would take to count a dozen.
The distance is only fifty feet. Through a
small waiting room you enter a long, low car-

riage, with seats for seven each side The
signal is given, the drum begins to revolve,

the wire rope twines swiftly round it, the
pretty omnibus answers to the strain, and in

about sixty seconds the subterranean passage
of the Thames has been accomplished Safety
is secured in the shafts by an unusually power-
ful clip ; in the subway by the single line of
tram-rails, upon which collisions are impossi-

ble. We walked through the narrow, dark
road recently, absolutely dryshod, and without
any inconvenience from defective ventilation.

At times a listener in the center of the subway
can hear strange noises, said to be the rever-

berations of paddles beating the river over-

head, and the sounds of hammering and
thumping on board vessels. The Tower Hill

tares at present are fixed at a penny and two-

pence, but they will probably have to be re-

duced by one-half.

—
Railroad Statistics.

The following Railroad Statistics, which we
find compiled in Eastern exchanges, will be
of interest to all. It is but just to add that,

though accurate when first published, they
are daily ceasing to be according to the fact;

for in the West, and especially Missouri and
Kansas, the new railroads being built, and
the old ones being extended, call for a peri-

odical revision of such statistics. The railroad

position of Kansas is not given
; but her rail-

way system is beginning to assume gigantic

proportions, and she will soon take orominent
rank among the Railroad States of the Union.

Pennsylvania has an area of 56,000 square
miles and -has 5,000 miles of railroad. She is

the first State in the Union with reference to

railroad facilities, having about one mile of
railroad to every nine square miles.

Illinois stands second She has an area of

65,000 square miles and 4,700 miles of rail-

road, being one mile to every twelve square
miles.

New York is the third State in the Union.
She has an area of 47,000 square ruilea. 3,600
miles of rail, being one to each thirteen square
miles.

Ohio stands fourth, has an area of 40,000
Square miles, 3.70J miles of railroad, and
nearly one to ten square miles.

The fifth Stale is Indiana, with 2,977 miles
of road, and 33,000 square miles of a-ea, being
one mile of road to eleven square miles.

Iowa is the sixth, wiih 2,140 miles of rail,

and 55,000 square miles, one to twenty-four.

Missouri is the seventh State with 827 miles
of road, an area of 65.000 square miles, and
but one in thirty-six miles.

Fourteen States.

Hon James B Beck, of Kentucky, has, at

the request of the Congressional Committee
on Appropriations, presented a statement of

facts showing the importance of the traffic on
the Ohio river and the necessity for the com-
pletion of the canal improvement round the

falls.

Since the canal was opened about $4,500,-

000 have been collected in tolls, and the

amount of damage done to vessels passing
through in consequence of the imperfect con-
dition of the canal has been about $1,600,000
—making over $6,000,000 of useless tax on
the commerce of the river. To this must be
added the damage at times when boats were
unable to either go over tbe falls or through
the canal. This, according to t'ie estimate of
General Weitzel, aggregates the damage to our
trade to the sum of $15,000,000—enough to

have built two adequate canals round those

falls.

There has been expended on this work in
various forms $6,500,000, two-thirds of which
have been derived from the commerce of the
river in the form of tolls. The aggregate of
freight that now annually floats on the river

is at least 4,000,000 tons, aud yet while it is

easy to appropriate three or four mi. lions for

a Court-house in New York, it has thus far
been impossible to obtain a quarter of a mil-

lion for this work.
The dignity of the fourteen States lying on

the Ohio and Mississippi is seen in the follow-
ing table, showing what proportion of the
aggregate productions of the United Slates is

furnished by them :

The whole
The fourteen Uniied

States. Slates.

Corn, bush 631,454,375 838,792,740
Wheat, bush 126 9.(0,780 173 101.924
Oats, bush 103,99.3,461 172,643,185
Tobacco, pounds. 345,400,7.39 431,208,461
Sugar, pounds ... 222,636,000 230,982,000
Cotton, pounds... 1,079,799,600 2,154,820,^00
Wool, pounds.... 31,277,839 60,264,913
Hay, tons 9.297,743 19,083,896
Butter, pounds... 339,601,41)5 459,681,372
Hemp, tons 69,470 74,493
Hogs 22,225,766 33,512,667
Bituminous coal,

.bush 3,247,261,425 3,621,923,105
Horses aud asses 4,804,634 7,400,322
Cattle ,.- 12 517,392 2.),616,0I9

Sheep 11,973,315 22,471,275

This does not include the salt, iron, timber
and lumber which constitute a large item of

the commerce of these rivers. The above laets

are from the census of 1860. That of 1870
will show a far greater proportion, not only of
the entire population, but of the entire pro-

ductions of the principal articles which con-

stitute the wealth of the Republic.

—

Times.

The Cotton Trade or JHnglaud with India.

The Suez Canal begins to exercise an extra-

ordinary influence upon the trade of the world,

and particularly upon the trade between Eng-
land and India. It was stated in a telegram
from London, published in a recent issue,

that Birahay cotton sent by way of Sut-z

had been returned to India from Hudlersfield

as yarn in forty-five days. This seems almost
incredible ; but really nothing is hardly im-

possible in this age of steam power and pro-

gress. What a revolution the world has
passed through in material and scientific de-

velopment within a few years ? Forty-five days'

for the raw material to go from India to Eng-
land and back again to India manufactured
into yarn ? A short time since this would
have seemed fabulous, and indeed it is almost
magical— it is the magical power of science.

We see, too, in this fact the sagacity, foresight

and wonderful enterprise of England. She
loses no opportunity to open or avail herself

of every new improvement and fresh channel
of commerce. Cotton is the very life-blood of

British commerce, and the English are stimu-

lating its growth and the trade in its fabrics

wherever it is possible to do so. They are

pushing their telegraph communications and
extending their steamship lines to all parts of

the globe with the view to monopolize and con-

trol tbe commerce of the world. What a lesson

this is for us ? With all the advantages of

producing this great staple on our own soil,

and of that superior quality which can not be

grown elsewhere, with unequaled water power
aud other means for manufacturing, and with
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a geographical position which makes this

ciuntry the very center cf the globe, our com-

mercial opportunities are unrivaled. Yet we

lag tar behind Kngland and lose the great

prize of commerce wheu it might be within

our grasp This is a matter which calls for

the serious attention of our people and Con
gress. Let us take away the burdens and

obstructions to our commerce; let us promote

our shipping interests ; let us appropriate the

trade ot the West Indies and the nc-igbboring

countries of America; let us extend our tele-

graphs and steamship lines ; let us cut a ship

canal across Ceutral America, and, in short,

let us start on a new career of commercial de-

velopment wherever we can find an opportu-

nity. If we fail to do ibis our advantage*

wi.l be lost, and we shall remain tributary to

our great commercial rival.

—

N. Y. Herald.

Oreat Britain as a Money Lender.

The Economist of March 12th prints the

following table, compiled by the Money Mar-
ket Review, of the toreign stocks winch ure

dealt to at the Loudon Stock Exchange :

Stock. Amount.
United States £ 422,9ba UOO

Confederate States (cotton

bonds) 2,418,800

Argentine Republic 5,459,000

Austria 15,000,000

Brazil 13,519,400

Chili 4,929,820

Columbia 127,000

Cuba I,5e8,000

Denmark 4,198,000

Danubian Principalities 2,054,730

Holland 54,428,642

Ecuador l,824,0u(J

Greece 7,077,625

Guatemala 678,560

Honduras 1,000,000

lialy 37,583,824

Mexico 27,471,450

Montevideo 941,501)

Morocco 489,200

Mew Granada 7,002,000

Peru 7,512,45U

Portugal 47,838,000

Russia 83,592,600

Sardinia 3,003,880

San Domingo 118,700

Spain 97,000,000

faweden 3,697,600

Turkey 68,960,736

Vei.ezuely 5,091,UOO

Egypt 27,211,000

Total 954,784,657

The same journal quotes from the work of

Fenu on tbe Fuuds, the statement that during

the two years ending witb March, 1869, secu-

rities were created in London alone, by nego-

tiating loans and issueing shares lor foreign

nations and for corporations, to the amount
of 120,000,000 pouuds sterling, and adds:

" Ihis is no exaggerated estimate, when we

remember how many loreign and colonial

bonus, railway debentures and miscellaneous

shares have beeu placed before tbe public.

'1 he previous aggregate of delit and invesl-

mtut in all nations is estimated by the same
authority at about. 5,500 millions, so that the

total is raised to 5,62U millions sterling."

'1 he ttocks named in the table above are all

regularly called in tbe London Slock Ex-

change, and i.U bui three pay their interest in

London. The deot of this country is inclu-

ded, because it is " very largely held here,

and because investments are increasing in it

at the rate of many millions of dollars per
annum." But besides these, there are pub-
lic colonial debts, amounting to nearly $81,-

000,000 of pounds sterling, belonging to the
same class.

Now, of this whole mass of 1,035,525,793
pounds sterling—"a scarcely conceivable
amount "—the great bulk, as these high autho-
rities believe, is now actually held and owned
in England. " As to the foreign debts, we
suspect," says the Economist, "it would be
too liberal to deduct 400,000,000 pounds ster-

ling on account of other holdings than our
own." But, at the very lowest, the British

loans of this kind can not be estimated at

less than 570,000,000 pounds sterling, on
which the interest is almost always six or

seven per cent. But, at only h've per cent,,

that journal concludes that Great Britain
'' receives an annual tribute in the shape of

interest upon its foreign and colonial invest-

ments of not less than 28,500,000 pounds ster-

ling, and we believe that it is considerably
under the actual amount."
Thus one single nation, with a much smal-

ler population and fewer natural resources

than our own, has saved, and invested in

loans, enough to secure it an annual income
of 140,000,000 dollars. Of the amount of

good which these loans have done in bringing

new lands into cultivation, enlarging trade

and repairing the waste of wars in other lands,

no estimate can be made, but it is immense.
The result to Great Britain, however, is plain

enough—more abundant and cheaper living

for her people, lighter taxation, and a more
rapid growth in wealthand intelligence Itco s

not require a very lively imagination to trace io

this cause the great change now going on in

British politics in the direction of freedom
and equal rights However this may be, it is

at least evident enough that this use of a na-

tions earnings is a much better one than firing

it away in gun-powder.

—

N. T. Evening Post.

—It is stated that the freights from China
to London, or New York, in steamer by way
of the Suez Canal, will be, in gold, $18 per ton,

ship's measurement of fifty cubic feet—625
pounds of tea averaging a ton by that mea-
surement. This would make the freight by
the Suez route about $20 per ton in currency,
or 3 1-5 cents per pound. The San Francisco
Bulletin states that the freight from China to

that port is $8 per ton, or about 1 1-5 cents
per pound, and that thence by rail to New
YTork it is six cents per pound. The time con-
sumed by the latter route is 35 days, by the
S'lez route 65 days, by the Cape route 140 to

150 days. The value of an ordinary cargo of
tea is about t300,000, the interest on which at

8 per ceut. is equal to $2,000 per month.

Our Textile Fabrics—A recent correspon-

dence between the Hon. G. W. Morgan, of

Ohio, and Gen. Capron, Commissioner of

Agriculture, in relation to our textile fabrics,

is suggestive. The Commissioner shows by
statistics that the production of hemp, linseed

and flax has largely increased in this country
during the last ten years; but that the home
production is still lar from being equal to the

consumption. The demand for textile fabrics

has been somewhat astonishing of late, and it

will be a subject of congratulation among
many to know that steps are to be taken under
the direction of the Department of Agriculture

to introduce in this country several new varie-

ties of fibers, and to encourage their cultivation

for manufacturing purposes. Commissioner
Capron has lately secured in Spain the seed

of the Esparto grass, which fiber now consti-

tutes more than two-thirds of the British im-

ports of paper stock. It is believed that it will

flourish aa well on the sunny slopes of our

Southern mountains as in its own native Spain.

Paper makers and users are those who can

best appreciate the importance of this step.

It is the need of a little Government aid of this

kind, through the medium of the Department
of Agriculture, which has prevented the nation

from making use of many of its natural advan-

tages. One good work generally leads to

another ; and it may safely be assumed that

our National Department of Agriculture,

which has in the past been practically useless,

will yet be of immense service in developing

our unbounded resources.— U. S. Economist.

How the Duration of a Flash of Lightning
is Measured.

Scientific men assert that a flash of light-

ning does not endure for more than the

millionth part of a second. How did tbey find

this out? Obviously not by any ordinary
means, for such small portions of time are

utterly beyond tbe cognizance of our Bensea,

and even our thoughts. Watches which mart
quarter beconds are not uncommon. We have
sees men try to count the beats of such a

watch, and it is but rarely that wo have met
any one who could succeed. Not only could

they not count ihem aloud, but they could not

even think of the numbers so as to keep a
record of them -in their minds. How, then,

was it possible to measure a portion of tune so

much less in quantity?

Almost every boy has whirled a fiery brand
in the air so as to make a "'round robin."

How does it happen that sueh a moving point
seems to make a fiery circle in the air? In

this way: an impression made upon our sense

of sight can not.be instantaneously removed.

It lasts for about one-eighth of a second. Hence,
if the moving point completes the circuit in

less than the eighth of a second, it will make a

new impression before the old one has expired
;

the path which it describes will be constantly

visible, and the circle will appear complete.

In the same way, if a wheel with many spokes

be caused to revolve tapidly, the spokes be-

come invisible and the wheel appears solid.

But if the wheel were illuminated by a flash

which did not last long enough for one spoke

to take tbe place of another, the spokes would

be visible, and the wheel would appear at

rest.

A few year9 ago we saw such an experiment
tried in Rochester, N Y. The lecturer had a

wheel, which was painted white, -and on the

white ground was painted a number of red

rays. When whirled with a very modera e

velocity, the wheel appeared of a dim, pinkish

hue. If, while thus revolving, it were tllnti i-

nated by a flash from burning gunpowder, tie

spokes would not be visible, the flash of even

the best gunpowder lasting longer than tbe

time required for one spoke to take the place

of another. But when, instead of gunpowder,
fulminating mercury was used, the spokes
were visible and the wheel appeared to stand

still, so much more rapidly than gunpowder
does fulminating mercury explode.

By driving the wheel a little faster,

the flash from the fulminate failed to

show the individual spokes ; showing
that even the flash from fulminating

mercury Ia3ted long enough to allow each
spoke to move into the place of its predecessor

before the impression made by the latter had
faded from the retina.
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A Leyden jar was now charged and dis-

charged before the revolving wheel, and then

the latter could not be driven so fast that the

spokes would not be visible and the wheel ap-

pear to stand still Now, if we knew the ve-

locity of the wheel and tbe number of the

spokes, it would be easy to tell the time re-

quired fur one spoke to take the place of

another. Suppose tbe wheel had 101) spoke-,

and moved at the rate of 1,000 revolutions per

second ; it is obvious that if the individual

spokes be seen, the duration of the flash must
be less than the one hundred thousandth part

of a second.

Such is a rude outline of tbe method by
which the duration of a flash nf lightning is

measured Of course, the apt aratus used in

determining this duration is much more deli-

cate than that which we have described, and
wiich was used merely for illustration hel re

a large audience. But the general prinei
, le

is the same, and in this way it was detennii ed
tint the duration ol a flash of lightning is ess

that the millionth part of a second. Heiu:e

a carriage wheel in rapid motion, seen at night

by means of a flash of lightning appears at

rest. The swiftest race-horse would not have
time to make a perceptible movement of a

muscle, but would appear as if carved in some
inanimate material; and even the swiftest

locomotive and its train would appear as if

some icy hand had been laid on its energies.

That a flash of lightning endures for a cer-

tain period there can be no doubt, but this

period, when compared with the duration of

any mechanical operation, is infinitely small.

Stand beside a target at which bullets are
being tired from a distance of say 200 yards,

and first you will see the flash, after a short

interval you will hear the thud of the bullet,

and finally you will hear the report of the gun.

In this case, you might seethe ti-ish, and after-

wards be shot by the bullet. Indeed, so much
time elapses between the flash and arrival of the

bullet, from a distance of 250 yards, that it

would be impossible to hit an active man, at

that distance, if there was a cover to which he
could spring when he saw the gun discharged.

How different with lightning! There the

flash and the stroke are simultaneous. If we
see the flash we are safe. He that is killed by
lightning never hears the thunder.— The Tech-

nologist.

T. F. RANDOLPH,

the recent survey of the Delaware
River, to ascertain the best foundation for a

bridge between Philadelphia and Camden, it

has been found that the average depth of the

Jersey channel is thirteen feet. On the Phila-

delphia side the water averages fifty-six feet

in depth. The distance across the river is as

follows: Opposite Chestnut street, 3,450 feet;

opposite Market, 3,830; opposite Arch, 3,594;

opposite Race, 3,333; opposite Vine, 3,285
;

opposite Callowhill, 2,793.

—The total value of imports of dry goods
for March at the port of New York is $12,993,-

106. This, though $327,953 less than those

of March, 1869, is $5,651,452 in excess of

those for March, 1868. The amount entered

for consumption, valued at $9,762,526, though

a little less than that for March of last year, is

$2,947,343 greater than that for March, 1868
;

and about, the same difference of comparative

totals in favor of the past month is noticeable

in the amounts entered for warehousing and
withdrawn for consumption. The total value

of the goods thrown upon the market during

the month ($13,795,111) shows a considerable

increase as compared with the totals for the

corresponding months of the two preceding

years.
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M dl

Osznod Accommodation*
Through Western Expresa-
Nivht Express..

The 5:10 P. M. train rons daily. Trains run by Yin-
rennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices. 132 Tine
Strept Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent. Cin. O.
C. E. FOLLET, Gec'l Tick'. Ag't, St. Louis, Mo.

c

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Cap Wheel, Tire & Machine Co
#

Manufacturing Agents.

Wilmington. Delaware, or
CH AS. BOCK US A- CO, Boston, Mass.

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE k MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

AllkindsofBailroadMachinery
GEORGE G LOBDELL, President.

P. N. BRENNAS, Treasurer.
WM. W. LOBDELL, Secretary.

12-6-70,58

M. 10:55 P M.
3:10 P. M. 8:45 * M.
6:1" P M. 8:3(1 P M.

10:'JO P M. 6:00 A M.
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ERIE B- M. TLmVH itY.
|

Best Route to St. Louis aud Ch cago

INDIANAPOLIS,1100 1I1LES under

One Minagemeot.

860 MES without

Change of Coaches.

BROAD OACGE,DOIBLETRACK ROUTE
FOB.

—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania.

This Bailway extends from
CINCINNATI to NEW YORK, - 860 Miles.

Ct.EVKLANO to NEW YURK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YOKK, - 386 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTL
TWO EXPRESS TKAIKS DAILY

Leave CINi INN ATI from DEPOT, corner Fifth

and Hoadl'ij Streets, by Columbus, U., time,

which is 7 ninnies faster than Cm'ii time.

7.00 A. W , CINCINNATI EXPRESS,
(Sundays 'Teepted.) Arrive Day ion 9. 10 A.
M.; Urban., 10.29 A. M ; Galion, 12 57 I'.M.j

Mansfield, 1 40 P. M., West Salem, 2.60 P
M. (Dine). (Sleeping Coaches tlyough to

New York); Akron, 4.26 P.M.; Banvenna,
6.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.£5 A. M. (Breakfast) ; Tur-
ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittt-burg Railroad for Hudson and Cleve-

land; at Elniira for Williamsport and the

Scu'b; at liingbampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternoon trains and steamers for Boston and
New England cities.

9.46 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urban*,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.: West Salem, 5.59 A. M. (Bkfst);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
wi'h Franklin Branch for Oil City; at

ilmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Qauste. arranged for both Day and Night Travel,

are attached to this tiain at Cincinnati and run through to

f»ew York, forming the Only Ijilie running through
860 Miles wllbout Change.

Boston and STew England Passengers,
vritli tli iir Baggage, are I rausferredFREE
OF CHARGE in New York.

J I r* The Erie Railway Company has opened a Dew
Ferry from their Jer*e.v City Depo to the foot of Twenty-
thirl Sirtet New York, thus enabling parsengers to reach

he upper portion of the city without the expense and an-
noyance of a street car or omnibus tiansfer.

li r* The scenery along the entire route of the Erie
Railway is of the moBt picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, fill find in its ever chancing landscapes sub
Jects of continual admirati n and intere-t

Baggage Check'd Throng- fa.

And Fare always at Low at by any other Boule.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he ohtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 116 Vine St.. 4 Burnet

H use, and foot of Broadway , (Spencer Hi. use Block),

aud at all principal Ticket Offices in the South aud
Bouth-weat WM. R. BA UK,W E SHATTUC, Qeo'l fleet: Ag'U

§eseral Bjuthern A|«nt.

CINCINNATI
—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

CAIRO, "

C HIC^v_GrO s

Memphis, New Orleans, Springfield, Quincy.
Keokuk, St. Joseph, Oes Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North vest and South-west.

Hj=The 7 35 A. M. train runs daily.

ON ANT) AFTER SUNDAY, DKC. 5TH, 1P69, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail .... ",20am 12 t" am
St Louis acd Springfield Express... 2.411 |>m 7 35 am
;'St. Louis aud Springfield Express. I 1

' 21' pm 3.42 pm
Lawrenceburg Accommodation lll.lllam 2.35 pm
Lawrenceburg Accommodation 4.: pm 8.25 am
*The lo.CO pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 01' am in. 15 am
Chicago Express 6 50 pm 9 .31' pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickels can be obtained ai the Buinet House
Office, cornerot Thiid and Viue ; River Otbce, corner of

WalnulStreetand Kiver; and at Depot, corner of Plum
and Peailstreets. 1 he splendid Passenger Depot of the

I. & C. Railroad is about a mile neaiei tl e businesscenter
of the ci'y than the Depot of any nt'er railroad, and ivitit-

in afew squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON .Superintendent.
A F. . CLARK. General Ticket Agent.

Cincinnati, Hamilton & Layton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway). 7:10 A. M. 6:3" P. M.
do do do .-.,9:4.) r*. M. 7:00 A M.

Toledo, Detroit & Canada 7:15 A. M 10:26 P. M.
do 'do do 6:30P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:2.1 V. M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ...6:3n P.M. 7:30 A.M.

Sandusky, Cleveland & Buffalo... 7: 15 A. M. 5:40 V. M.
Sr.ringfield Accommodation 2:30 i". M. 10:-.'ll A. M.
Sandusky, Cleveland & Buffalo.. 6?0P M. 10:21) A. A.
Muucieik Indianapolis •— .... 7:15 .A.M. 10:25 P.M.

do do 5:11) P. M. 1:20P.M.
Hamilton, Eaton & Richmond.., 7:lo A. M. 10:25 P. M.

do do do. ... 5:110 P. M. 10:2UA.M.
Hamiltcn Accommodation 9:30 A.M. 8:05 A.M.

do do 6:60AM.
Trains run SEVEN MINCTES FASTER than Cincin-

.atitime.

For allinformationand throughtickets, please apply at
toeold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vineand Bakerrtreets. and at the
respective depots. Easl Fron t and West Sixth streets.

D. McLAREN. Gen'l Superintendent.
SAM'LSTKPHfcNSON.Gen'lTick't Ag't.

Jmnihuses call for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dajton, and Little Miami Railroads, still cont'nue to trans-

port produce aDd merchandise between Cincinnati and
Pittsbusg. Philadelphia, B il(imcre t New York or Boston,
and ail Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills or Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No 27 West Third Street, Cincinnati.

W. P. SHIN N, General Freight Agent.
tPiusburth, Ft.

LOUISVILLE & CINCINNATI

SHOBT-LINE RAILROAD

TTl-mo only O ±xoxtx*m

Fare Only $3.50—Transfer from ITofel or
Keatideuve to l>epot» lu 1 oviiigioi*, Ji roe,

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, Ntw

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. arrivf. .

Morning Mail 7,35 A. M. 2, 3"P. M.
Evening Express 7.15 P. M- 3 -)5 P. M.
Nirht Express UJbV. M. 5.0'i A.M.
Walton Accommodation 4,(UP. M- 9,35 A.M.
Che 7 :3o A. M. train rnns daily.

Th-- Low Fare Season and Commutation Tickets, good oa
the Walii'D Accommodation .otler gre^t inducements to the
citizens of Ciucnnti and Covington wno wish to pur-
chase enntry resi ences or small farms for gardening.
This train leaves latt/ in the afternoon, and arrives early
next morning, giving all d*y to attend t'» business. For
further information as to routes, low fare. &c, please apply
at No 1 Burnet Hou>e or Dep> t Covinston. Ky.

SAM'L GILL, Gen'l Sup't- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Pepot in New Yt.rk. foot of Lib-
erty sL, connects at Hampton J u it. lion with the Dela-
ware, Lackanai.na. and Western Kdiiro;^o, and at K -s on
with the Lehigh Valley Kaiiroad. and its (JOLueLtions,
forming a direct line to Pittsburg and the West, wituout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by tltjs line to Chicago.
Cincinnati. St. Louis, etc , with but mie change of tars.

Silver Palace cars through Irom New ¥ork tu Chicago.

FALL ARRANGEMENT.
Commencing Augual 30, Jetj9. Leave New York as

follows :

6:55 a. m.— For Easton. Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckbannock
dec
7:15 a. m.—For Somerville.

S:30 a m.—For Flennogton, Junction, Stroudsburij,
Water Gap, Scrantnn, Kingston. PUUton Great Bend, &.c.

l'£ in.—For FJemington, Jiast'jn, Allentown. Mauch
Chunk, V^ iikebba-rre, Reading, Columbia, Lanr-aster,
Ephrata, Litiz, PuttsvilJe, Scranton. Harrisburg. &c.
3:30 p. in.—For JSaston, Alientown, Mauch Cnunk

and Belvidere.

4:30 p. m.—F'or Somerville.

5:25 I>- m.- For Somerville andFIemington,
6 p. in.— For East' n and intermediatesladons.
7 p. Hi.—For S.imerville.

7:20 p. m.—Emigrant—Stopping only at the princi
pal stations.

9:00 p. m.-For Plainfield.

11:50 p. oi.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. in.

—

Westhbn Express, daily, (exeppt Sundays.)
for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrishurg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chuuk, Wilkesbarre, &c.

5 p. m.

—

Cincinnati Express, daily (except Satur-
days-) f'-r Easton- Bethlehem. Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Ciucinnali. Sleeping-Cars
to Pittsburg and CMcago. Connects at Junction Rich
Delanare, Lackawannaand Western Railroad for all sta<

tion-ito ncramon. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

S p. in.

—

Western Express Train, daily, <or Kaston
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, trie
&.C

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, 9., 9:2*1, )o:3U, 11:40 a. m—12 m , l;i 0. 2:<0

3:00,3:3". 3:45, 4:15. 4 30, 4:45, 5:10, 5:2,\ 5:45. 6:00*, 6:25,
7:i0.7:2 ,7:40,8:i0 9:00,940 10:45.1 i:50p.m.

Tickets for the West enn be obtained at the office of th«

Central Railroad of New Jersey, foot of Liberty St., N. Y.;
atNo. I Astor House; Nos. V54. 271. 526 Broadway ; at

No. 10 Greenwich at., and at the principal hotels.

R. £. R1CKLK, >upermtendeDt»
fi. P. Baldwin, Gen Pass. AgU
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E. D. MANSFIELD, - - - - l-PHitori
T. WlliaflTSON, } Editors.

W. A. MtTBTSELIj, Associate Editor.

CINCINNATI, - - Thursday, May 26, 1870.

Public Lands of the United States

IN REFERENCE TO

PRODUCTS AND RAILBOADS.

There is a great deal said about the waste

of public lands, and a great outcry about

railroad grants
;

jet, if the public lands were

disposed of each year, at the same ratio that

they have been the last year, it will take

two hundred years to get rid of the public

luids! In_one-fourth of this time we expect

to acquire all North America and the West

India Islands ; so that the newspaper outcry

about grants to railroads is a mere humbug,

which only exhibits their ignorance of the

subject. We propose to show here, on the

authority of the General Lund Office, the out-

line features of the public domain, and its

products and value.

1. What is the domain of the United States

and how is it consumed in grant3 ? The

following is the statement of the General

Land Office

:

1. The area of the public lands, exclusive

of the Russian purchasers 1,465,468,800 acres.

The extent of that purchase is estimated at

577,390 square miles, or 369,529,600 acres,

making a total of 1,834,998,400 acres.

2. The aggregate of public lands which
have been surveyed is 485,311,778 acres, leav-

ing a residue of 1,349,686,622 acres yet un-

surveyed.

3. The quantity of public land disposed of

during the last fiscal year is 7,041,114.50

acres, of which there were sold for cash 756,-

619.61 acres; located with military bounty
land warrants, 476,760 acres

; taken for home-
steads under the acts of 1862, 1864 and 1866,

1,788,043.49 acres ; approved to several States

as swamp "in place," 1,030,020.22 acres; for

indemnity swamp selections, 36,429.93 acres
;

titles vested in certain States under railroad,

wagon-road and aMp-canal grants for 533,-

168.52 acres, and located with agricultural

and mechanic college scrip, together with se-

lections made by States within their respective

limits, 2,420,072.73 acres.

Now, on that statement let us make a com-

ment

:

1. The area of public lands is eighteen

hundred millions of acres, and the amount

disposed of last year is seven millions of

acres; so that the time, at this rate, required

to consume the public domain will be two

hundred and sixty years
; but, as a great deal

of the land is mountainous, we will throw

off one hundred years, and say that it will

take one hundred and fifty years to consume

the public domain.

2. The amount given to the humbug agri-

cultural colleges is five times that given for

railroads and canals—we mean for the par-

ticular years 1867-8. The next largest grant

was for swamp lands. The next largest grant

is for homesteads. Nobody regrets that, so

far as the actual settlers are concerned ; but

there is a suspicion that many of these are

bogus, made to cover the speculations of some
enterprising men; but let this go. The next

largest item is that of swamp lands. These

are really douceurs to the several States.

They are nominally given for improvement,

by the States ; but that, too, is humbug.
With little exception, these swamp lands are

among the richest lands in the country, and
want little improvement, except the gradual

settling up of the country, which dries the

land. On the other hand, all the lacds given

to railroads go toward the actual settlement

and wealth of the country. Those who are

opposing railroad grants are opposing the

first principles of political economy. The
immense bodies of public lands can not be

improved till there are roads to them, and
there will be no roads till the government aids

them. The total amount of casb sales were

756,619.61 acres, or a tenth of the whole

amount disposed of.

Let us now consider some of the products

and characteristics of the priucipal tracts of

public lands :

1. Of Minnesota there remains 36,776,170

acres of public land unappropriated, an area

almost equal to that of the State of Ohio,

and twenty-fold the whole grant of railroads

yet appropriated.

Minnesota, lying near the centre of the
continent, occupies the summit of the interi-

or plateau formed by the converging basins of
the Mississippi, Lake Superior and Lake
Winnepeg, embracing the head-waters of three
great river systems of North America. Its

series of undulating plains, seldom broken by
abrupt elevations and never rising into moun-
tains, present an agreeable variety of prairie,

alternating with belts of heavy timber and
studded with beautiful lakes, the crystal wa-
ters and euphonious Indian names of which
nave become proverbial, and whose inteicom-
raunication, together with the large and nu-
merous rivers, forms a system of internal
navigation permeating all parts of the State.

The whole ot Minnesota is believed to be

arable land, and its soil well adapted to

small grains.

2. Dacotah (including Wyoming). This

territory is thus described :

Daeotah embraces a large scope of unoccu-
pied territory, fringed with white settlements
in its southern border along the Missouri
river. It may be divided into two tracts
nearly square, of which the eastern extends
from the boundary of Nebraska northward to

the national frontier, and measures a little

more than 400 miles square. The western
portion forms a sort of echelon to the eastern
and extends from the boundary of Colorado
northward to that of Montana, being an ob-
long figure, the length of which and breadth
respectively are 330 ond 260 miles. The ex-
treme leDglh of the Territory is 900 miles, its

extreme breadth 535, its area being 240,597
square miles,or 153,982,080acres. The eastern

section is traversed by the Missouri river, the

numerous affluents of which form an exten-

sive system of internal navigation and drain-

age. Daeotah has been described by geogra-

phers as an undulating plain rising gradually
westward to the Rocky mountains, with an oc-

casional approach to hills or terraces. There
is nothing that can be called mountain within

its limits. The eastern and southern parts of

the eastern section are known to present very
considerable agricultural facilities.

There are 145,000,000 acres of public land

undisposed of in this territory.

3. Nebraska, the youngest State in the

American Union, extends from the Missouri
westward to the Rocky mountains, with an
extreme length of 412 miles, decreasing to 310
miles on the southern border, its extreme
width being 208 miles, diminishing to 138
miles on the west.

Its area is 75,905 square miles, or 48,636,-

800 acres,

The country through its entire length dips

toward the Missouri river, beiug upon the

western slope of the great central basin of
the North American continent. The larger

portion is elevated and undulating prairie ;

there are no mountains or high hills ; the

bottom lands of the river valleys are gene-
rally level. Above these, from forty to one
hundred feet, are second bottoms or table

lands, sloping backward to the bluffs, which
range with the general level of the country.

These bluffs sometimes rise hundreds of feet

above the river level ; back of these is the

undulating prairie, well watered with springs

and running streams, and covered with excel-

lent grasses.

The climate is milder than in the same
latitude of the Eastern States, In Nebraska

there are 42,523,627 acres of public lands un-

appropriated.

4. Kansas, one of the youngest and largest

States in the Union, occupying the western
slope of the Missouri Valley, varies in length,

from east to west, from 344 to 408 miles, with
uniform breadth of 208. Its area is 81,318
square miles, or 52,043,520 acres.

The eastern half is undulating prairie, al-

ternating with timber. The latter is general-

ly found skirting the streams, which flow

through beautiful valleys. The western part

of the State is more level, the depressions

more gradual, and timber less abundant.
The extreme western portion forms part of

a sterile belt running from the 47th .parallel

to New Mexico. The State is drained bv a
number of large rivers, affluents of the Mis-
souri. No mountains, swamps or marshes
have been discovered. The timber consists

of Cottonwood, sycamore, oak, ash, hickory,

walnut, hackberry, sugar maple, sumac and
willow. The growth of timber is probably
adequate to home demand, but not sufficiently

abundant to form the basis of an export lum-
ber trade.

The soil of the eastern part of the State

is very good, and the State fast filling up with

population. In Kansas there were in 1867-8,

an area of 43,148,876 acres of land.

5. Colorado Territory is an auriferous re-

gion, traversed by ranges of the Rocky
Mountains spreading out and enclosing beau-
tiful table lands called Parks, elevated seve-

ral thousand feet above the sea. The San
Luis Park, in the southern portion, is an im-
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nieuse elliptical bowl, tfce bed of a primeval

se<», elevated by volcanic agency. Its bottom,
seemingly smooth as water surface, embraces
an area of 9,400 square miles, it is watered
by thirty-five mountain streams, descending
from an encircling rim of snow-capped peaks
and ridges, exhibiting a remarkable symme-
try of configuration. The scenery, every-

where sublime, presents the ever-varying

phases of the kaleidoscope; successive es-

carpments of terraced hills terminate in an
amphitheatre of mountains enclosing an area

of 18,000 square miles. Upon their rugged
sides the point of cessation of all arbores-

cence is clearly distinguishable, above which

the naked granite and snow mark the reign

of perpetual winter. The atmosphere is per-

fectly pure, transmitting the wondrous beauty

and variety of the scenery, and the vivid and
gorgeous colorings of the sky, iris-like, play-

ing in interchanging lights and shades as

varied and copious as the altering angles of

the solar rays. There is scarce any spring or

autumn, the year being divided between a win-

ter and a summer, both characterized by
mildness of temperature and narrow range of

barometic and thermometric oscillation.

Northward are three other Parks, named
in their ascending order South Park, Middle

Park and North Park; they are smaller in

size and less variegated in beautiful and sub-

lime scenery, yet not unworthy of association

with San Luis Park. The remaining portion

of Colorado may be briefly described as moun-
tainous, with occasional reproductions of the

peculiar features above described. The ele-

ments of an agricultural character are as yet

variously reported, but unquestioned facts

represent enormous yields of cereals from

imperfect agricultural enterprise. Sixty bush-

els of wheat to the acre is a crop well attested

in several localities. The mineral wealth of

the country is enormous ; the yield of gold in

1862 was reported at 112,000,000. Silver

has been mined on Snake' river which pro-

duces §600 per ton. Large tracts of bitumi

nous coal are also reported. The population

in 1860 was 34,277; in 1863 it was 80,000;

the present population is a matter of con-

flicting estimates. It is probably near 100,-

000. The immigration is rapid. The com-
pletion of the Pacific Railroad will soon

enable it to reach a still higher aggregate.

Denver City, Central City, Colorado City and
Nevada City are the principal towns. The
public lanas undisposed of in Colorado are

over sixty-two million eight hundred and fifty

thousand acres.

6. Utah Territory, forming part of the sur-

veying district of Colorado, is without an or-

ganization for the disposal of the public

lands, no land district having as yet been

authorized. No surveys, therefore, have been

prosecuted in Utah during the last year,

except the subdivision of the vacated Indian

reservations of Deep creek and Corn creek

into forty-acre tracts, as required by the pro-

visions of an act of Congress ot May 5, 1864,

for vacating and selling the present Indian

reservations therein. The returns of these

surveys show the area embraced within those

reservations to be ninety-two thousand six

hundred and seventy-three acres, which with

the former surveys of similar lands, as also

of the public domain, exhibits an aggregate
of surveyed lands in Utah of two million

five hundred and seventeen thousand nine

hundred and twelve acres.

Utah has 51,139,646 acres of public land

unappropriated.

It is a singular comment on our boasted

laws and institutions, that the Government

has been unable to sell its land in Utah, on

account of the Mormons.

7. Mew Mexico was acquired from the re-

public of Mexico, it having been for ages
occupied with the institutions of Spanish
civilization. The average length from north
to south is 352 miles, and average breadth
332, with an area of 121,201 square miles, or

77,568,640 acres.

East of the Sierra Madre the general as-

pect of the country is mountainous, with the
exception of the longitudinal valley of the

Rio Grande, about twenty miles wide. The
mountain ranges vary from 6,000 to 12,000
feet in altitude, and are composed of igneous
rocks. The interior forms a varied country,
well wooded and of generally good agricultu-

ral character. The soil of the valley of New
Mexico, though to superficial observation not

promising, is rich in elements of fertility

which a judicious irrigation easily develops.

The most fertile part of this valley is below
Sante Pe, and is called Rio Abajo, or coun-
try down the river. It is not uncommon
here to raise two crops a year. The table

lands are admirable for grazing, producing
a sort of grass which is naturally cured by

the operation of the climate. The latter is,

on the whole, very equable and salubrious.

The mutton raised in New Mexico is re-

nowned for its excellence. The production

of cereals, potatoes and other articles of food

for man and beast, is very large for the

amount employed in agriculture. The harder
kinds of wood are very scarce. Cottonwood,
however, is found in considerable quantities

on the banks of the streams.

New Mexico has 73,005,192 acres of public

lands unappropriated.

8. Arizona Territory, one of the extreme
south-western political divisions of the United

States, forms part of the basin of the Colorado.

Its surface consists of elevated table lands,

broken by mountain ranges and interspersed

with fertile valleys and sandy wastes. Its

northern and north-eastern portions are com-
paratively unexplored and mostly in the oc-

cupancy of Indians. South of the Gila and
west of the 112th meridian the country i3

sandy, supposed not generally arable, except

along that river. In other portions there are

many beautiful valleys, containing millions

of acres of extraordinary fertility, producing

wheat, barley, oats, tobacco, fruits and vege-

tables. In the south, cotton and sugar crops

are remunerative, and on the hills aud moun-
tain sides is found a rich and abundant pas-

turage. Indeed, here are some of the finest

graziug lands in the Union.

Arizona has 68,855,956 acres of public

lands unappropriated.

9. California extends along the Pacific

coast seven hundred and fifty miles, with an

average breadth of two hundred and thirty.

Its area is 188,981 square miles, or 120,947,

840 acres, of which not less than eighty-nine

millions, including swamp and tule lands ca-

pable of reclamation, are suited to some
kind* of profitable husbandry. Of these,

over forty millions are fit for the plough, and

the remainder present exoellent facilities for

stock raising, fruit-growing and all the other

branches of agriculture. This agricultural

area exceeds that of great Britain and Ire-

land, or the entire peninsular of Italy. The

State also contains about forty millions of

acres of mineral land, unsurpassed for pro-
ductiveness.

About thirty millions of acres have been
surveyed, leaving a residue unsurveyed of
ninety millions. Nearly nine millions have
been granted to the Stale by the general
Government, under various acts of Congress,
for common schools, agricultural colleges,
public bui Idings and internal improvements.
Of the forty million acres of arable land,

fourteen millions are found in the basin of
the Sacramento and San Joaquin rivers,

sixteen millions in the coast valleys, and the
residue in the region called the " Colorado
Desert," in Owen's River Valley and the
Klamath Basin. When irrigation is practiced
on an extensive scale, as it must be within
a few years, and the valley of the Colorado
is brought under its influence, much of what
is now characterized as "desert" will become
productive and valuable. The land not fit

for the plough, but valuable for grazing and
in a measure for horticultural purposes,
especially the grape culture, is to be found
on the foot-hills and slopes of the Sierra Ne-
vada and Coast Range Mountains.

There are in California 106,062,392 acres

of public lands unsold and unappropriated.

10. Nevada was admitted into the Union
October 31, 1864. Its area, according to the

boundaries defined in its own constitution, is

81,539 square miles, or 52,184,960 acres.

By an act of Congress approved May 5, 1866,

provision was made for incorporating within

its limits additional territory on its eastern

and south-eastern borders, and which now
constitutes a part of the soil of the State,

increasing its area to 112,090 square miles,

equal to 71,737,741 acres, included within the

following boundaries, to wit: Commencing
on the 42d parallel of north latitude at the

intersection of the meridian of the 37th de-

gree of longitude west from Washington

;

thence south on said meridian to the middle

of the river Colorado of the West; thence

down the middle of said river to the eastern

boundary of the State of California; thence

with the eastern boundary of California to

the 42d parallel of latitude ; thence east with

said parallel to the place of beginning. The
water surface of its numerous lakes may
cover an area of 1,690 square miles, or 1,081,-

600 acres, leaving a land surface withiu the

State of 110,400 square miles, equivalent to

70,656,141 acres, being more than twice the

size of the State of Illinois, nearly four times

the size of Indiana, and containing about

one-fourth the area of the Persian empire, to

which, in geological formation, it has some-

times been compared. About 1,000,000 acres

of the public lands have been surveyed, and
about 5,000,000 are held by the State under

the various acts of Congress granting lauds

for internal improvements, schools and roads.

Nevada constitutes a part of the great in-

terior basin included between the Wasatch

and Sierra Nevada mountains, and lies from

4.000 to 6,000 feet above the level of the sea,

everywhere traversed by longitudinal moun-
tain ranges, rising from 2,000 to 8,000 feet

above the adjacent country, with intervening

valleys and plains, the waters of which are

absorbed in saline lakes or swallowed up by

the earth, its rivers and lakes finding no out-

let to the sea, except in the south-east corner

bordering on the Colorado river.

Nevada has 67,090,382 acres unappropri-

ated.

11. Oregon has California on the south and

Washington Territory on the north, extending
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from the Pacific ocean to Snake river, the

latter constituting a part of its eastern boun-

dary. It is 350 miles long from east to west,

and 275 wide from north to south, containing

95,274 square miles, or G(>,975,360 acres,

being about half as large as the State of Cali-

fornia.

The Coast mountains and the Sierra Ne-
vada, traversing California, continue north-

ward through Oregon; the latter, after leav-

ing California, are named the Cascades.

Near the southern boundary the chain throws

off a branch called the Blue mountains,

which extends norlh-eaatwardly through the

State, passing into Washington and Idaho.

The course of the Cascades through the

State is generally parallel with the shore of

the Pacific, and distant therefrom an average

of 110 miles. In California the direction of

the Coast mountains ar.d coast valleys is that

of general parallelism with the sea-shore
;

the mountains sometimes approaching close

to the shore and then receding- miles from

it, leaving belts of arable land between tbem
and the ocean. In Oregon the Coast Range
consists of a series of high lands running at

right angles with the shore, with valleys and
rivers between the numerous spurs having

the same general direction as the highlands.

In reference to climate and agricultural ca-

pacities, Oregon may be divided into two

distinct parts, the eastern and western, lying

respectively on the east and west sides of the

Cascades.
Western Oregon, the portion of the State

first settled, and containing the great prepon-

derance of its present populatiou, is 275 miles

in length, with an average width of 110, be-

ing nearly one-third of the whole State, and
contains about 31,000 square miles, or nearly

20,000,000 acres, all of which is valuable for

agriculture, for grazing, or for timber grow-

ing, excepting the crests of some of the high-

est mountains. It is more than four times

as large as Massachusetts, nearly three times

as large as Maryland, and is greater in exlent

than the united areas of Maryland, New
Jersey, Massachusetts and Rhode Island.

Oregon has 52,742.678 acres unappropri-

ated,

12. Washington Territory, immediately

north of the State of Oregon, is 345 miles

from east to west, and 230 from north to

south, containing about 69,994 square miles,

or 44,796,160 acres; about three and a half

millions of which are surveyed. The Cas-

cades divide it, like Oregon, into eastern and
western sections, differing from each other in

climate, soil and natural and cultivated pro-

ducts. Although occupying higher latitude

than Oregon, the climate of the western sec-

tion is very similar to that State. It is said

to resemble also the climate of England, in

the amount of rain-fall, as well as in the range
of the thermometer throughout the year.

13. The Territory of Idaho, from north to

south, is 410 miles ; its width on the southern

boundary 385; while on the northern it is

about 50. It contains 90,932 square miles,

or 58,196,480 acres, nearly all of which is

subject to disposal as public lands.

14. Montana, with the exception of a small

projection, lies between the 45th and 49th
parallels of latitude and the 104th and 116th
meridians of longitude, embracing an area of

143,776 square miles, or 92,016,640 acres, all

of which is subject to disposal as public

lands

In summing up the results in these fourteen

States and Territories, we find the aggregate

of unappropriated public lands to be as fol-

lows :

Acres.
California 106,062,392
Minnesota 36,776,170
Oregon 52,740,078
Kansas 43,148,870
Nevada 67,090,382
Nebraska 42,523,627
Washington 41.627,404
New Mexico 73,005,192
Utah 51,139,046
Dacotah 145,295,284
Colorado 02,870,605
Montana 86,904,605
Arizona 68,885,954
Idaho 54,963,344

Aggregate 933,029,679

In addition to this quantity, there are in

the States of Iowa, Missouri, Arkansas and

Louisiana, west of the Mississippi, 30,000,000

acres unsold and unappropriated. In the

Slates east of the Mississippi, there are about

30,000,000 more, making in all one thousand

millions of acres of unsold and unappropriated

public lands. At the rate of twenty sections,

or 12,000 acres, per mile, for the Northern

and Southern Pacific roads, averaging 1,400

miles each through the public lands, the

whole amcunt consumed by railroads will be

33,600,000 acres, or one-thirtieth part of the

public domain. There is not a private land

owner in the country who would not give one

acre in thirty to make a road, and it is en-

tirely certain the people of the United States

can do nothing with their landed domain so

advantageous as to make those roads. We
do not share either the spirit or principles of

those who would have this Government ex-

hibit a stingy, picayune spirit in the improve-

ment and development of the country. It is

the only really good thing the Government

can do in times of peace, and we have not,

and shall not use the public lands as fast as

we acquire new territory.

Ho! for Mackinaw!

It will be remembered that we chronicled

last fall, the departure for Mackinaw City of

our old friend and citizen of Cincinnati, Ed.

gar Conkling, Esq. Mackinaw City was then

an unbroken wilderness, but the merry ring in

the primeval forest of the woodman s ax has,

in a measure, changed the face of nature, and

the base of a great future metropolis has

been laid. To the north-west shore of this

"natural ferry across the lakes," will point

the great North Pacific Railroad, just as cer-

tain as the sun rises and sets ; and with equal

certainty, will connecting lines meet it on

the south-east side of the straits, making it a

" toll-gate " on the commerce of the world

that can not fail, under the judicious, ener-

getic and liberal management and proprietary

ownership of Mr. Conkling, to build up a great

citv. The wonderful mineral wealth of the

south shore of Lake Superior, as well as the

northern portion of the lower peninsular, with

the combined facilities of lake commerce and
the connecting of railroads, that before the

next five years must meet there, will build up
a manufacturing and commercial interest at

this point unsurpassed in the growth of Ame-
rican cities. We understand that docks and
piers have been built this winter, and conve-

niences arranged for the transaction of steam-

boat business, wood chopped to supply pas-

sing boats, and a considerable number of

families have pitched their cabins to start

the town. When the whisileof the locomotive

coming from Cincinnati and the South, by

the Cincinnati, Grand Rapids and Mackinaw
road, from New York by the Detroit and
Mackinaw road, both land-grant roads, with

means enough to construct them, and that

have to be made within the next five venrs,

or forfeit their princely grants, and the vTuis-

tle of the North Pacific, freighted with goods

and passengers, from Asia, shall hail each

other across the narrow straits, then will the

dream and hopes of our worthy townsman
be fulfilled, and he will be prepared to say,

" Now let thy servant depart in peace." We
trust, however, although thus prepared, he

may long live to enjoy the fruit of his sagaci-

ty, and enlarge the sphere of his usefulness.

The following is the first blast from the

Herald's bugle announcing the coming com-
mercial Queen of the Lakes:

STEAMER GRACE DORMER!
Daily Freight and Passenger Line

BETWEEN

CHEBOYGAN,
MACKINAW CITY,

AND MACKINAW.

The only connection with the Grand Trunk

and tbe Buffalo and Green Bay Line of

Steamers,

TOUCHING WHEN REQUIRED AT

Hammond's Bay, Detour, Carp River,

St. Helena, Cross Village, Little

Traverse, Beaver Island.

And all other important points in the vicinity

of the Straits, thus forming the best Steam-

boat, Freight and Passenger Line between

the North and South Shores, giving to the

tourist facilities which can not be equaled.

O. H. SHURTLIFF, Captain.

AGENTS.— T. A. Perrin, Cheboygan ; P.

Divine, Mackinaw City; J. Bates, Macki-

naw.

The business of Savannah is rapidly

on the increase. During the past five months
the cotton exported amounted to 1,300,000

bales, while that shipped from Charleston was
about 800,000. The duties on imports have
averaged per month $65,000 in gold. Con-
siderable northern capital is finding its way
to Savannah, which, so far as business is con-

cerned, seems to have taken the lead of most
of the cities of the South.



116 THE RAILROAD RECORD.

Rookport Triumphant.

THE COUNTRY SAFE.

RA1LR0A!

nobody hurt:::

Railroad Prospects.

[From the Jasper Weekly Courier ofMay 13.

We are informed by Mr. S. Bixler that he

has received a letter from Dr. Sabin, Secreta-

ry of the Rockport and Northern Central R.

R Co., in which he is informed that the

§300,000 asked of Cincinnati has been
subscribed in that city, but that it is necessa-

ry that the donations along the line should

also be made to the amount of $300,000,
bs contemplated, but which at the time of

the meeting in Cincinnati was not quite ac-

complished. This can be readily done, how-

ever, if those who have charge of the sub-

scription books will go to work with a will,

which we hope they will do immediately.

We have also received two circulars from
Cincinnati, entitled "Railioad Record-ex-

tra," and published by E. D. Mansfield and
T. Wrightson, urging reasons why the capi-

talists of Cincinnati should not encourage

this enterprise, and endeavoring to divide and
confuse the counsels of its friends. The main
points in these "Records" are based upon
gross misunderstandings, which it might be

worth while to correct, if the money
was not already made up in
tbat city, but that being the case, the

point to them is blunted, and their correction

rendered unnecessary.

We say now to the people along the line go
to work, subscribe the amounts which you
ought, and Cincinnati will soon realize the

benefits she will derive from her liheral aid,

the statements of the " Record " be practi-

cally demonstrated to be wrong, and you
have all the advantages to be gained from
being on a line of railroad connection with
the business world.

The fact is, at the date of the above publi-

cation, about $35,©OO only had been sub-

scribed. If the $250,000 on the line of

the road is in an equally hopeful condition,

how long will it take to raise the balance?

Comment is unnecessary.

Illinois—New Constitution.

PROVISIONS IN RE0ARD TO RAILROADS.

The proposed new constitution of Illinois

makes the following provisions in regard to

the management and operating of railroads

in that State. Of the wisdom of some of the

provisions we have very grave doubts, espe-

cially as they are to be incorporated into the

fundamental law of the State, which, unlike

an ordinary statute, is not changeable annu-

ally as experience may dictate:

Section 9. Every railroad corporation or-

ganized or doing business in this State, un-
der the laws or authority thereof, shall have
and maintain a public office or place in this

State for the transaction of its business, where
transfers of stock shall be made, and in which
shall be kept, for public inspection, books, in

which shall be recorded the amount of capi-

tal stock subscribed, and by whom ; the names
of the owners of its stock, and the amounts
owned by them respectively ; the amount of

stock paid in and by whom
; the transfers of

said stock; the amount of its assets and lia-

b lities, and the names and place of residence

of its officers. The directors of every railroad

corporation shall annually make a report,

under oath, to the Auditor of Public Accounts,
or some officer to be designated by law, of

all their acts and doings, which report shall

include such matters relating to railroads as

may be prescribed by law. And the General
Assembly shall pass laws enforcing by suita-

ble penalties the provisions of this section.

Sec. 10. The rolling stock, and all other
movable property belonging to any railroad

company or corporation in this State, shall

be considered personal property, and shall be
liable to execution and sale in the same man-
mer as the personal property of individuals,

and the General Assembly shall pass no law
exempting any such property from execution
and sale.

Sec. 11. No railroad corporation shall con-

solidate its stock, property or franchises with

any other railroad corporation owning a pa-

rallel or competing line ; and in no case shall

any consolidation take place except upon
public notice given, of at least sixty days, to

all stockholders, in such manner as may be

provided by law. A majority of the directors

of any railroad corporation now incorporated

or hereafter to be incorporated by the laws of

this State, shall be citizens and residents of

this State.

Sec. 12. Railways heretofore constructed,

or that may hereafter be constructed in this

State, are hereby declared public highways,

and shall be free to all persons for the trans-

portation of their persons and property there-

on, under such regulations as may be pre-

scribed by law. And the General Assembly
bhall from time to time pass laws establishing

leasonable maximum rates of charges for the

transportation of passengers and freight on
the different railroads in i his State.

Sec. 13. No railroad corporation shall issue

any stock or bonds, except for money, labor,

or propprly actually received and applied to

the purposes for which such corporation was
created; and all stock dividends and other

fictitious increase of the capital slock or in-

debtedness of any such corporation shall be
void. The capital stock of no railroad cor-

poralion shall be increased for any purpose,

except upon giving sixty days' public notice,

in such manner as may be provided by law.

Sec 14. The exercise of the power and the

right of eminent domain shall never be so

construed or abridged as to prevent the taking

by the General Assembly, of the property and
franchises of incorporated companies already

organized, and subjecting them to the public

necessity the same as of individuals. The
right of trial by jury shall be held inviolate

in all trials of claims for compensation, when
in the exercise of the said riaht of eminent
domain, any" incorporated company shall be
interested either for or against the exercise

of said right.

Sec. 15. The General Assembly shall pass

laws to correct abuses and prevent unjust dis-

crimination and extortion in the rates of

freight and passenger tariffs on the different

railroads in this State, and enforce such laws

by adequate penalties to the extent, if neces-

sary for that purpose, of forfeiture of their

property and franchises.

Cincinnati, Lebanon & Delaware Kail'
road.

MEETING AT XENIA.

There was an enthusiastic meeting on tbe

20th of this month, at the Court House in

Xenia, to consult upon the interests of that

city in reference to tne line of railroad which
it was proposed to construct from Delaware to

Cincinnati, and also to ascertain the feeling

(pecuniarily aud otherwise) of the citizens of

the city and county in reference to said road.

Gov. A. G. McBurney, of Lebanon, said that

a charter for the road has already been ob-

tained from Cincinnati to Delaware. He
took it for granted that the people of Xenia
understood tbe advantages of railroads.

Xenia already has two—one opening com-
munication with the East, another with the

West; but fortunately both of these are under

the control of one corporation, a gigantic cor-

poration, reaching out in hll directions, and
striving to get everything in its hands. You
already feel the power of this monopoly

;
you

know how it operates. Now the question is,

what can be done to give the people some of

the advantages of railroading, as well as a

great monopoly ?

Now as to the advantages of the proposed

route. It is, first, 28 miles nearer by it from

Columbus to Cleveland than is any other.

One great object in railroading is to run roads

over the slraighest possible line, beariug to

or away from points according as they give

greater or less assistance. Tbe road will cost

$10,OUO per mile. The road shortens the dis-

tance from Springfield to Cincinnati, if it goes

by Xenia, to 71 miles—a saving of 13 miles.

From Xenia down, there is but one bend—

a

loss of a mile—so that the saving from Xenia

to Cincinnati is 12 miles. Now do you need

a road of this kind ? Undoubtedly you do.
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You all remember the old Cincinnati, Leba-

non <& Xenia Railroad. At the time it was

projected I here was a great Railroad fever all

over tbe West. The people of Lebanon ex-

pected to build that, road with $139,000 cash,

and some real estate subscription ; and it was

actually put under contract, the contractors

agreeing to receive the rest of tbe cost in

bonds of the road. Of course, that was a fail-

ure; the contractors failed; and in 1864 the

road went into the hands of a receiver, was

put up to sell, and purchased by the Little

Miami Railroad. They bought it simply to

prevent the road being built This sale was

eventually set aside. Last September it was

sold again for $4,000—forty of our citizens

giving aUOO apiece to purchase t.

Then a company wa3 organized to build a

road under the name of the Cinc-nnati, Leba-

non & Delaware Railroad Company. To this

company the 40 citizens referred to have

denied the right of way. The old company
failed, but it graded the road two-thirds of

the way from Lebanon to Sharon. Railroad

men say this work, as it stands, is worth $150,-

000. Lebanon has raised $50,000 by sub-

scription. Books have been opened for sub-

scription at Lockland and other points. Now
we want Xenia and Springfieid and other

points to take interest in the road, and then

Lebanon will do still more; will do all that is

required of her.

Where will this road enter Cincinnati ? I

answer, upon the Cincinnati & Marietta road,

which we will connect with on good and

reasonable terms about 6 miles out of Cincin-

nati. This will give us the use of tbe finest

depot in Cincinnati. All that thing will be

definitely settled before we go on with the

work.
Now, will this road pay ? Well, the Little

Miami has been leased out, at a semi-annual

dividend of 8 per cent., upon a capital stock

of $8,000,000, which is much more than the

road is worth. Our road will be just as good

a one as that. It will run through as rich a

country; pass by as many flourishing and ris-

ing towns, and have eventually as large a

through business.

As to the question of the road increasing

the value ot property, 1 ask you to look at

what the roads you already have have done

for you in that respect. Oive hut a small por-

tion of the consequent increase in value of

your propertv, and tbe road will be built.

Gov. McBurney then told about tbe Spring-

field meeting.

There ought to be a survey from Springfield

to Wayuesville, to meet the Lebanon survey.

The speaker then discussed the probability

of the New York Central Company taking

charge of the road after it is graded, aud mak-
ing it a part of their line for entering Cincin-

nati. It is exactly the most practicable route

for them, and it we survey the whole route

and lay it before Commodore Vanderbilt, I

doubt notit will strike him in the most favora-

ble light.

An Executive Committee has been appointed

at Springfield, to take charge of tbe interests

of that place, in reference to this road.

A Committee of Correspondence, consisting

of one from each county, was also suggested

at the Springfield meeting, and tbe Speaker

hoped its organization would be perfected.

Gen. McBurney spoke of the Stillwater Val-

ley road, which would in all probability con-

nect with this road at Lebanon.
. Mr. J. W. King, of Xenia, said he paid $45

per car to carry his powder to Cincinnati. If

he could save one fifth of that amount, it would

be $450 per year, for he sent one car load per

week. When we go to Cincinnati the new
road would enable us to take an hour's time,

going and coming. Such things as these ap-

peal to us all. Mr. Kins illustrated the addi-

tional charges to which people are subjected,

who have but a single line of road to depend
upon.

Mr. David Egbert, oc Lebanon, described

the disadvantage under which Lebanon labors

lor want of a railroad.

Gen McBurney spoke of the fact that

Xenia is a little out of the straight line, and
must bestir herself, and give enough to pay
for the deflection, else the road may be built,

and Xenia left out in the cold.

Mr Drake, of Lebanon, dilated upon the

moral effect of railroads upon a community,
giving the members of such community fresh

life and energy and vigor and strength. He
illustrated that by a number of anecdotes.

Lebanon had not been revived and roused up,

to a degree, even by the talk about a railroad

which had been heard there recently.

Tbe Committee on Nominations reported

the following for members of the Executive
Committee: Messrs E. R. Stewart, J. W.
King, Daniel McMillan, Eli Millen, Daniel
Martin. For members of tbe Corresponding
Committee for Greene, M. C. Allison.

At Mr. McMillan's suggestion, his name
was dropped

; that of D. N. Harbine put in

his place, and L. Arnold added to the Execu-
tive- Committee.

Mr. J. W. King offered a resolution that

Xenia will do her share in bearing the expen-
ses of the survey. Adopted.

Mr. C. M. Nichols, of Springfield, said he

felt authorized to pledge Springfield to pay
hershare of the preliminary survey. He had
no doubt she would do her share also in build-

ing the road. He suggested that the commit-
tees estimate as quickly as possible the cost

of the road, and make an assessment upon
each of the counties through which it is to

pass, so that each can go immediately to

work.

Mr. Hilliard said there is danger that a

different line into Cincinnati will be agreed

upon by the Eastern roads interested, and,

consequently, action should commence at

once.

A question was asked as to the cost of the

preliminary survey, auout which there seemed
to be a wide difference of opinion, the answers

varying from $1,500 to $4,000.

On motion of Mr. McMillan, Mr. E. W.
Woodward and R. M. Shoemaker were recom-

mended to the Executive Committees as being

either of them a suitable person to make the

survey.

The meeting then adjourned, Gov. McBur-
ney stating that a similar one will be held in

Lebanon, to-morrow.

The people along the line of the proposed

road seem to be in real earnest about the

matter. There is no doubt that those of

Xenia, especially, are alive to the importance

of their town being a point upon the line,

provided it is to be built. But their interest

must take a material direction, and they must
not think of raising less than $150,000 for the

new road.

That they cin do this there is little doubt.

The question is, will they? There is much
wealth in Xenia and vicinity. A large share

of it is in the hands of a comparatively small

number of individuals, and h«retofore these

have not been specially credited with enter-

prise or public spirit. The C. L. & D. Rail-

road furnishes them an opportunity of show-

ing that they have been unappreciated and
misunderstood, Y. S.

l'acific Railroad of Missouri.

The Twentieth Annual Report for the year
ending February 28, 1870, is as follows :

GROSS KARNINQS FOR THE YEARS 1870 AND 1869.

1870. 1809.

From passengersfl, 399,363 24 $1,307,357 31
From freight. ... 1,009,016 83 l,67o,469 16
From U. S. Ex-

press Co 02,640 85 62,715 32
From mails 52,037 52 45.049 92

Total $3,213,058 44 $3,091,591 71

Netincrease $119,939 68

Gross earnings for the year $3,213,058 44
Less operating expenses 2,318,713 62

Net earnings $894,344 82

Operating expenses, 1869 (per-

centage) $72 16
Operating expenses, 1868 (per-

centage) 63 49

The operating expenses for 1869 apparently

exhibit an unfavorable comparison with the
previous year, 1868. It is not so in reality.

The difference is accounted for in the pur-

chase of new iron and ties, exceeding similar

purchases made during the year 1868, and
amounting in the aggregate to $240,000.

Equalizing these accounts, the comparison
would stand as follows:

Operating expenses last year,

1869 (per cent) $64 90
Operating expenses previous

year, 1868 (per cent) 63 40

Gross earnings of the Missouri River Rail-

road (26 miles between State line and Leav-
enworth) for ten months, ending 31st De-
cember, 1869, were:

Passengers $41,570 53
Freight 20,127 36
Mails 2,166 60

Total $63,864 49
Gross earnings of the Osage Valley and

Southern Kansas Railroad (between Tipton
and Boonville) for the year ending 28th Feb-
ruary, 1870, were:

Passengers $19 816 75
Freight 8,240 03

Total. $28,056 78

At the date of the last annual report, the

change in the gauge of the road, at an early

day, was in contemplation. The undertaking

was regarded as one of serious moment, in-

volving, as it necessarily must, a break in the

business of the road, and a protracted de-

rangement in its operations. The labors and
responsibilities involved in this change were,

after being duly considered, undertaken and
successfully carried through, in July last,

within the time contemplated when the mat-

ter was under consideration. The cost of

changing the gauge of track amounted to, as

follows :

Eastern Division. $34,078 47
Western Division 15,566 55
Boonville Branch 1,286 95

__ $50,931 97

Average cost per mile, east and west divi-

sions, including Boouville branch and thirty-

six miles of sidings, $137 84. This may be re-

garded as satisfactory in its cost, as it was
prompt and successful in execution.
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The total cost of the change of gauge for

labor and material in the machinery and

track departments, up to February 28, 1870,

amounts to $208,646 90.

A committee appointed to investigate the

matter of the several leases of other roads by

this company report very unfavorably upon
them all, and conclude as follows:

"In conclusion, your committee express

their believe that it would have been just and
proper that the stockholders of the Pacific

Railroad should have had opportunity to ex-

press their opinions and wishes upon these

leases the same as was accorded to the stock-

holders of the Missouri River Railroad, and,

in fact, so carefully guarded were the inter-

ests of the stockholders of the Missouri

River Railroad by their faithful Directors,

that for want of their acquiescence with their

first lease it was cancelled, and in its stead

another lease was forced upon the stockhold-

ers of the Pacific Railroad, without their con-

sent, of far more burdensome character.

They would also express their opinion that

the actions of the Board of Directors of the

Pacific Railroad Company did not evince an

anxiety to consult with the stockholders, in-

asmuch as the effort made to obtain the sen-

timent ot the stockholders upon the last and
present lease was negatived by the Board of

Directors in the most emphatic manner."

Railroad Lav,

[From the American Railway Times.]

Baltimore, May 10, 1870.

Messrs. Editors:—Your leading editorial

of April 23 contains the following, which is

its topic

:

"At Baltimore, in the Superior Court,

April 14, a verdict for S>30,000 was given for

Asher Levy for injuries sustained on the Bal-

timore and Ohio Railroad ; also for compensa-

tion for loss of a wallet containing $7,700."

Your informant must have intended a jest

at your expense. The only fact in the state-

ment is that Ash (not Asher) Levy sued the

Company for damages alleged to have been
sustained by him in consequence of an upset

on the road, caused by the breakage of a
wheel that had been tested and found perfect

at the last station ; and the verdict was for the

defendant! The Court instructed the jury

that the loss of the pocket-book, even if the

jury believed that the plaintiff really lost one,

which was not by any means admitted, was loo

remote a consequence of the accident to be
considered in making up the verdict.

It seemed that Levy kept his loss to himself,

had made no mention of it to the agents of

the Company, who tended him kindly till he

was able to travel, which was in a lew days,

and only proclaimed it alter consultation with

his counsel some time afterward, which led

the court to say that, had the preceding

point not been ruled against the plaintiff,

this fact alone would have been fatal to the

pocket-book part of the case, inasmuch as it

was His duty to state his loss as soon as he
discovered it, which was within the hour, so

that the Company could have an opportunity

of making a search that might have found it.

The Court, then as to the general claim,

instructed the jury substantially that if they

found the road to have been in perfect order,

the machinery unexceptionable, the parties

in charge of both properly qualified and using

all diligence, that the speed was reasonable,

and tnat the accident resulted from the break-

age of the flange and part of the tread of a

passenger car wheel which had been tested

and found perfect at the last station, then the

plaintiff could not recover; and the Court told

the jury that there was no evidence that the

accident had any other cause than the break-
age of the wheel.

In delivering this opinion, the Court (Dob-
bin, J ) carefully reviewed the law upon the

subject, both in England and the United
Slates, and took occasion to say that if the

defendants chose to take the risk,—which they

had done in the hypotheses of their prayer
for instructions,—and, enumerating all possi-

ble causes whatever of accident, to assume
the task of satisfying the jury that they had
done all that human foresight could do to

provide against each and every one of tbem,

—

that, if the defendants were willing to do this,

it was unreasonable not to permit them to ex-

onerate themselves by proving the facts on
which they relied Negligence, the Court
said, was a mixed question of law and fact.

It was for the jury to find the facts. It was
for the Court to say whether they relieved

the defendants from the charge of negligence
in law. If all the facts stated hypothetically in

the defendants' prayer were true, then there

was no negligence. It was for the jury to say
whether they were true or not.

The jury found them to be true, and they

gave a cleau verdict for the defendant. The
case was one of unusual interest, and was
thoroughly contested How it came to be re-

ported to you as it has beec-can be explained

in no other way than that the reporters in-

tended an ill-timed jest at your expense. As
your editorial, as it stands, however just its

reflections are, is calculated to do injustice

by a misstatement of facts, it is asked most
respectfully that this notice may be inserted

in your columns.
Very respectfully,

John King, Jr , Vice President.

The Mineral Wealth of Virginia and West
Virginia.

The iron deposits in Virginia and West
Virginia are equal to, if not more extensive

than, those in Pennsylvania. Along the line

of the Chesapeake and Ohio Railroad are

found inexhaustible deposits of superior iron

ore. From Staunton, Va., to the White Sul-

phur Springs in West Virginia, a distance of

one hundred miles, there are very large quan-
tities of valuable iron ore. Also along the

line of the James River Canal, west of Lynch-

burg, is found superior iron ore in great

abundance.
In fact, the entire Alleghany range of

mountains, in both Virginia and West Vir-

ginia, extending 350 miles, from Maryland to

Tennessee, are filled with iron ore, iu quan-

tity and quality equal to the most valuable

deposits found in Pennsylvania— the largest

quantities being found east of the main Alle-

ghany range of mountains and west of the

Bfue Ridge.
West of this vast area of iron ore deposits

is to be found the Apallachian Coal field of

West Virginia, which, in extent, is greater

than the coal field of Pennsylvania. For the

coal field of West Virginia is estimated to

contain 15,900 square miles, while that of

Pennsylvania is estimated to contain 12,656

square miles. The coal area of Great Britain

is estimated to be 11,859 square miles.

The Chesajieake and Ohio Railroad and
the James River and Kanawha Canal (when
completed to the Ohio River) will pass through

the very heart and center of the coal and iron

deposits of Virginia and West Virginia.

These improvements will pass through New

River Valley, and the great Kanawha Valley,

to the Ohio River, a distance of two hundred
miles, cutting at right angles, the most exten-
sive deposits of cannel, splint, and bitumin-
ous coal known in the world, the coal re-

markable for its superiority in generating
steam, smelting iron ore, and making gas,

and unsurpassed as a fuel.

Thus, in Virginia and West Virginia, and
especially along the line of the Chesapeake
and Ohio Railroad, and the line of the James
River and Kanawha Canal, are to be found
in great abundance and of superior quality

two great elements of a nation's wealth

—

coal and iron.

Not long since, Mr. Gladstone, in a speech
delivered in the English Parliament, said the
commercial prosperity of Great Britain over
all other countries was chiefly owing to her
coal deposits and their location near iron ore
—the coal and iron in close proximity to each
other, constituted ihe substratum of England's
commercial prosperity.

The same may be said of Pennsylvania.
It is the development of the coal and iron of
that State, that constitutes the basis of her
wealth and power. And what has been done
in Pennsylvania may be done in Virginia and
West Virginia, and even to a greater degree.

For the deposits of coal and iron are more
numerous and varied, and more favorably
located for a thorough development by means
of Virginia's central water line and railroad,

uniting the great West with the Atlantic sea-

board — Wall Street Journal.

Lyceum of Natural History.

Prof. J. L. Newberry read a paper on the
" Ancient Lakes of Western North America,
their Deposits and Drainage." The topo-

graphical changes of the western part of the

contineut have been extensive, and have
deeply affected the animal and vegetable life

once flourishing in regions now desolate. The
tertiary deposits of the Atlantic slope, and
some in the region of the Sierra Nevada, are

marine; but the vast iuland basins contain
tertiary fresh water deposits, containing fossil

plants in great numbers, and a remarkable
series of animals remains. Among these the

speaker mentioned two species of rhinoceros,

the elephant, various horses, and the sabre-

tooth cat, the tooth of which measures, in one
specimen, eight inches outside of the jaw, the

most formidable tooth of an animal of which
we have any knowledge. These tertiary de-

posits of the West are made in fresh water
basins, in a region were almost no fresh

water basins can now be found.

Almost everybody going to California talks

about chalk deposits. Following in the old

emigrant train you will see various slabs of
this chalk-like earth set up for grave-stones.

These infusorial beds are portions of these

fresh water deposits. On the western side of

the Rocky Mountains the deposits are similar,

and are rich iu diatoms. The fauna are in-

teresting. On the east side of the Rocky
Mountains the tertiary deposits have been but

little studied, although I have paid some at-

tention to them. There are many beds along

the upper waters of the Missouri. The banks
of the Deschutes or Fall River, a tributary to

the Columbia, show strata of volcanic ashes,

"chalk," and beds of columnar basalt. The
basalt frequently overlies the sedimentary

beds
The rivers of the inland basin run through

a sort ,of table lands comparatively level, in

which they ha»e cut down deep canons, the
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walls of which are sometimes 1,200 to 2,000

feet high, and nearly vertical. The conclusion

to be drawn is that on bolh sides of the Rocky
Mountains there was at one period vast fresh

water lakes, covering an area many times
greater than our present lakes (Superior,

Michigan, etc ). The climate of the period

was sub-tropical, and the fauna more abund-
ant than in any part of the world at the

present time. In that well-watered age, men
lived, and vegetation luxuriated even in

Greenland.
The great Salt Lake basin represents a

series of such lakes, anciently fresh, but now
Bait, because of the lack of drainage. A
large part of this basin now consists of alka

line plains, carried by the drainage from the

mountains, the streams of which dissolved

various salts in their course, and left ihem in

the basin by evaporation. The central por-

tion of the inland basin is not drained; but

to the north and south the drainage by the

Columbia and Colorado and their tributaries

is good. The water must at one time have
stood some four thousand feet higher than it

now does. At the bottom we have the depos-

its of these deep fresh waters. Their ancient

outlines can still be easily traced.

The Rocky Mountains are older than the

Sierra Nevada, and were originally the coast

range, the latter being under the ocean. The
emergence of the Sierra made fresh water

lakes in the central plateau, the drainage for

a time flowing north and south between them.

This is the period of the fresh water deposits.

On the east of the Rocky Mountains these

lakes reached from Texas far to the north,

giving ns immense fresh water formations, of

which our present lakes are but miniature

representations. As the drainage was cut off

from the central basin, and the annual rain-

fall decreased, the undrained lakes became
salt, and shrunk until the annual evaporation

balanced the annual supply. This is now the

case; and Salt Lake, though subject to minor
fluctuations, is on the whole drying up.

—

Engineering and Mining Journal.

—The school teachers of San Francisco

have arranged for an excursion to New
York by rail, leaving that city on the 28th

i nstant.

—Ten feet a day is reported to be the

average progress made in the Hoosac Tunnel,

and they keep boring away.
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FREE!*

TVO CHANGE OF CARS
From Cincinnati PaltlTTinTP anA nut ONE

or Columlms to CHANGE
l*hilatiflphia and 2tew Jorft.

Ask for TICKETS and
HAUUAGK CIIKCKS vii.Baltimore &. Ohio R.R

J. I,. WILSON, Master of Transportation.
L. M. COLK, General Ticket Azent.
G. B GIliSON, General Western Passencer Acent.

JANUARY 1st, 1870.

Cincinnati to at. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

JsSerson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15 A.M. 10:55P.M.

Osgood Accommodation.... 3:10P.M. 8:45 A.M.
Throuph Western Express 6:1" P. M. 8:30 P.M.
Niyht Express 10:20 P. M. 0:00 A. M.

The 5:10 P. M. train runs daily. Trains run by Vin-
r;e nnes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Tine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. O. BONDURANT. Superintendent, Cin. O.
C. E. FOLLET, GecVl'ick't Ag't, St, Louis, Mo.

1180

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co,

Manufacturing Agents,

Wilmington, Delaware, or
CHAS. BOCKUS A CO, Uoston, Jla»».

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMl'ANT,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofKailroadMachinery
GEORGE Q LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary.

12-6-70,52
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33RI12 BAILWAT.
1100 MILES under

One Management.

MILES without

Change i f to

BROAD GAUGE, DOl'BLETRACK ROUTE

newyobkTbost
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia. Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

3F*ennsylvania.
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to" NEW YORK, - 625 Miles.

DUNKIRK: to NEW YORK, - 460 Wiles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to MEW YORK, - 386 Miles

22 to 27 MILES the'sHORTER'ROUTh.

TWO EXPRESS TRAINS DAM/fiT
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadlsy Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'li time.

7.00 A. If., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Day ion 9.1^) A.
M.; Urban.:., 10.29 A. M ; Galion, 12 57 P.M.;

Mantfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10P.M.; Meadville, 8.00P.M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. 1VJ.; Urbana,
1 25 A. M.; GalioD, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine)

;
Horuells-

ville, 6.19 P.M. (Supper); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Cnaclies of tlie style peculiar to the

Broad G^iujre. arranged for hoili Day and Ni^ht 'travel,

are attached to this train at Cincii.nati and run through to

New York, forruintf the Only S.i file running through
860 Miles nithont Change.

Boston ami New EuglaiMj Passengers,
witJi llseir Baggage, are t runsferred FltEE
OF CHARGE in Sew York.

jr~p The Erie Railway Company has opener] a new
Ferry from their Jersey City Depo' to the foot of Twenty-
third Street. New YorV:, thus enabling pacsengers to reach

he upper portion of the city without the expense and an-
noyance of a streetcar or omnibus transfer.

fr~p The scenery along the entire ronte of the Erie
Railway is of the most picturesque anrt beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, vill find in its ever changing landscapes sub
jects of continual admiration and interest

BaggageCheck'd Through
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be ohtaired ;it the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 116 Vine St., 4 Burnet
House, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
gcuth-west- WM. R. 3SAUR,W B- SHATTUC, Gen'lPaae'rAg't

general Southern Agent.

Best Route to St. Louis and Chicago

] INDIANAPOLIS,
-*- CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

SP 1

..

C H I C A. a o,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Kail and H-iver Towns and Cities in the West,
North west and South-west.

IG^TheV.SSA. M. train runs daily.

ON AND AFTER SnNDAY, DEC. 5TH, 1PG9, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... i.20 am 12.4U am
St Louis and Springfield Express... 2.40 pm 7 35 am
:: St. Louis and Springfield Express. B'.SU pra 3.42 pm
Lawrenceburg Accommodation. ...... 10. 1 U am 2.35 pm
Lawrenceburg Accommodation 4.?0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 Oil am 10.15 am
Chicago Express 6 SO pm 9-30 pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, corner oi Thud anil Vine ; River Office, corner of
WalnutStreetand River; and at Depot, covnerof Hum
and Peatlstreets. The splendid Passenger Depot of tt.e

I. &c C. Railroad is about a mile neater the businesscenter
of the city than the Depotof any other railroad, and with-
in a few squares of the Postofiiceand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON Superintendent.
A. E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway}.. 7:00 A. M. 6:3» P. M.
do do do .. 0:45 P. M. 7:00 A. M-

Toledo, Detroit Sc Canada 7:15 A. M 10:25 L\ M-
do do do 6:30 P, M. 7*0 A.M.

Lima. Fort Wayne it Chicago.... '7:15 A- M. I0:2.j p. M-
do do do .... 2:30 P.M. 5:40 P.M.
do do do ... 6:30 P. M. 7::iOA. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:v0 A. M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 111:20 A. A.
Muhcieds Indianapolis 7:15.A. M. 10:25 P.M.

do do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton &. Richmond.., 7:15 A, M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20 A. M.
Hamiltcn Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

jatitime.

For allinformationand throughtickets, please apply at
tneoldofiice, south-east cornerof Broadwayand Front; Bur-
net House Office, corner Vinea-nd Bakerstreets^and at the
re3pective depots. East Front and Wesi Sixth streets.

D. MnLAREN, Gen'l Superintendent.
SAM'L STEPHENSON, Gen'l Tick't Ag't.

Omnibuses call for passencerE

The Old And Reliable Route.

Through to Plttsburc without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont ; nue to trans-

port produce and merchandise between Cincinnati and
Piltsbusg, Philadelphia, Baltimore^ New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[Pittsburgh, Pa.

LOUISVILLE & CIKCIKNATI

SHOBT-LIHE RAILROAD,

Time only 3 Ixoixrs

Fare Only §3.50—Transfer from Tlolel or
.Residence to l>epot, in t.'oviugiou, Free.

THE SHORTEST ALL-HAIL ROUTE TO
Louis vilie, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Mori-ing Mail 7,35 A. M. 2, 3np. M.
Evening Express 7. 15 p. m. 3,45 P. M.
Night Express 11,1s P. M. 5,00 A. M.
Walton Accommodation 4,t'UP. M. 0,35 A.M.
The 7 :35 A. M. train runs daily.

Th^ Low Fare Season and Commutation Tickets, good on
the Walton Accommodation . otler great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country resi' ences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
further information as to routes, low fare, &c., please apply
at No 1 Burnet House, or Dep<-t, Covington. Ky.

SAM'L GILL, Gen'l Sup-t. Louisville.

CENTRAL R, R. OF NEW -JERSEY.

Fassenger and Freight Depot in New York, foot of Lib-
erty St., connects at ILouplon Junction with the Dela-
ware, Lackawanna, und Western Railroad, and at Eusion
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Lonis, etc, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1669. Leave New York as
follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannoek
&c.
7:15 a. m.—For Somerville.

~S:30 a in.—For Flemington, Junction, Stroudsburg,
Water Gap, Scranton, Kingston, Pittston. Great Bend^Ai/c.
12 in.—For Flemington, Easton, Allentowu. Mauch

Chunk, VVilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, Scranton. Harrisburg. Ac.
3:30 Ji. ni.—For Easton, Altentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 |>- in.- For Somerviile and Flemington.
H p. 111.- For Easton and intermediate stations.

7 |>. m.—For Somerville.

7:20 i>. m.—Emigrant—Stopping only at the princi
pal stations;

9:00 p. m.— For- Plainfield.

11:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. 111.

—

Westers Express, daily, (except Sundays,)
for Easton, Allentuwn, Hrinisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,) f«ir Easton. Bethlehem, allentown, Readiug, Harris-
burg, Pittshurg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago? Connects at Juncliou with
Delaware, Lackawannaand Western Railroad for all sta-

tion* to &cranion. This train will be run to Easton on
Saturdays as a local irain, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
Allemown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with trniu for Williamsport, Erie'
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., H:30, ft., 9:20, ]n:3t', 11UU a. m —12 m , l:i'0. 2:t0
3:00,3:30, 3:45; 4: 15, 4 30, 4:45, 5:10, 5:25, 5:45, 0:00, G:25,
7-00,7:2 , 7:40, 8:-0, 0:00, 9:40 10:45, 11:51) p. m.

Tickets for the West c;in be obiained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
ntNo. 1 Astor House; Nos. t'54, 271. 520 Broadway ; at

No. 10 Greenwich st., and at the principal hotels.

R. E. RLCKER.huperintendenU
H. P.Baldwin, Gen. Pass. Agtt
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Railroad Approaches to Cincinuall.

One of the misfortunes of cities and Slate?,

it our country, is that they do not foresee

their own future. They make no defined

plans of how things are to bedoi:e1n the fu

lure. Hence, there is a great, waste of money

and a waste of time. Things have lo be

done over again; not only that, but some

things have to be totally destroyed. Here in

Cincinnati we have gone through four gene-

rations of waier-works, and lull as many of

pavements; and today we are contriving

new modes for each. But the most obvious

and palpable want, of system or forethought,

is in our railroad approaches and depots

Not one railroad enters Cincinnati but it

passes through miles of houses, trains of cars,

pig pens, roads, bridges, in fine, every sort of

obstruction and disagreeahle thing But the

disagreeable is nothing. Look at the danger

and inconvenience, and extra expense. Ii

was not foreseen that Cincinnali must have

twenty railroads, and lhat there was no pos-

sibility of getting along comfortably or cheap

ly with ihe various outlets on Mill Creek and

R'ver bank. It was not foreseen that the

Ohio River must be bridged. It was not

foreseen that the railroads would do such an

immense business that ordinary depots would

not answer. It was not foreseen that the

routes naturally taken by the railroads, be-

cause they were apparently the cheapest, were

in fact the dearest. Much of this we stated in

the Record years ago; but it was not heeded,

and now the raiboad companies are begin-

ning to enlarge their ideas and pay out mil-

lions, when twenty years ago only thousands

were required. But they will pay millions

and they will go where they ought lo have

gone in the first place. Tim is ibe inevita

ble. We are reminded of it by seeing the

abutments and stone work of the Newport

and Cincinnati Bridge going up. The abut-

ments are now going up on Front street,

which is to be arched over, and ihe bridge ap-

proaches to be carried on till it is possible'

to move the rail cars on it Now this is a

difficult operation, and a very expensive

one. When the Litile Miami Railroad was

made, every foot of ground wnhin a square

of Deer Creek should have been boughi, and

room got for an immense depot. The depot

has been rebuilt and enlarged twice, but is

not half large enough now. We are told

that the Peunaj lvania Company, which now

uwns the road, have bought the ground west

of Deer Creek, where the Niles' works now

are, for a new passenger depot, and undoubt-

edly something of that sort must be done to

relieve the present depot, and affoid conve-

nience for passengers.

The present depot is nothing but a great

lumber room, filled with cars and boxes, and

surrounded by every possible cart, wagon

and carriage. In fact, the manner in which

passengers have to get on the L. M cars is

disgraceful. Everything is packed, jammed
and dirty; but that is of less importance lo

the Company than the question of bow they

can transact their business there. It will be

very difficult for them to get on to the New-

port Bridge without a heavy grade; but, sup

p se the railroad connection wilh ihe Chesa-

peake and Onio be made, where is it to come
in? It may, by a judicious arrangement,

foreseen and acted on in time, have a much
belter arrangement than that of the Little

Miami. It can only be done in one wav.

This is by keeping above ihe present railroad

and turnpikes, winding round into Deer

Creek Valley, and coming in on the upper

plain of Cincinnati, and lhat would give it a

decisive advantage, and in the end cost much
less than what the Little Miami is now com-

pelled to do.

On the west side of the city the case is no

belter. The Indianapolis and Marietta roads

do very well, when they once get to the heart

of the city, in their depot. But how do they

get there? On Mill Creek, and especially

west of Mill Creek, it is confusion confound-

ed. Crossing streets, turnpikes, railroads,

on every side, there is one great miracle

present with us, that is, how people escape

every day and. every hour from beiug killed.

It is marvellous.

The Baltimore and Ohio road is preparing

a new track, and for once we see a Hi tie fore,

sight and common sense used. They are

coming, we are told, on the east side of Mill

Creek, and there only can they come conve-

niently.

We are told of another road coming in, the

Straight Line from Springfield to Cincinnati,

in the interest of Ibe Cleveland and Colum-

bus road. Where is that to enter the city ?

This raises a question which has often

been discussed in the Record ; and

our views upon which are continually re-

turning to us, wiih increa-ing force.

It is this : Siouer or later the railroads from

the east and uorth of the city must come
through a tunnel in the hills. This may be

delayed, but can not be prevented. It is a

final result, absolutely necessary to the cily

and the railroads.

Let any one look at what has been done in

London and New York, by the absolute ne-

cessities of railroad conveniences, and ho

will get an idea of what must be done in Cin-

cinnati. We will give some reasons for the

tunnel, which will be imperative with those

who r fl-. t:

1. Where is the centpr of Cincinnati popu-

Iati in, and whtre will it be twenty years

hence, and how is it to get to the railroads?

We hnzard nothing in saying that the central

hue of population in Cincinnati has already

gone north, as far as the canal, and it is cer-

tain lhat in ten years it will have reached the

foot of the hills. In ten years, half the popu-

lation of Cincinnati will have ascended the

hills. Forty thousand people are there now.

How will those people get lo the rairoads?

Has any one thought of this? Won't it look

very fine, and be very convenient, to have the

passengers taken to and from the moulh of

Mill Creek and Deer Creek, when they live

two or three miles from those places, and that

up hill ? They must spend nearly an hour,

and half the price of railroad fare, when they

are going an hundred miles, in order to get

to a depot which is in the most uncomfortable

and disagreeable part ot the city. It is plain

that will not be done long. They are now

making a Straight Line Railroad from New
York to Boston, at an immense expense in

order to save one hcur; and will an hundred

thousand people on the hills lose an hour to

get lo the depot without complaining ?

2. The reason is yet more imperative in

regard lo freights. Cincinnati is not merely

a place of transit, it is a place of immense

consumption of food and merchandise. This

merchandise must be carried all over the

city. How much will drayage and .handling

cost when it has to be carried, not from a cen-

tral point, but from the very extreme on one

side? The extra cost of that freight, which

will be a tax en the whole cily, will pay

for two tunnels.

3. Let us now suppose the northern hills

tunneled, we will say on the route originally

proposed and partly executed, and a track

laid to Sharon, what will be the practical re-

sult ? At the north end of the tunnel, which

will be and is within the city, and surrounded

I

by a large population, there will be a station

I
for all the upper population of Cincinnati,

that will within a few years be the largest
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part, and they will reach the city quick, cheap

and convenient. At the southern end—head

of Broadway—will be another station, which

will accommodate the people on the upper

plain of the city. Thus the tunnel will make

the railroad outlets cheap an I convenient to

the whole people. Do you ask, what rail-

roads will use it ? All will use it which come

from the North and the East, simply because

they must, or be subjected to great disadvan-

tages in comparison with those who do. We
have said this much because it is time that

Cinciunati had a plan, and that the railroads

bad some other than a mere make-shift

policy.

Cincinnati Industrial Exposition.

The Chamber of Commerce, the Board of

Trade and the Ohio Mechanics' Institute, have

united in arrangements for a grand Indus-

trial Exposition, to be held in September

next. The Exposition is to commence Wednes-

day, September 21, 1870, and is to be open

for the reception of goods on September 1st.

The Board of Managers, appointed by the

three institutions above named, in their circu-

lar say :

On behalf of the Chamber of Commerce,
the Board of Trade and the Ohio Mechanics'
Institute, under whose joint auspices the Ex-
position will be held, we cordially invite

manufacturers, mechanics, artists, agents, in-

ventors and others to contribute specimens
of tl.e r skill, ingenuity and taste to this

grand Exposition, and make it a true index
of onr Nation's progress in the march ot

civilization.

It is the earnest desire of the managers to

make this exposition of art and industry su

perio"-

,
in point of attraction and praciical

benefit to all concerned, to any display of a

similar nature which has ever been held in

this country We therefore call upon all who
are interested in the success, prosperity nnd
continued improvement of our d .mestic in-

dustry, to co-operate in an united effort to

make this Exposition a grand success.

It seems almost unnecessary to present

any arguments to show the great advantages
of these periodical Expositions; all are alike

interested in their success and maintenance,
and tne experience of past exhibitions, in all

parts of the world, furnish the most eonclu

sive evidence of their great value as a stimu-

lus to art and mechanism. They may be re-

garded as a direct incentive to emulation on
the part of every artisan and producer, which
will invariably be followed by a correspond-
ing increase in prosperity, and in view of

which we confidently anticipate a generous
response and a hearty co-operation from all.

In order to give accommodations which
will be commensurate with the demands that

will assuredly be made upon us, we will erec"

a commodious exhibition building, upon a

scale far exceeding anything of the kind yet

erected for a similar purpose.

Steam power will be provided, that ma-
chinery of all kinds may be seen in actual

operation, displaying the advantages and ca-

pabilities of various machines under one
view, and thus testing the invention or work-
manship of the various machines in the most
perfect and interesting manner.

Exhibitors from different sections will find

Cincinnati the most favorable location in the

West. Our noble river, and the different

railroads that radiate from the city in all di-

rections, utt'ord ample facilities for the trans-

portation of articles.

We again, therefore, invite them to use this

Exposition as a valuable means of introduc-

ing their productions, assuring them that they

will here find generous competition and an
appreciating public.

The exhibition is not intended to be in the

least degree exclusive as regards the charac-

ter of the articles to be exhibited. We hope

to see art and mechanism fully represented in

all its various branches; also, the products

of the soil and mines. And we also trust

that the ladies will grace our exhibition, not

only with their presence, but also with an ap-

propriate display of their handiwork. A Com-
mitiee of Ladies, auxiliary to the Exhibition

Committee, will be appointed in due line,

who will take especial charge of such handi

work and see to its proper arrangement for

exhibition, and also to the appointment of

judges in that department.

The most ample arrangements will be made
with the various railroads, steamboats and
other lines, to transport visitors and articles

intended for the Exposition at the most la-

vor.ible rates, full particulars of which will

shortly be published.

In conducting the Exposition, the Board of

Managers pledge themselves to exert the ut-

most diligence and care to satisfy both de-

positors and visitors.

The premiums and awards will be of the

most ample character, both in number and
quality.

It is very desirable that all parties intend

ing to contribute to this Exposition should

give early notice of the articles, amount and
kind of space required

Any information will be promptly given by
addressing the Secretary of the Cincinnati

Industrial Exposition, who will furnish the

rules and regulatic ns, and also blank applica-

tions for space,

Chas. F. Wilstach, President.

Abner L. Frazer, Secretary.

New Music.

" Bonny Jean " is the title of a very pretty

song, words and music by Mrs A. H. Ed-

wards. The same authoress has also con-

tributed another piece, entitled "Thou Can'st

Not Forget Me ;

" the words are by Rosa V.

Johnson, and are very pretty and sentimen-

tal. The music is above the ordinary grade.

" Come Like a Bird to thy Nest," is among

the sweetest pieces we have had for some

time. The air and accompaniment by C. T
Donore, are both good ; the words are by

Geo. Cooper, and are as sweet as the title of

the piece. The " Snow Bird Polka," by J. M.

Chadwick, possesses the merit of being both

very easy and very pretty. The " Sunflower

Medley," by Lindsay Lee, is an instrumental

comic piece, introducing f-everal comic pieces

of which the " Big Sunflower " is a type.

The above were furnished us by and can be had

of John Church & Co., who keep always a full

supply of the latest music.

Tennessee Railroads.

The Stale of Tennessee has made great ef-

forts to develop her resources by aiding

liberally in the construction of railroads. The

state of financial integrity, however, develo-

ped by the following report made to the State

Senate, on May 21st, is well calculated to pro-

voke legislation unfavorable to any further

State aid to new enterprises. Indeed the finan-

ces of the State would seem to demand a con-

traction rather than an expansion of its rail-

road liabilities.

TENNESSEE AND PAC1FIG RAILROAD.

Mr. Clementson, Chairman of Joint Select

Committee on Railroad Investigation, submit-

ted the report of theCommittee on theTennes-
see and Pacific Railroad, which report whs re-

ceived and ordered to be transmitted to the

House. The Committee find by records in the

office of the Secretary of State that there have
been issued to said road eleven hundred and
eighiy-nve dollar* in the bonds of the State,

bning 1,185 bonds of $1,(100 each, 300 of
which bonds were issued in accordance with

the act of May 2-1, 1866. The others were is-

sued under an act passed Dec 7, 1867

The report shows that Ihe 1,1 no oonds men-
tioned were received by Gen George Maney
as President of said road, and that 953 of
them have been hypothecated as security for

loans negotiated for construction and equip-

ment, and that the remaining bonds are in

possession of the company. That .29} miles

of road are prepared for iron, and 'rack is

now being laid; that no work had been done
when the first State bonds were issued, bit

that $51,000 of individual stock had been sub-

scribed and $600,000 in county subscriptions;

that the 953 bonds were hypothecated for leans

falling due—$293,546, July 1, H70, and $30,-

000 26th May, 1870, a. id to be paid before the

923 bonds can be released; that $16,000 of

individual stock has been paid in, and that

$300,0ii0 in bonds of Davids >n, Wilson and
Smith counties, each, have been subscribed.

In conclusion, the report says: " The commit-

tee would respectfully call the attention of the

Legislature to the Very limited security the

State has for the large amount of bonds issued

to said road—*l,l«5.0')0. * * * The
Committee would suggest that it is highly im-

portant that sjiuh legislation should ac once

be enacted that would protect, the large interest

of the State in said road, and secure the S;ate

from very great impending loss."

EAST TENNESSEE AND WESTERN NORTH CAROLINA
RAILROAD.

Mr Clementson also submitted the report of

the Committee in regard to the Etst Tennessee

and Western North Carolina Railroad, show-

ing that $-100,000 in the binds of the State

had been issued to said road.

KNOXV1LLE AND CaiRLESroN RAtLRIAD.

The report of the Cummittee relative to the

condition of the Knoxville and Charleston

Railroad was also received and ordered to be

transmitted to the House. The report shows

that 710 State bonds—$1,000 each—have
been issued to said road, most of which have,

in disregard of law, been soid for less than

their par value; that all its property is worth

about $574,250—$135,745 less than the prin-

cipal debt of ihe State. The Committee recom-

mend such legislation as may be best deemed
to secure the State against the danger of fur-

ther loss.
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Vlcltsbnrg, Decatur anil Cincinnati It. K.

Let the reader place before him a map of

the Southern Stales, draw an air line from
Cincinnati to Decatur and from Decatur to

Vicksburg, and follow it with a full knowledge
that at Cincinnati can now be concentrated

the entire Manufacturing Agricultural and
Mineral products of all the country east of

the Missouri River and North of the Ohio and
West of the Atlantic seaboard, at a very low

rate of freight and in the shortest possible

time, this, with the local advantages, large

capital and indomitable energy of her large

population, if sustained by proper facilities,

will give a large impulse to all business at

Cincinnati.

The Mississippi River delivers at Vicksburg
the Rice and Sugar from Louisiana, and from

New Orleans the entire products of the Gulf

Coast and Islands By the Southern Pacific

now nearly completed to Dallas, Texas, the

entire products of Texas can be concentrated

at Vicksburg, which in Catile and Wool alone

(produced at hiilt'the cost of any other part of

the United States), would give a heavy through

business to a railroad. ' By locating this line

as proposed, it would draw to it more of the

Kentucky, Tennessee, Alabama and Mississip-

pi products than any other proposed route. It

runs on the North Western slope of the Alle-

ghany Mountains to Aberdeen, Miss., so as to

avoid tunnels, deep excavations and high
grades, and approximates closely to an air

line. It will be the first and nearest lines to

the Atlantic cities that will be reached by the

entire webb of roads working throush the

Alleghany Mountains, to reach the valley of

the Ohio.

At Decatur it connects in direct air line

with Memphis, El Paso aud San Diego, and
through East Tennessee with Washington
City, through Montgomery with Mobile, Pen-
eacolft. Brunswick, Savannah and Charleston,

and with the interior of Alabama, Georgia
and South Carolina. There is no line of

equal length in the United Slates having so

wide a belt of equally productive country, at

once opening the heart of the Cotton, Corn,

Wheat, Tobacco and Stock region.

The climate is such that white labor can
work the year round. The land is cleared,

and there are good country roads, school

bouses and churcbes, but not half enough
labor on any part of it to cultivate the cleared

lands. The local business on this route will

exceed that of any other road in the United
States. The through business can, from both
termini, be increas.d to an indefinite extent.

—

Am R R. Jour,

Cincinnati may well exclaim, with Burns:

"O wad some Power the giftie gie us,

To see oursel", as others see us!

It wad frae monie a blunder free us

An foolish notion."

:o,j

—Work on the Michigan " Air line,"

—

which is to say—the Jackson and Niles cut-off

—seems to be progressing very rapidly. The
Cassapolis Democrat says the April payments
to the men on the line amounted to $100,000.
Tim indicates that a large amount of work is

being done on the project.

—A committee from Ionia visited Kalama-
zoo on Thursday of this week in the interest

of the railroad to Ionia and Saginaw. The
only new feature developed is in this, that the

route proposed ts by way of Middleville to

Martin Cur|>ers oj to PUiW/dl-^SdMumUQQ
QazctU.

Railroad Orders.

Fort Wayne, Ind, June 1

" Office of Continental Improvement Co
Pittsrukg, Pa

general order no. 1.

" By authority of the President of the Con-
tinental Improvement Company, I hereby ap-

point Charles E. Gorham Superintendent of

the Indiana Division of the Grand Rapids
and Indiana Rnilroad, to take effect on and
after June 1, 1870. All parties interested will

confer with him at his office, at Port Wayne.
"J N. McCulloch, General Mansger."

"Office Grand Rapids & Indiana Central]
R. R. Co , Indiana Division, Fort Wayne. |

GENERAL ORDER NO. 1.

"The following appointments are hereby
made on this Railroad, taking effect on and
after June, 1, 1H70: H D Wallin, Assistant

Superintendent ; O A. Simons, Road Muster;
James M Boon, Master Mechanic.

" Chas E Gouham, Superintendent."
Mr. Gorham continues in his present, posi-

tion as Superintendent on the Fort Wayne
road, as do also Messrs. Simons aud Boon in

their respective official capacities.

The Indiana Division will be ready for

business and equipped with rolling stock

from here to Siurgis, Michigan, by the 1st of
July, if not earlier.

Sharon Springs, N. Y.—We have received

the following circular which we publish as of

interest not only to railroad men, but to the

general public:

The Delaware and Hudson Canal Co
,

Albany and Susquehanna Railroad Dep't 1

office general ticket agent, V

Albany, N Y., May 30th, 1870. J

CIRCULAR.
To General Ticket Agents : In view of the

early completion of the Cherry Valley, Sharon
and Albany Branch of this road, thereby
opening a new and Direct All Rail route

from Albany or Binghamton to Cherry Val-

ley, and the Celebrated Summer Resort,

Sharon Springs, we beg you that you have
Coupon Tickets prepared to be placed on sale

June 15th proximo.
Only one Coupon is required from Albany

or Binghamton ; the fillowing local fares to

be reported to the undersigned :

From Albany to

Sharon $2 10

Cherry Valley 2.55

From Binghamton to

Sharon $3.70

Cherry Valley, 4.15

Respectfully,

S E. Mayo, Gen I Tkt Agent.

—The Ironton (Ohio) Journal learns that

a portion of the Eastern Kentucky Railroad,

between Hunnewell Furnace and Grayson,
has been let, and is to be completed for ties

and rails by the first of January next. &.\no

that the contracts will soon be let for a branch
road to the famous Lambert ore banks, and
another down Tygart to the Ohio River, near
Portsmouth. This road forms a link in the

line which will connect Louisville with the

western terminus of the Chesapeake and Ohio
railroad, but it will be necessary to extend it

fifteen or twenty miles eastward in order U>
complete the connection.

Milwaukee A St. Paul Railway.

ANNUAL REPORT FOR THE YEAR ENDING DECEM-
BERS!, 1809.

The following abstract of the sixth annual
report of the Milwaukee & St. Paul Railway
we publish as given in the Milwaukee Wis-
consin :

THE VARIOUS ROADS.

The roads owned by the company are as
follows:

Mil-..
Milwaukee to St Paul, via Prairie du Ohien 4U5

* to La Crosse, via Waterlown IB"
<

t>» Portaee, via H'Ticou 9S
H»ricon to Berlin anil Winnecouue • 58
Watertown to Ma-ilison 37
M li '-hi to Monroe 43
Calmar to Nora Springs CS

Couover to D'Cirali..... ll)

Meoduta to Minneapolis • 9

Total 918

To this must be added the Western Union
Division which became a part of the St. Paul
since the report was made, and which extends
from Racine to Port Byron, a distance of 182

miles, as well as the Ea^le branch now build-

ing, 16 miles in length, making the total miles

of road 1,115. Or. the first of January, 1869,

the company owned 825 miles of road, show-

ing a material increase in the last and present

year.

DIVIDENDS.

The directors declared a dividend from the

earnings of 1869, payable Feb. 16, 187t\ on
the preferred stock, of $7 per share in cash,

and $3 per share in common stock, and on
the common stock $3 per share in cash and
$7 per share in common stock. The dividend
so declared increase.! the capital stock $828,-

900 from Feb. 15, 1870, and, of course, adds
to that extent to the present cost of the rail-

road and properly owned by the company,
making the present cost $35,370,772, or say

$37,800 per mile.

EARNINGS.

The following table from the report ofGeneral
Manager Merrill shows the different earnings

of the St. Paul road in the year 1869, as com-
pared with those of 1868, showing a handsome
increase

:

186*. 1869. Increase.

Frei'ht $f.2fiS.2S
' 81 $4,909,52 Wl $04<24l 13

Passengers 1 IS95 291 72 1,781.134 77 85.M39 115

Mail, express &c. 55r>,(l60 10 Sfln.lKW 8°. 3,942 79

Total So.6l7,ti45 71 »7.25'i,r>o8 68 »7 3 022 97

Of these earnings the La Crosse Division

shows $2,331,694 6+; the Northern Division

$718,424 39; the Prairie du Chien Division

$2.5l3,69ff 70, aud the Iowa and Minnesota

Division $1,686,858.95.

EXPENSES.

The report shows the expenses of the com-

pany to have been $4,229,882.11 against

$4,033 040.99 in 1868. The net earnings over

expenses were $3,020,786 57, an increase of

$536,181.86 over 1868. Itemizing these ex-

penses, so that our readers, if they want to

build a railroad, may know something of what
it costs, we have for repairs of track during

the year, $615,595, bridges, $34,189, buildings,

$88,901. It cost $252,931 to repair locomo-

tives, $407,323 cars, and $36,738 tools, etc.

The St Paul company spent $25,000 for ad-

vertising, etc, staiion service cost $446,553,

salaries of conductors, baggage and brake-

men, $212,772, of engineers, firemen and
wipers, $273,171, train and station supplies

cost $102,810, and there was consumed ,$566,-

521 worth of fuel. The i'flms of oil and waste

amounted to $6A#WJ. fox persona) iujttrjw
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Sun Prairie Extension
St. Paul Branch .

J'ecrah Branch
Line around Milwaukee ...

$30,227 was paid, damage to property $26,-

580, and loss of freight and baggage, $6,558.

For taxes $174,3('0 were paid the State and
$50,191 to Untie Sam, and $25,Hoi for insur-

ance. For new track $270,583, and for the

ferries at the Mississippi, $126,195. New
cars cost $148,810, &c.

The re were relaid 1,480 tons of new iron

and 85 tons of steel rails, and 4,765 tons of

re-rolled rails during the year, to lay which took

331,823 pounds of splices, 47,558 pounds of

chairs, 107,751 pounds of bolts, 334 940
pounds of spikes, and 244,477 cross-ties

One hundred and forty miles of new fence

were built during the year.

CONSTRUCTION.

The following are the principal items of

construction, none of which are charged to

operating account:

SlTC.tJSS 45
18\S'.9 (IS

lifl.SJ'M .-,6

..". lo'3,o9l P5

ROLLING STOCK.

On December 31st, 1869, the company
owned the following rolling stock : Loco-
motives, 145; first cla-8 passenger cars, 71

;

second ditto, 10; sleeping cars, 9; baggage,
mail and express cars, 54 ; box freight cars,

2,273, and flat and sto< k cars, 480.

CONNECTIONS.

The report refers at length to the connec-
tions of the St. Paul. The McGregor & Mis
souri River road; the West Wisconsin road;
Cedar Falls & Minnesota road ; Southern
Minnesota road; Hastings & Dacotah road;
St. Paul & Sioux City road; St. Paul & Pa-
cific; Northern Pacific; St. Paul & Chicago.
etc. Of these, the West Winconsin road, now
operated by the St. Paul Company, is running
Irotn I'omah to Augusta, a distance of 66
miles, and will be extended to Eau Claire, a

distance of 25 miles, in a few weeks. It is a
most important feeder.

The company expects during the present
year to receive f-om the McGregor & Missouri
River Company 63 miles of road, from Nora
Springs to Algona, Iowa In addition to

these lines, many independent roads, con-
necting with the St. Paul road, are being ex
tended during this summer, so that President
Mitchell estimates at least one thousand
miles of connecting lines will be built in the
States of Wisconsin, Minnesota and Iowa
during the present season.

FREIGHT TRANSPORTED.

During the year 1869 there were carried on
the La, Crosse and Northern Divisions 398.-

854 tons of freight eastward, and 140,646
tons westward, a total of 539,501? tons car-
ried.

On the Prairie du Chien Division 500,757
tons were carriel, of which 339,183 were
eastward and 161,574 westward.
On the Iowa & Minnesota Division 304,

101 tons were carried, of which 203,317 were
eastward and 100,784 westward.
On the whole road 941 354 tons were car-

ried eastward and 403,0<>4 westward, a total

of 1.344,358 carried. A total of 157,749,851
for one mile, at an average of 3 1-10 eta. per
mile.

THE PASSENGER TRAFFIC.

Dming the year the road carried a total of
81 1,903 passengers, of whom 374.532 went
eastward, and 436,371 westward, at an aver-
age cost of 3 81-1U0 cts. per mile.

Of these passengers the La Crosse and
Northern Divisions carried 161,121 eastward
and 187,830 westward, a total of 348,051.
The Prairie du Chien Division carried 136,»

199 eastward and 156,791 westward, atotal of

292.990.

The Iowa and Minnesota Division carried

77,212 eastward and 91,750 westward, a total

ol 168,962.

INTF.RSSTING NOTES.

During the year on the various divisions

916.786 miles were run by passenger trains;

2,063.899 by freight, and 377 874 hy wood and
gravel trains, a total of 3 388.559 miles run

It cost 58 per cent, of the earnings per
mi'e to run, or while the average earnings per
mile for all run were $2 35, the average ex-
panses were $1.40.

The cost of maintaining track and bridges
per mile run was 31.7 cts ; cost, of repairs

on engines 8 4 cts.; oil and waste 2 2 cts.

The gross earnings per mile of road were
$3,450 66, and the net earnings $3,520 73.

COST OF ROAD.

The total cost of the road at the time of
the report, January 1, 1870, was $35,518,- i

338.20, as follows:
Interest.

Capitil Stock, rrefrred $97l4.5li8
* common 7,6'«5,1II4

Bonds— First mo'U'asre 7 5.487 n(V)

First K Division Pal er nior(£age8 7 , -3 0OI
First Io.ta & Minnesota Tiiv ....7 3.79.'

Fir*t Minnesota Central Rnlwiv.R 211- .Ullll

First Hrairie .lu Chi-n D v 8 3,k;s 110(1

SecM mort PnirieduCliien Div. 7 3-10 I lUfl.'i n
S c onil mortgage 7 ],31ri,ii'i)

|

1 cm- 7 2fl.,|(!0

MltaukeeCty 7 2^4.o(IU

SHwaukee.v Western 7 24 ,l>nO

Real estate purchase money 7 ll^.rVWt

Incumbrances assumed 4d,341

OFFICERS.

The principal officers are as follows :

President—Alexander Mitchell, Milwaukee
;

Vice President—Russet Sage, New York

;

General Manager—S S Merrill. Milwaukee;
Secretary and Treasurer— li D. Jennings,
Milwaukee; Assistant Secretary and Transler
Agent—James M. McKinlav, New York ; At-
torney—John W flary, Milwaukee; Supt..

La Cros-e and Prairie du Chien Divis — H.
C. Aikins. Milwaukee: Supt. Northern Divi-

sion—L B Rock, Milwaukee; Supt. I & M.
& I. & D Divis. —D. C. Sheppanl, Minnea-
polis; General Passenger Agent—A V. H.
Carpenter, Milwaukee

; General Freight Agent
—0. E Briit, Milwaukee; Auditor—J. P. Whal-
ing, Milwaukee; Paymaster—C. A. Place,
Milwaukee; Purchasing Agent—Robert Wat-
son, Jr., Milwaukee.

—The construction of the Kalamazoo and
South Haven Railroad seems to hang fire.

We have heard it said that the managers are
waiting to see what decision the Supreme
Court will make on the constitutionality of
municipal aid. Again we hear it. is rumored
that the location of the line on the " Northern
route" was obtained by corrupt appliances;
at.d that fact has so outraged those who were
cheated, that they are rolling up a cloud of

embarrassments, in the way of ugly law-suits,

by which the early completion of the ro,d is

likely to be seriously embarrassed. The tak-

ing of the line from the setlled and improved
route, and locating it along the nonhern
Swamps was, in our opinion, a great wrong
to the interests of Kalamazoo, and to the pro-

jected r»ad itself. Before the work is re-

sumed we would like to see our citizens make
an effort to restore the line to the route first

intended.

—

Kalamazoo Gazette

—We are informed that men are at work
on all parts of the Grand Rapids & I. R. R.

from Sturgis to Grand Rapids, and that the

road is to be mad. 5 all the way on the old
line, and the cars are to run over this part

before " snow falls."

Charlotte, Columbia ti- Augusiu Itailroatl

From the report of the President it appears
that the earnings of the road during the year
ending December 31, 1869, were :

From passengers $199,516 9t
" freights 188 765 38
" mails 14,467 48
" minor sources 1,035 68

$403,785 49
And the expenditures were... 226.536 59

Leaving for payment of intere-t

and taxes, and account of

Augusla Division $177,248 90

The stockholders of the Charlotte and
South Carolina and Columbia and Augusta
Railroad Companies met ill separate and gene-
ral conventions, in Co um ua, on the 7'h and
8i h cf July, 1869, and agreed to consolidate

their respective interests into one corporation

—The Charlotte, Columbia and Augusta Rsi-
road Company. An amended charter, with all

necessary legislation fiir this purpose, was ob-

tained from the States of North Carolina,

South Carolina and Georgia. According to

th-te'msof consolidation, the stock of tie

Charlotte and South Carolina Railroad was
valued at par, while 112J of the C •lumbia

and Augusta Railroad made 100 in the new
company, or one share of the former of 101)

was merged with 4£ shares of the latier at $25
each These estimates were on account of
the different values of the currency accor-

ding to which the tw > roids had been built.

Each of these corporations then transferred

to the Charlotte, Columbia and Augusta Riil-

road Company all their re pective rights and
property, upon condition that it should assume
all their respective liabilities.

The stockholders immediately thereafter,

with the view of fulfilling the conditions, au-

thorized the President and Directors to issue

bonds of this company («ecured by mortgage)
to an amount not exe eding $2,100,0.01), to be
used for the purpose of funding the floating

debt, and retiring the bonds heretofore issued

by the said two companies, respectively, and
now outstanding and for the purpose of com-
pleting the construction and outfit of the road

to Augusta, and for other purposes.

For the purpose ofavoiding, in any reasona-

ble contingency, the necessity in future of

a second mortgage, the authority was made
more ample as to the amount of bonds than

the then existing liabilities of the company
required.

In conformity, however, with the foregoing

resolution, your directors have caused a mort-

gage to be executed, with an authority to issue

not exceeding $2, DUO,000 of first mortgage

bonds The e bonds be -tr seven per cent, inter-

est, payable semi-annualiy at the aoency of

the company, in the ci'y of New York, and
mature on the 1st of January, 1895. They
are handsomely engraved and well executed,

and are freely received in exchange for the

two classes of bonds heretofore issued by the

former respective companies, for the reasons

that they are more amply secured than either

of these bonds, by the value of the property

mortgaged, and the inerea-ed business of toe

road. In like manner the exchange and con-

solidation of the stock of the late corporations

is being cheerfully and freely mode by the hol-

ders for the stook of this comp my.
This brief outline of the formation of his

company and its subsequent acts in carrying

out the directions of the stockholders will ena-

ble you the better to understand the following
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statement of receipts and expenditures to

which your attention is invited.

As consolidation did not take place until

the 8th ot July, 1869, the accounts of the for-

mer companies were necessarily kept separate

and distinct, and were so continued until the

end of that month, for obvious reasons.

The gross eirnings are $403,785 49

The operating expenses are... 225,996 59

Leaving the net earnines $177,788 80

Or ahout 44 per cent, of the gross earnings.

You will, however, readily perceive, from the

foregoing synopsis, that, tor only five months
of the fiscal year which terminated on the

31st of December last, the receipts of this

company were §218,798 03, or $33,810, 57

more than the aggregate receipts for seven

m"inhs of the two former companies.

The net earnings of the company during the

year have been applied to the payment of

de its, interest, equipment and the completion

of the bridge across the Savannah river.

The Railroad Work of 1870 la California.

The railroad system of California has a

pood start. The connection wiih the Atlantic

States brings a large number ot travelers and
much freight across the continent, and forms

a main stem with which other roads can con-

nect Our local roads are already numerous,
and have a large, traffic The Central Pacific

has 1U5 miles in the State: the Western Paci-

fic, 155; the Southern Pacini-, 811; the Sacra-
mento V

T

a ley & Eldorado, 45 ; the California

Pacific, including the branches to Sacra-
mento, Marysville, and Calistoga. 138; the

San Joaquin Valley, 12; the California &
Oregon, 50; the Los Angeles, 19; and the

Oroville, 26 —making a total of 630 miles, all

connected together save the Los Angeles
Work is in progress now on the Call to nia &

Oregon, and the San Joaquin Valley road
The latter is to he extended this year from the

Sianislatis River to the Merced, a distance of

twenty-five miles The Oregon road is now
complete to a point tweniy-hve miles north ot

Marysville, and a hundred miles more will be
buiit before winter. The Stockton <fc Tulare
Company, which has obtained a dotration of

$5UU,00U from local public treasures, promises
to commence work without delay, and finish

sixiy miles as soon as possible. The agent o!

the Copperopolis Company has contracted for

50,000 lies, and says there is no doubt of the

speedy construction of the road, which is to be

forty miles long. There is a rumor that, the

Trustees of the Ceniml Pacific Company have
bought the El Dorado road, fr> m Folsom to

Shingle Springs, and will extend it about
twenty five miles, to tap the lumber districts

of east Place v lie

A number ot other roads are projected, but
their construction is made contingent upon
tbe grant ot county aid under the general act

passed by the Legislature. The long opinion

of the Governor, declaring the act uncouslitu

tiotial, is not conclusive, but is strong enough
to prevent any sale of county railroad bonds;
so the companies soliciting the bonds must
carry the case lo the Supreme Court. They
want to have a decision at the earliest possible

moment. But how shall they get it ? The
most natural way would be to watt until bonds
should be issued under tlie act, but ti at method
would require a large expenditure to construct

the first section ot the road. The question

rnu-t be raised in some other manner.

The Supervisors of San Francisco have

finally passed the order calliag a special dec-

lion on the 7th of June, todetermine whether
the city shall donate $1,000,000 in bonds to

the Southern Pacific Railroad Company, in

consideration of the construction of 200 miles

of road southward from Gilroy; $250,000 to

be delivered after the completion and stocking

of each section of fifty miles.

On the I 4th of June Sonoma Countv will vote

on a proposition to give $5,000 per mile to a

road from Napa Countv to Healdsburg, vil

Petaluma and Santa Rosa, with branch at

Bloomtifcld, with the condition that if the aid

is given the whole road shall be completed
within two years ; and with a promise that the

company will try to run their cars to Santa
Rosa before January next. It is expecied I hat

the vote will show a large majority in the

affirmative.

W. W Pendegast appeared before th? Su-

pervisors of Colusa County last week, and re-

quested thetn to hold a special meeting within

two or three weeks, for the consideration of a

proposition of the California Pacific Railroad

Company in reference to county aid for a road

from Woodland lo Colusa. The request was
deiied,so ihe matter goes over to the next regu-'

lar meeting, in August. Two propositions for

aid to railroads were before the Supervisors of

Monterey last week, but were laid over because
rhey were not sufficiently specific. One was
from Holladay & B'enham, lor a road from
Salinas to Monterey. There is some talk about
aid by Merced and Fresno Counties, lo the

San Joaquin Valley road, but no official ac-

tion has yet been taken.

The failure of the grain crop in some of the

principal agricultural districts will have a

very pernicious influence on railroad enter-

prise; and, since the Governor has published

an elaborate opinion that counties can not con-

stitutionally aid railroads, not much will be

done, even on I hose roads to which county aid

is offered, uniil the Supreme Court has passed

its opinion on ihe matter Yet with all lh"

adverse contingencies, it seems almost cert; in

i hat we shall gel 150 miles of new road this

year, and that will be a very resneciaole addi-

tion to our old stock.—Sail Francisco Alta
Califurnian,

Curious Facts in Regard to Sound.—The
following curious observations in regard to

the transmission of sound have been carefully

verified by an extended series of experiments :

Tne whistle of a locomotive is heard 3 300

va ids through the air; the noise of a railroad

tnin, 2,800 yards; the report ol a musket
and the bark of a dog, 1,800 yards; an or

chestra or the roll of a drum, 1,600 yards:

tie human voice reaches lo the distance of

1. 000 yards; the croaking of frogs, 900
yirds; the chirping of crickets, 800 yards.

U stinct speaking is heard in Ihe air from be-

1 iw up to a distance of 600 yards; from
aiove, it is only in derstood to a range of

100 yards downward Ii has been asceitained

that an echo is well reflected from the surface

of smooth water only when the voice comes
from an elevation.

Other similar phenomena connected with

the transmission of sound have been oh-
j

served, but the results disagree eithe- from

inaccuracy in the observations or from the

varving nature of the circumstances affecting

the numbers obtained. Such variations oc-

cur to an extent of 10 or 20 per cent, and
even more. The weather being cold and
dry, or warm and wet, are the chief influen-

cing causps. In the first case, the sound goes

to a greater, and in the second to a leaser

diatance.«-.W<SK> York Technologist.

Da-it River Bridge.

DETAILS OF AIR AND SUPPLT SHAFTS.

The work on the caisson for the Brooklvn
side has progressed without accident or ma-
terial delays; and the shafts were placed in

posiiion during the first weeks of Janoarv,
and since ihat time there has been no deiay

;

and at the time of writing, the tin sheeting
and felt are being put on The work ot build-

ing the trusses and placing them in position

to support the roof, was one of no small mag-
nitude; ihey «ere five in number, reaching
across, at equal spaces, from one side of ihe

chamber to the other, and nine feet in bight.

As the first course of the -roof was laid, ihe

lower section of each shaft was placed in its

proper position and blocked up, until the pla-

cing of the second course would give an op-
portunity of bolting ihe angle iron througb
two feet of timber. As the successive cour-

ses of ihe roof were add.ed, bringing it to the
top of the first section of tne shaft, the sec-

ond section—six feet in length—was added.
The air-shafts, of which Ihere are two in

the caisson on the Brooklyn side, are 3 It. b"

in diameter on the inside, composed of 4, in

boiler iron, and are built in sections of 6 ft.

in length—except the lower sections which
are 5 ft. in length, and project 2 ft. below ibe
first course of the chamber. At tbe top of
each shaft is an air lock, or a section of the
shaft, wh ch can be closed both from the air

without and Ihe shaft below, and raised en-

tirely above the caisson, for ihe purpose of
admitting workmen and materials to the
chamber, without diminishing the pressure in

the interior of the shaft or the chamber.
Each air-lock is supplied with two doors, or

man-holes. A and B, and at ihe bottom of the
shaft there is a similar door in order that the
pressure may be taken off the whole shaft,

without diminishing the pressure in the cham-
ber. The maximum pressure upon the shaft

is calculated at 45 lbs. to the square inch,
making a total of 102 tons pressure upon the

top of ihe air lock.

The character of ihe work will be the same
as boiler work, and that part of the shaft

which is inclosed by lii.iberis of second quali-

ty iron. Thereis one vertical seam and sin-

gle-riveted lap-string on the ouiside. At the

end of each section an angle iron to connect
two sections with bolls § in. diameter, and 2J
in, apart, is filled, each joint being well

caulked with rubber, smeartd with red lead.

And all seams and joints, where practicable,

are chipped and caulked, and all riveis fill

completely, and are weli hammered, in short,

the workmanship must be as cumplete and
perfect as that of sleam boilers.

Each section is furnished with a ladder,

which, when the sections are connected, form
a continuous means of ascent and descent
f om the top of the air-lock to the bottom of

the shaft—a movable section attaches at the

lower end leading to the bottom of the cham-
ber. As the caisson sinks by the excavation,

ihe air-lock is removed and a section added,
and the air lock again placed upon the top.

Between the fourth and filth courses of lim-

ber from the b -itom is represented the angle
iron, to which the tin sheeting, referred to in

the previous number, is soldered.

At the bottom of Ihe shafts an angle iron

is titled, which, bolted to ihe shafts and to

the timhers forms an air-iijht joint, at the

same time holding the shaft in position. The
air lock, is p'Ovided wiih all the aitachments
for convenience and safety in working.

The doors, closing from below, are woru-
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ed hy a continuous chain and windlass. The
sir-cocks, opened on the inside, serve to

graduate the pressure, and the cock admits

the air from the shaft to the air-lock, equali-

zing the pressure between the two, when the

door will open of it-elf

Also the gauge indicates within the air-

lock t lie pressure upon the shaft, below; and

the dial indicates the pressure within the

aii-Iock to the outside.

The supply pipe— 6 in. diameter—and valve

connect with the condensers, by mains 8 in.

and 10 in. in diameter. The condensers are

tanks, immediately joined to the pumps, which

hold a large supply of condensed air, for in-

stant use in case of necessity—mains of 10

in. diameter lead from the condensers, and at

a short distance therefrom are forked into

two 8 in. pipes. These are again forked into

two 6 in. pipes. This reduplication was

thought necessary to guard against accidents.

In order to light the air-lock, six windows

or " bull s eyes" were inserted at the top of

each, and made sufficiently strong to allow of

the top of the locks being used as a platfurm

on which Workmen could stand.

The supply shafts, also two in number, and
1 fl. 9 in. diameter, are of the same character

of work as the air shafts, but there are no

air locks attached.

The valves at the top and bottom serve to

admit materials to the chamber below. The
joints of each section, which are 6 ft. in

length, are formed by butting the plates to-

gether and a lap-strip placed on the outside

covering this j lint and boiled through with

two rows of bo.ts. the bolts on the inside be-

ing countersunk, leaving the shaft a smooth
surface on the inside.

At the time of launching it would be neces-

sary to force in air to make the caisson buoy-

snt, and th^ temporary covers and supply-

pipe were attached for that purpose. Air-

tight receivers are constructed within the

chamber, into which air is forced and con-

densed to the extent of making it mfficiently

buovant to prevent diving.

The small pipe serves to exhaust the air in

the shaft, and also to admit the compressed

sir in the chamber, to the shaft, to produce

an equilitiiiuiu and open the lower door of

the shaft.

The water shafts are also like the others,

two in number, located on the center line,

joining the ends of the caisson, and at one
fourth of the distance from the ends. Thus
dividing the chamber into two rectangles of

which the shafts are the centers

These shafis are nearly square, being 6 ft.

6 in. bv 7 ft., composed of £ in. boiler iron,

and built in sections of 6 It. in length—con-

nected by flanges on the outside, leaving the

inside smooth. These shafis extend to the

bottom oi the chamber, and when in position

for working, the lower ends are beneath the

surface of water, and as the pneumatic pres-

sure wilhin the chamber is made equal to the

pressure of the column ol water without, the

tarfaie of the w,.ter in the shaft will be at the

same level as the surtace of the river.

The top of the shaft is heavily ironed to

support the frame which sustains tbe dredg-

ing machine
This shaft, which is the marked character-

istic of the caisson, offers a direct communi-
cation with the interior of the chamber,
though through water, by which the excava-

ted material may be removed by the dredging
machine. At the mouth of the shall a pit is

excavated to a few feet iu depth, into which
the material under the caisson is thrown,
within teach, of lite dredging basin.

That part of the shaft within the chamber,
and unsupported by the timber surrounding
it, is strengthened by crossbars anil ribs, lest

the pressure^ of the column of water within

the shaft, if suddenly brought to bear on the

lower end by exhausting the air in the cham-
ber, would at least force it out of shape, if it

did not burst it.

During the construction of the air shaft, it

was found so difficult to fit the top and bot-

tom of the air-locks, around the done and
flanges, when made of boiler plate, and the

joints were to be caulked and made light, that

it was deemed of great importance to obvi

ate this difficulty if possible. Therefore, at

the sngges'ion of P. Collingwood, C. E., who
is enga-ed in - developing the details, this

part was changed to cast-iron. Patierns

were therefore made, afler plans prepared by

him, for castings in one solid piece; these

were strengthened by rib-*, and the whole con-

structed at a reduced cost.

[TAe Technologist.

Homogeneous Iron Rails —Chief Engineer
Stockton, of the Alleghany Valley Railroad,

in his annual report, makes the following

comparison between iron and .steel rails:

"In regard to the durability of iron rails I

have never seen a rail perfectly homogeneous
worn oul ; neither have I heard any civil engi-

neer say that he had, and I have frequently

asked the question. In speaking of these

things to a prominent iron manufacturer of

this city he kindly proposed to furnish to this

company a couple of iron rails made from his

common merchant bar. These weie received

and laid on the track in March, 1868, and on

the opposite side ol the track were laid steel

head-rails manufactured in Michigan. Both

were laid at a point where it was supposed

they would receive the roughest service. In

less than six months some of the steel rails

had given out, and shortly afier they were

lifted and Brady's Bend rails supplied. These
were wo rn out and others supplied and worn

out, while the two rails furnished by the

party above relerred to remain in the track

apparently little the worse for the service."

Memoranda Concerning Nails—This table

will show at a glance the length of the various

sizes, and the number of nails in a pound.

They are rated from ''3 penny" up to '" ^0

penny " The first column gives the name,
the second the length in inches, and the third

the number per pound:

3-penny, 1 inch long 557 >er pound
4 " l'i

11 353

5 " If
11 232 it

6 " 2 11 167 u

7 " 2i
If 141 it

8 " 2*
u 101 u

10 " n -
it 98 tt

12 " 3 k 54 i(

20 " 3* (i 34 it

Spikes, 4 it 16 tl

u h, a 12 n

o 5 (i 10 it

(( 6 if
7

k

11 7
ii 5 u

From this table an estimate of quantity

and suitable sizes for any job can be easily

made.

—Upwards of 100 miles of the Lake Supe-

rior and Mississippi Railroad are completed,

and 2,500 men are at work upon the remain-

der The road is to be opened by a grand
excursion from St. Paul to Duluib, oil the

4lh of Jul/.

Railroad Items.

—The annual meetinz of the stockholders
of the Atlantic and Pacific Railroad Company
was held in Boston on the 1 9i h inst, the

President, Mr. Francis B. Hays, in the chair.

About a dozen gentlemen were present, repre-

senting nearly 30.000 shares of stock. A
resolution was adopted on motion of Mr.
Se-igman, giving the Directors full power to

make such contracts with the South Pacific

Railroad Company under their charter as

they should deem advisable. The road be-

gins at Springfield, Missouri, and is now
graded 50 miles west from that city, tracks

are laid, and the road eomnleted for 30 miles.

The President states that the work is now
progressing at the rate of one and one-half

miles a day. The South Pacific and this

road are owned and managed by the same
person, although with separate charters The
S 'iilh Pacific extends Irom St Louis 10 Spring-

field, Mo , a distance of 242 miles, and has

been finished. At the meeting the following

Directors were elected, after which the meet-
ing adjourned: Francis B Hays, Uriel

Crocker, Isaac Rich, Jacob Sleeper. B -iston,

Mass
;
Andrew V Stout, New York ; Frederick

Billings, Woodstock. Vt ; Andrew Pierce, Jr.,

St. Louis. Mo. ; William H Coffin, Clyde, N.
Y ;

Charles J Morrill, B iston, Mass. ; Oliver

Ames. N. Easton, Mass ; Joseph Seligman,
New York ;

George S. Curtis, B iston, Mass
;

Charle< E Harwood, Springfield, Mo.—Am.
R. R. Journal.

— At a meeting of the corporators of the

St. Croix and Superior Land Grant R R Co.,

in Prescitl, Wis, on the 12ih inst, a resolu-

tion was adopted excepting the charter, and
directing the acceptance to be filed with the

Secretary of State of Wisconsin. Philip W.
Holmes, of New York, Nathan K. Elmore
and Joseph Colamer, of Philadelphia, were
appointed commissioners to open books for

subscriptions of stock. James Smith. Jr., of

St Paul, attorney for Jay Cooke & Co., sub-

scribed for five hundred shares, amounting
to $500,000, the amount required in tbe char-

ter to be subscribed preliminary to the or-

ganization of the company A further meet-

ing was ordered to be held at Milwaukee,

July 14th, for the election of directors and
officers of the company.

—

American Railroad
Journal.

—There was a full meeting of the directory

of the Covington, and Lexington Railroad on
Fridav at the office of Peter Z nn, in Coving-

ton, Kv . Vice President A. L Greer in the

chair. John Bedford, Joseph Shawhan, Sr.,

George H Perrin. Ed. T. Clark-ion, John F.
Fisk, G. Y. Roots and Daniel J Fallis, Direc-

tors, were in attendance. A report from the

attorneys as to the progress of the suit for the

recovery of the road was made Hon. Stanley

Matthews in c msequence of engagements oc-

cupying all the time he could spare from his

business resigned his directorship in the

road. Thereupon Peter Ziun was appointed

to fill the vacancy, and subsequently elected

President of the Ctmpanv. The President,

A L Greer, and D J Fallis were appointed

an executive committee.

—The Grand Rapids Democrat says the

work of grading on the Grand Ripids & In-

diana Railroad has been recommenced at s
point south of that city. Tbe graders will be

followed in a short time by the track lavers,

I

and the company promise to have the road

open and ready tor business from. Big Rapid*

10 Fori Wayne by October 1.
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—1 he Hendfrson (Ky.) News says that the

Evantville. Hendeison & Kitshvi.le Kailrued

between Henderson and Nashville, Tenn
will be completed about the first or during

the monlh of Oi lober. The iron has already

been purchased and paid for, to complete ii

to the c hI fields. There are now four hun-

dred laborers, or more, (mplo\ed, and 'hi

forte hein<» incri ased. Audttional ne« ro -

ino stock has been
|
laced on the other ei u f

the line, and a pasreirgsr coach and bajjgaje

car for this end haw arrived at Evansv It

and will be placed upon the track in a f »

days.

—The following get tlemen have been
elected directors of the Greenville & Colum-
bia (S. C) Railroad for ihe ensuing year;

John J. I atterson, J. W. Harrison. Niles G.

Parker, Jumes L. Orr, Timothy Hurley, D.
M, Porter, Josiph Crews, H H Kimpton.
James M A kit, A J Ransier (colored)

GcTJe W. Waterman and F. L Cardozo
( i I re). The officers are: President,

i.ederic» Bush ; Vice President, John J. Pat-

ttis-i. ; Secrelaiv. C V Carrinirton
; Superin

tei dent, James 0. Mendith ; Treasurer, J. G.

Li waids.

—The fc llowing gentlemen h Lve b< n
elei led direitcrs tit > lie i.ewi) urbanize.,

Widsouville & Shawneetown Railroad Com-

I
any: G. W.Noel, Polk Laffuon, ol Hopkins

comity; K. J. 1 anghlin, I hernias S. Given*,

J. H Paiker, of Weosier county, A. J M.
1 In rr; | son, W. P. Pierson, of Union county.

The Board elect' d William L Gordon, E q.
ol ^ adisonvilie, Ky., President, and Jims
K. Givens, oi Providence, Ky , Secietaiy.

—C. W. Harwood and F. Netl directors of

the Shelbyville and Dai.vi le road, are now in

the latter place, and are meeting with a cor

dial ncejtion. An' opportunity will be given

tie [tople ol Bi yle couniy to subscribe J2U0,-

OdO ot stick. 'Ihe matter will first be pre-

setted to Mercer for a stock subscription if
$4(i(i.0(iU, and, it the vote is favorable, then
in Bn le county immediaiely afterward.

—

Ky Yeoman.

—Ihe following gentlemen were elected

TEanaiers of the Delaware & Hudson Canal
Com|any on the lUlh insl : Charles X. Tal-

bot, Edward J. Woolsey, George Talbot Oly-

fihant, Abiel A. Low, Robert Lenox Ken-
liedy, James M. Halsted, James R. Taylor,
Thomas Dickson, John Jacob Astor, Thomas
Cornell, W. J. Hoppin, Isaac N. Seymour,
Legratid B Cannon. Thomas Dickson was
le-elected President.

—The following gentlemen have been
elected directors of the Mew Yoi k and Har-
lem R R Co., for the ensuing year: Corne-
lius Vanderbilt, C. Vanderbilt, Jr., W. H.
Vanderbilt, Augustus Schell, Horace F Clark,

A. B Bayliss, J. H. Banker, Joseph Hasker,
W C. Wet more, Oliver Charlick, J. B.

Dutcber, W. A. Ki6sam, C. M Merserole.

—The iron for the Northern Pacific and
Other great Western railroads, will probably
be taken from the Lake Superior mining re-

gion, wheie some of the best iron in the world
is to be found,

—President Singleton, of the Qnincy, Alton
& St Louis, has arranged in New York for

all the money required to finish the road be-

fore the end of this year.

— It is understood that thirty thousand tons
of railroad iron will be forwarded this season
from Johnstown via Erie to Dnluth, to be
used in the construction of the Northern Pa-
cific Railroad,

T. F. RANDOLPH,

MANUFAClL'BfcR OF

MATHEMATICAL INSTRUMENTS
TIIkOnOLtTS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, 4c,

67 W. Sixth St., Cincinnati. O.

Cirjulars aent free.

1 9 i TO. 1*
Established 1853.

THE

RAILROAD GAZETTE.

A JOURNAL OF TRANSPORTATION.

Railroad Qu n f»tions discussed hy Practical Railroad Men.
I llustrat-d Descriptions hf R dlroad Inventions.

BaiTroad Enjj^n"firing arid Mechanics.

Kncrd ot'tliH Progress of Riiln.ads.

Riiivoad Reports and Statistics.

General Railroad Ne-vs.

Railroad Kl**ct:ons and Appointments.
Twenty four I irtre quart pajea, published every Satur-

day on and after April 2 1370.

Every Rrlmad M in. *n I everv man interested in Rail-

roads, should have it- Terms, $3 W a year, in advance.
Address

A. if. KELLOGG, Fitblinher,

101 Washinuton St., Chicago

EDWIN J. HORNER,

Successor to

JIcIt.tJiEI. <fc HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
tt Muling tou, l>elanai«

L.RAND SCENERY!
©QUICKEST RoTJTL-®a

59 Miles in Distance Saved

Baltimore & Ohio R.R.
—TO—

BALTlMOItE,
^JIILA DELPITTA,

NEW YOllK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TO

WA.SH I IN GJ rAX>lV

INO CHANGE OF* OAKS
From Cincinnati "Do 1 +-i rrt r\T»a flnn" bot O-VR

or Columbus to -DcLl U1XI1UX t? C11ANGK
1'hilad- Iphitr and A'ew York*

W^fMd ^Baltimore & Ohio R. R

J. Ii. WI'SON. Mns'ernf transportation.

L. M. OOLE, General Ticket Aiienl.

3. B GIBSON, General Western I'asseneer Acent.

JANUARY 1st, 1870.

Cincinnati to St. Lotris Without
Chun ye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, L< uicville, EvanBville, St. Joseph

J*ferBoii City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Centra) Railroad.

Trtilivs RUN AS FOLLOWS:
St. T.'Miis Ev nsville and Cairo
Mdl 7:IU M. 10:55P.M.

0-*irriod Accommodation.., 3:10P.M. 8m5 A. Af.

Through Western Express 5:1" P. M. R:3it P. M.
Niaht By press 10:20 P.M. (iflUA M.

The 5:10 P. M. train runs daily. Trains run by Tin-
•t^nnes time, li' minutes slower than ','in'ti time

For tickets or in tmnMtvin aj ply at Offics 132 Vine
Street Corner Front and Broadway ; and ai Depot, Foot
Mill Street.

E. 0. BONBURANT. Superintendent. Cin. 0.
C. E. FOULET, Gen'l Ticli't Ag't, S:. Louis, Mo.

m\ mi ui mas
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington. OoIh\vai-», or
t'lEAS. EOCKtS A <JO, Itosion. Musi

812.9, 5S

THE LOBDELL

CAR-WHEEL.T1RE k MACHINE
COMfANV,

WILMINGTON, DEL.
Established in 1MB

Allkinds ofEailroad Machinery
GKOBGEQ LOBDKLL, President.

P. N. BIIENSA.N, Xitasurer
WM. W. LOBDELL, 8«cre«»r».

12 6-70,58
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KRIS KAIfrVfcJbLX-
1100 MILES under

due 11 .nagement.

SliO MILES Tithont

Uange of Coaches.

BROAOGAIG^DOIBLETRACK ROUTE

newyorkTbosion,
Providence, Albany,

PITTSBURG, HARR1SBDRG
Plxilatlelpliia, tJsiltiiixoi'ts,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—

IF» ©n ixs yl -v a,n i a, .

This Railway extends from
CINCINNAll to NEW YORK, - 860 Miles.

CLEVELAND to NEW YoKK, - 625 Miles.

DUNKIRK toNE'V YORK, - 460 Milec.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER, to M.W YORK, - 885 Miles

22 to 27 MILESthe'sHORTER ROUTt.

TWO EXPRESS I'ltillKS DAILY
Leave CIN. INN ATI from DEPOT, corner Fifib

and Hoadluv Streets, by Columbus, O., time,

which is 7 ninutes iaMer than Cin'ii time.

7.C0 A. If , CINCINNATI EXPRESS,
(Suudajs turnted.) Arrive Dajron 9 10 A.
M.; Urban., 10.29 .A. M ; Gallon, 12 57 i .M.j

Man-field, 1 40 P. M., ttiot Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

N*w York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M-; Meadviile, 8.1 P. M. (Supper);
Susquehanna, 7 L5 A. M. ( i:re->kfa»i) ; Tur-

. ners, 1.40 P. M. (Dine); New Y,.rk, 3.00 l>.

M. Connects ai Ravenna wuh Cleveland &
Pilt-burg Railroad for Hudson and Cleve-

land; at Eluiira fir Williamspurt and the

S, u ti; at Binglampton for Coupers«own,
Albany and the celebrated summer resott,

Sharon Springs, and at New York with

a ternonn trains and steamers for Boston and
New England cities.

0.45 P. M. LIGHTNING EXPRESS,
daily. Air vet Dayton, 12 03 A. iVi.; Urban i,

I 25 A. M.j Galion, 3.58 A. M ; .\lansti.ld,

4.44 A. V.; West Saleu', 5.59 A. M (Likt si);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
II advillp, 11.20 A. M. (Dine); Hornells-

\ille, 6 19 P.M. (Supp r) ; New York, 7.00

A. Mi Connects at Mansti Id with Pittsburg,

Ft. AVayue & Chicago Railway for Pitisburg,

Harrishurg, Philadelphia, &c. ; at Meadville
wi'h Franklin Bunch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the ^'oiith, and ai N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches nf t'e -tyle peculiar to the
Bpuvt G u^e. arm' (red for both Day and M-'ht travel,

are attached lo Ihia tiain at Cincinnati and run through to

New York, formiht; Ifie Only l.i lie miming through
860 Miles ivilhout ) liaiige.

Boston and Sew E t£l»n<l Passengers,
wit ti their Basgiij;i>, an- i ruiislerred k' iiliii

OF CI1AKGE in N'ew York.

TT~P The Krie Railway Company hag opened a new
Ferry from their J-r-e.v City Depo to the foot of Twent>-
hir ' S net New York, ihu- eoahlin--' parsenpers to reach

he i * ;,»r portion of the city wtth-at ihe expeudt and an-
noyance ot a -treel car or nmnihustiansfer.

VT~P> The licenery iilonff the entire route of the Krie
Railway in ol the most picturesque and be iiltiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, vill find in its ever ciianping landscapes sub
ects of continual adinirati n and intere-t

Bagrgrtig'eClieelc'tl Through
And Fare alaayt as Low as by any other Houte.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be ohtai-ed at the Company's OfbVes in Cili-

cnnali, PO West F»urtli Street. Ms Vine ft. 4 Burnet
B use, and foot of Broadway, (Spencer 11 use Block),
and at all principal Ticket Offices in the South and
tooth-west WJI. It. UAltlt,V B. SHATTCC, Gen'i Pasi'r Ag't

*oner»l 8 juthvn Agent,

Best tUu'ie l«S!. Louis and til cago

Indianapolis,
* CINCINNATI

lafayette" railroad
Great Through Passenger Route from CINCINNATI to

CAIRO,
CHICAGO,

Memprrs, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Lies Moines, Omaha

Denver, Sacramento, San Francisco,

And ail Rail and "iver Towns and Cities in the West,
North west and South-west.

TTPThe 7 35 A. M. train runs daily.

ON AND AFTKK SUNDAY. DEC. 5TH, lHifl, TRAINS
WILL LbAVK PLUM STREKT DhPOT. AS KOLLuWS :

Lrave.^ Arrive.

Indianapolis and Lafayette Mail.... ".20 am ]-J 4" am
St Louis ard'Sprinjr field Kxpiees... 2.4U pin 7 35 am
^Sl. Louis and Sprincfield Kxpress. 1" 2P pm 3.4L» pin

L iwrenceburg AC' omniodatiuii lll.ltlam 2.35 pm
Lawn-nceliurg Accommodaiio' 4. Opm 8.25 am

*The 1U.-0 -om. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 0' am 10.15 am
Chicago Express U 511 pm p3 pm
Hirrison Accommodation... 5.30pm j.IU am

ThroughTickets can be obtained ai the Buinet House
Omce.corner ol Thi,d and Viiie ; Rivet OSlce. corner of

WalnulSticetand Riv, r ; and at Depot, coineiot Plum
-nd Peai i streets. 1 be splendid Passenger Depot of the

I. & O. Railroad is about a mile neaiei it e businesscenter

ol the ci'y ll an the Depol of any utVeT railroad, and with-

in a few squnres%f the Pottofhceand principal betels and
Steamboat landings.

J. P. RICHARDSON .Superintendent.
A K CLARK Cpoeral licKet Agent.

Ouiciuiiati, iliuuiltuii & i n v ton tlailroad.

Trains run to and tiom Cincinnati as follows:

DEPART. ARR1VK

Eastern Express (Krie Railway). 7:' (I A. ". 6:3o P. M.
do do do ..!):4iP. M. 7:t:0A M.

Toledo, Detroit & Canada 7:15 A. M 111:26 P M-
do do do 6:30 P . M. 7SI0A.M.

Lima Fort Wayne *t Chicago 7:15 A M. 10:i l'.,M.

do do do .... 2:oOI'.M 5:4b V. M.
do do do ... Ii:3n P. M. 7:3(1 A. M.

Sandusky. C leveland &. Buffalo... 7:|f,.A..M. 5:40P.M.
S rinirfield Acromnod tion ... 2:30 .'. M. 10: .11 A.M.
San lusky, Cleveland & Buffalo.. 6:0P M. 111:211 A. ol

Munciei Iudiauapclis 7:15 >.M. 1(1:25 P. M.
do do 5:(ll P.M. 1:2(1 P M

Hamilton, Eatrn & Richmond ., 7-la A. M. 10:25 P. M.
do do do. ... 5.(0 P. M. lli;Sn A. M.

Hamilttn Accommodation 9:311 A. M. P:(i5 A. M.
do do 6:a0 A M.

Trains run SEVEN MINCIKS FASTER than Cincic-
latitime.

For allinformationand throughtickets. please apply at

t .eobl office, south-east comei of Broadway a nil Front; Br
n*t House Office corner Vineand Bakerrtreets. and al the
reipective depots. East front and M'esiSixth streets.

D. MrLARKN, Gen 'I Sui.erintendent
SAM'L STKPU (• NSi)N, Gen 1 Tick't Ag't.

)mnibuhthcall for passen el-fr

The Old And Reliable Route.

Through to PEttuhnrc without <;hanee.

Tbel'ITTSnCRG. FOKT WAYNE & CHICAGO RAIL-
KO'D, in connectinn wiih ihe Ciiicinnati, H mi lion &
Oajttin, and Little Miumi Haihw.adH. still copt'iiue to trans-

po*t pntduce mid merchandise between CmciMjHti and
1'ittsbusjr. Fliiladeiphia. BiliimTet New York or Boblnn.
and ad Baetern poiuts with the greatest prtimptitude and
dispatch.

For Ratefj. Billaof Ladin?, or any information desired,
aliippera will pleaae apply to

IT. W. BROWN & CO.,
No 27 Wesi Third Sutet, Cincinnati.

W. P. SH1NN", General Freight Apent,
tPlttsburfih, Pa.

LOUISVILLE & CiraMATI
SHORT-LIKE RAILROAD.

Time only 5 liours
Fare Only $3.50—Transfer from Hotel or
IteMULeitce to Depot* in Covxngiou, lite.

THE SHORTEST ALL-KAIL ROUTE TO
Louisvilie, Nashville, Memphis, New

Orleans, aud all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Mnn ing Mail /,i,»A, M. 2,. i . M.
h vetting hx press ".15 P. M. 3 4f» p. >».
Nil- lit hxpreba ..11,1. P. M. o,0" A.M.
Walton AccuLumudatii n 4,i iiP. M. U.'45 A. M.

L'he":30 A M. train runs daily.

Th- Low Fare Season and C-jmniutation Tickets, good on
the Wallifn Atcommt'datH'ii .obet yreat indnuemei.ts 10 the
citizens of Cinunn ti and Covington wi.o wish t<i pur-
chase country resi ences or sn.all f^mis for ^aideninir.
This train leaves late in the afte noun, and arrives early
nest morning, giving all d;.y to attend to business, tor
turthei information as to routes, low fare. &c, please *{ ply
at No 1 Burnet Uou>e, or Depi t Covins ton, Ky.

SAM'L GILL, GeuMSup't. Louisville.

CtNTRAL'R. R. CF NEW -JERSEY.

I assenger and Freight Pepot in New York, foot of Lib-
erty si , connects at H-.mpioii Junction with .. ne beta*
ware, LacKanai na- iind Vtcst^ru Kailro.d, and at t£;\s on
with Hie Lehigh Valley Kanroad and its connctt.ons,
luiLuing a direct line to Pittsburg aud the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this >ine to Chicago,
Cincinnati. St. Louis, etc., with hut one change of cars.

fciilver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, lfc69. Leave New York as
follows

:

6:55 a.m.- For Eatton. Bethlehem, Mauch Chunk,
Wi'iiainspuri, Wilkesb^rre, Mahouey City, Tuchhannoclc
«vc
7:15 a. nt —For Somerviile.

,s:.n> a in —For Fleuiington, Junction, Stroudsbur^,
Wati-rGap. Sciiintou, Kingston, Pt'tstun Gieai B^nd, &c.
12 ui.—For Flemiugtou, Eaat .n. Alleutowu. Mauch

Chunk, V\ ilkesbarre. Keailing, Columbia, L.i»jeaster,
tphraia, Liiiz, Hoitsville, Scranton, Harrisburg. «Sc.

;t:;to |>. m.— Fur Easton, Aheutown, Mauuh Cnunk
and Belvidere.

fl:;ti» p. in.—For Somerviile.

5:25 {> in.- For i-iomervnle andFlemington.
6 p. in.— For hast n and iuteriuediiitestat.ons.

J p. ui.— For Sotuervittc.

7:ao p. iu.-Emh.K4kt—Stopping only at theprinci
pal stiituns.

U:OOp. m.-For Plainfield.

ll:50 p. in.—For Flaiiifietd, on Wednesdays and
Saturdays only.

FOR TnE WEST.

9 a. m.—Western Express, daily, (exeppt Sundays.)
for fcaston, Aileniown. Huriisburg, and Hie West witnout
change of cars to Cincinnati or Chicngo, and but one
chunge lo St L-uis. Connects it liarriahurg for Erit and
the Oil Regions- Conuecis al Junction for Slioudsburg,
Watn-G p. Scrantou, o-c. Connects at Fhillipsturg fur
M»uch Ci.utik, Wilkesbarre, &c.

5 p. m.

—

Cincinnati Kxpritss. daily (except Satur-
days) f r Kaston Bethlehem illeutuwn, Reading, Hairis-
burg, P.Utsburg, Chicago, aud Cincinnati. Meeping-Cars
to Piit--buig and Chicago Counec:s at Junction »ith
Delaware, Lackawannaand Western Railroad lor all sta-
tion-to ^crainon. This train will be run to Kaston on
Saturdays asa local train, it- pping at prin. ipal stations.

8 p. m.— WEsTttH^ Express Train, daily, ror Easton
AUfiitOttii, Reauing. Haiiishuig. titishurgh, and the >\ est
—connects atlldiiisbiiig witn tr..iu for Williamsport, Lrie
Slc

Sleeping cars through from Jewey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:4o, 6:30, 6:i)5, 7:15
8:!5, 8:30, ».,9:2», ju:30, 11 Mil a m—Wm , 1:"U. ii:

3:00, 3: 3u, 3n5, 4:15. 4 3 , 4:45,5:li>, j:'*';", s':4S. 6:L0,o:.5,
7:10.7:2 .7:40,8: «:W», 9 40 10:4*.. 1 . :S0 p. m.

Tickets for the West can be obiamed at the office of th»
Central Railroad of New Jersey, foot ot Lil erty tt., N. Y.?
atNo. I Asicr House; Nos. .54 *.?l. 5'jn Broadway ; at
No. 10 Greenwich si., Hnd at the priixipal hotels.

R. E. RICKER t .->uperiutendenu
H. P. Baldwin, Gen Pass. Agu
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Population of the Country and tbe Distri-
bution or Publie Lands.

The land grant to the Northern Pacific,

which we are glad to cay has been made and

will be of an immense benefit to the country,

seems to have stirred up a large amount of

that picayune jealousy which is so common
in narrow-minded people. This is to be ex-

pected ; but, in tbe meantime, a liberal policy

prevails among statesmen who understand the

wants and interests of the country.

In a former number, we gave a digest of

the public lands in the territories, and of some
of the modes of distribution. We shall pur-

sue this subject in connection with the popu-

lation of the country west of the Mississippi.

We may here remark, that in one thing there

has been great injustice done in the distribu-

tion. This is in not making an equal distri-

bution among the old as well as the new

States. The old States do share in the indi-

vidual settlement of the laDds under the

Homestead law, the military bounties and

the Agricultural College grants. These, how-

ever, are small in comparison with the whole

amount granted,

The following table gives the whole amount

of lands granted to the States which were

formerly called " Western," that is, west of

tbe mountains, and also to those west of the

Mississippi, This, however, is exclusive of

schools

:

Acres.
0h 'o 11,998,598
Indiana 4,817,213
Illinois 15,779,482
Missouri 16,662,000
Michigan 20,140,000
Arkansas 14,969,000
Iowa 19,50(1,000
Wisconsin 12,849,000
California 7,509,000
Minnesota L 19,600,000
Oregon 3,249,000
Kini-as 5.560,000
Nevada 554,500
Nebraska 2,600,000
Washington 450,000
New Mexico 210,000
lJtah 2,000,000
Dacotah 100 000
Colorado 220,000
Montana
Idaho
Arizona

Here are (150,000,000) one hundred and
filty millions of acres given—exclusive of

schools—to the States west of the mountains,

not the South. The largest part of this has

been given for railroads, canals and internal

improvements, drainage of swamp lands, &c.

It will be seen, in the above statement, that

Ohio, Indiana, Illinois, Michigan and Wis-

consin got 66 000,000 of acres. If now we
suppose, Minnesota, Dacutah, Montana, Idaho

and Washington—through which the North-

ern Pacific goes—to get the same quantity

and we take from it what they have already

received—10,600,000—there will remain 54,-

400,000 acres fairly due them. It is probable

the Northern Pacific road will consume half

of this quantity, so that, after all, those terri-

tories have no more than half the quantity

they have a fai^right to.

We mention this only by the way. We
want to show something of the growth of

those States and territories which have pro-

fited by the public lands. In the Eastern

States, which derived little or no benefit from

the lands, there has been a rapid growth from

manufactures ; but in States where manu-
factures could not be largely carried on—as

Maine, Vermont, New Hampshire, Maryland

and the South Atlantic Stales, they have

grown but very little. Here is a table of the

Western States, in population, from 1830 to

1870, a period comprehending what may now

be called a generation. The population of

1870 is an estimate from known facts:

1830. 1870.

Ohio 937,903 2,950,000
Indiana 343,031 1,900,000
Illinois 157,445 2,800,000
Michigan 31,639 1,320,000
Wisconsin 1,209,000
Minnesota 500,000
Iowa 1,200,000
Missouri 140,455 1,300,000
Arkansas 30,388 700,000
Kansas 400,000
Nebraska 100,000
New Mexico 100.000
Montana 6OJ00O
Dacotah 20,000

Idaho 30,000
Colorado 60,000
California 350,000
Oregon 100,000
Washington 50,000
Nevada 60,000

Total 1,640,861 15,170,000

Thus, forty years. a;o there were only a

million and a half of people, where now there

are over fifteen millions.

Such a settlement and growth, and expan-

sion of population as this, has never been
known on earth, and it never would have been

known but that it was a public domain, which

cost the settler comparatively nothing. But
how was the settler to get to the lands with-

out roads ? The truth is, that no part of the

Western country has been settled till first

well supplied with communications; and
hence the railroads are the best means of im-

proving the public domain.

Board of Trade.

INTERESTING REPORTS OF THE COMMITTEES OK
CANALS AND TRANSPORTATION,

The Board of Trade held an adjourned
meeting on Tuesday, President Lane in the
chair.

Mr, Smith, from the Committee on Manu-
factures, stated that their report would be
printed in the annual report.

•
SOUTHERN RAILROAD.

The Committee on Railroads presented a
report upon the paper prepared by E. Le Hardy
de Beaulins, Chief Engineer of the Selma,
Rome & Dalton Railroad, in relation to the
location and route of the Southern Railroad.

The report speaks in high terms of the ability

shown in the preparation of the article, and
indorses it as worthy the consideration of
those in charge of the Southern Railroad.

A resolution was adopted referring the

paper to the Trustees of the Southern Rail-

road.

LOUISVILLE 4 PORTLAND CANAL.

The Secretary read the following report
from Mr. Theo. Cook, on behalf of the Com-
mittee on River Navigation :

Cincinnati, June 4,

Secretary of the Board of Trade

:

Dear Sir : I find that I can not be present

at tbe meeting of the Board this evening.

Touching the letter of Joseph W. Gilbert,

which was referred to the Committee on River
Navigation, I would say that I regard tbe

proposition to loan money to General Weitzel

by the citizens of this city for the prosecution

of work on tbe canal at Louisville as imprac-
ticable, and one which can not be carried out.

It appears to me that the contractors who are

to do the work, and who will make a profit

out of it, might reasonably be asked to assume
the risk of a speedy appropriation of money
for their pay—a risk which no one considers

very hazardous. I presume that there is not

the slightest doubt now that Congress will

make, at an early day, an appropriation suf-

ficient to pay for all the work which can be
done this year. Therefore I would suggest
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that instead of going among- oar business men
to ask subscriptions to a Joan tor this purpose,

the contractors make their arrangements with

some capitalist to furnish the money pledging
as security the approved estimate of Genera)
Weilzel for work done. 1 do not think the

contractors will have any great difficulty in

arranging a negotiation of the kind. I have
not had time to see or consult other members,
of the committee.

Respectfully, Theo. Cook.

The report was received, and the following

resolution was adopted:

Resolved, That we deem it expedient dur-

ing the pendency before Congress of the ques-
tion of making an appropriation for the
Louisville Canal, for this board to take any
action in reference to raising money for that

purpose.

TRANSPORTATION OF FREIGHTS.

The Committee on Transportation, consist-

ing of Messrs. N Macneale, M. Loth and
James J. Hooker, presented a somewhat ela-

borate report. The committee reiterate the

complaint that shippers have not furnished
them with evidence on which to found good
cases against the several lines of transporta-
tion regarding which accusations have been
so freely made in the public press. In most
directions there is sufficient competition to in-

sure fair rates to shippers if they will care-

fully study their own interests and divest

themselves of the idea that freight agents are
their special instruments for the conduct of

their business, when on the contrary they are
interested parties in a contract to be made.
There are many complaints of discrimination
against Cincinnati that seemed to be uncalled
for. And yet it is true that shippers are sub-

ject to grievances in some Elections. To-
ward the South there is not proper competi-
tion, and it is doubtless true that there is some
ground for the numerous complaints of over-

charges and delays on the Louisville & Nash-
ville Railroad. Shippers have been called

npon to furnish written statements, of facts in

relation to these cases, and a sub-committee
has been appointed to proceed to Louisville
and investigate the matter fully, as soon as

the proper data are furnished them. But
thus far but one bouse, that of White, Corbin
&. Bouve, has furnished the committee with
any evidence upon the subject.

The committee refer to the improper classi-

fication of certain articles in the freight tariff

of some of the Southern roads as one of the
causes of the high rates to some points. For
instance, ale and porter in wood are classified,

on the Memphis & Charleston and Nashville
& Decatur roads, first-class, while the Louis-
ville & Nashville, and all Northern roads
classify the same article fourth-class.

The great difficulty, however, is the fact

that the Louisville & Nashville Railroad en-
joys a substantial monopoly of our Southern
freight. The resumption of the line of packets
which the Government found it necessary to

establish during the war, running up the Ten-
nessee river to Johnstonville, and connecting
there with the road to Nashville, might afford
partial relief. The first positive relief, how-
ever, would be found in the completion of the
Nashville & Henderson Railroad, and the
competing route then offered to Nashville, via
the Ohio & Mississippi and the Evansville &
Crawfordsville roads to Henderson, and thence
to Nashville. The Ohio & Mississippi road
will doubtless be compelled to lay a broad
gauge track from Vincennes to Evansville on
the line of the Evansville & Cincinnati road,

The Roekport road may also afford some
relief

But, after all, nothing will place na on a
firm and substantial basis except the construc-

tion of our grand trunk Southern road. The
Committee remark that the public interest in

this road, which is the most important project

ever brought before our citizens, and an
actual necessity for our commercial life,

seems to have relaxed, and we are con-

tented to wah for "something to turn up" in-

stead of pushing forward regardless of oppos-
ing difficulties. The committee remark :

"The constant ehanges that are being made
in classification of freight in the Southern
roads, preventing positive time contracts for

through freight ; the professed inability of the

Louisville & Nashville Railroad to carry all

the freight offered them by our own and other

cities; the uncertainty of river navigation;

the blockade of the river by the Louisville

bridge and the non-completion of the canal

around the falls are great obstacles to our
prosperity, but we hope to see these evils

obviated by the means referred to."

The report then refera to the movement
inaugurated at the last General Freight

Agents' Convention in Cleveland to secure a

uniformity in the classification of freights on
all the roads iu the country, and expresses a

hope that the new schedule will be adopted.

The committee express the opinion, however,
that an entire abatement of the trouble can
not be hoped for until the railroad business

of the country has become so systematized as

to authorize the establishment of a general

clearing house for the settlement of accounts
between individual roads similar in effect to

the bank clearing house system.

The report closes with the following remarks
in relation to the necessity for a line of water
transportation to the East:

" We have said that generally there is com-
petition enough to insure fair rates of trans-

portation to the various points we desire to

reach, but we are much in need of a well or-

ganized line of water transportation to the

East. Chicago obtains vastly lower rates on
Eastern freight than we do, because water
competition keeps down excessive railroad

charges. It is possible we might avail our-

selves more of lake and canal transportation

than we do ; but we are not prepared to give
a matured opinion as yet on this subject.

No doubt the completion of the Chesapeake &
Ohio R R. will cheapen our Eastern freight, and
the formation of a direct railroad connection
with it will be of incalculable benefit to our
city ; but we do not think our citizens should

lose sight of the advantage that might be ob-

tained by a well organized line of water trans-

portation toward the East, either by way of

the lakes or James River Canal.

secretary's report.

The Secretary presented his report for the

quarter ending June 1, showing that the re-

ceipts from memberships had been $3,110,

and the disbursements $1,227 48. During the

quarter, fourteen firms, comprising thirty-nine

names, thirty-two individuals and two incor-

porated companies, have been added to the

membership list of the board, an increase of

75 to the individual membership, making a

total individual membership, June 1, of 503
names, and a total voting membership of

421.

ENLARGEMENT of canals.

The Standing Committee on Canals, con-

sisting of Gen. B. R. Cowen and Benj. P.

Hinmau, Esq
,
presented a carefully-prepared

report in reference to the enlargement of the
canals of the State.

MIAMI k ERIE CANAL.

The committee embody in their report the
, report prepared by Samuel Forrpr, Esq., of
Dayton, under the direction of the State Board
of Public Works, and submitted to the Gene-
ral Assembly last February.

Mr. Forrer estimates the cost of the enlarge-
ment of the Ohio Canal to the capacity of
the Erie Canal, of New York, at $22,600,000,
and the cost of the enlargement of the Mi-
ami & Erie to the same capacity at $18,000,-
000.

The Miami & Erie Canal, he Bays, is 246
miles long, from the Ohio river to the lake,

and ol this length there are 66 miles having
six feet depth ot water, and 33 miles having
five tePt depth, and 147 miles having only
four feet depth He piesents two plarB for

the enlargement of the canal, both embracing
the raising of the bank so as to give five

feet of water where there is now only four
feet.

The first plan is to lengthen the locks 25
feet, which would give the locks a capacity to

pass boats one hundred and three feet lonf,
drawing four and one-half feet of water, and
carrying one hundred and fifty tons of freight

or double the amount now carried. The
cost of this enlargement he estimates at $1,-

800,000.

The second plan is to lengthen the locks
forty feet, which would permit the passage of
boats 118 feet long, carrying 170 tons cf
freight. The cost of this improvement he
estimates at $2,015,000. In either case, he
remarks, the cost of transportation over toll

would be but little mare than half the present
rates, as it would require no more persons to

manage the boat.

To make the same improvement in the
Ohio Canal would cost, according to the first

plan, $2,900,000, and according to the second,
§3,200,000
The committee, in commenting on Mr. For-

rer's report, express a doubt of the practica-

bility of constructing a ship canal from here
to Toledo at present on account of the heavy
expense. As to the other two plans, they re-

gard the difference between the estimated ex-
pense of the two improvements as too slight

to be worthy of consideration.

They then proceed to consider the expedi-
encv of the improvement according to the

second plan proposed above. They present a
comparison of rates over various canals be-
fore and after enlargement. For instance, on
the New York and Erie Canal, wbere, with a
capacity for boats of fifty tons, about the same
capacity with the Ohio canals at present, the
rate for transporting freight was one dollar

per ton for 108 miles, or 9 4-10 mills per ton

per mile. Enlarged to a capacity for boat3

of 100 tons, the cost was reduced to 5 6-10

mills per ton per mile. And when the capa-
city was enlarged to pass boats of 136 tons,

the cost was reduced to 4 610 mills per ton

per mile, showing a redaction of one-half in

the cost of transportation by reason of the en-

largement. On coal over this canal the cost

was 2 9-10 mills per ton per mile, including

every expense, interest on investment and de-

preciation of property, excepting a portion of
the expense of unloading. Including the en-

tire expense of unloading, the cost was 3J
mills. The effect of enlargement npon the

cost of transportation in the cases of several

other canals was also illustrated by figures,

showing that in every case a large reduction

had taken place, and the committee concluded
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that the proposed enlargement of the Miami
& Erie Canal would reduce the expense of

transportation nearly fifty per cent. .

The business of this canal at this point

alone for ihe year 1869, on some of the prin-

ciple articles, aggregated more than 100,000

tons and over 12,000,000 feet of lumber.

Nearly 110,000 tons of coal were shipped from

here in that year. A saving of fifty per cent,

on the expense of transporting that amount,

of freight would go far toward paying the in-

terest on the estimated cost of enlargement,

while the largely increased business by reason

of the enlargement, and the reduction in

rates, would no doubt be more than enough to

pay the interest on the entire cost.

But in addition 10 this, is the immense
benefit to the country traversed by the canal

hence to Toledo. The canal passes through

the richest farming lands of Ohio, considera-

bly developed aiready by the" present canal,

but susceptible of much greater improvement
UDder the influence of improved and more ecox

comical means of transportation, while the

enterprise of our city can very readily attract

a large portion of such increased production

to our own market. It would also give a

great impetus to our mineral and lumber traf-

fic with northern Michigan.

THE LOUISVILLE CANAL.

The committee express the belief that the

completion of this canal, under the energetic

supervision of Gen. Weitzel, may be looked

upon as certain at no very distant day. The
necessary appropriation has the hearty appro-

val of the Finance Committees of Congress,

and there is little doubt that it will be made.

JAMES RIVER AND KANAWHA CANAL.

Of this project the committee say

:

This canal—198 miles of which, from tide

water on the James river to the village of
Buckbannon, Va., are already completed—is

an enterprise in the completion of which we
should have a very great interest. Without
Congressional aid, however, it will probably
never be completed, and the active friends of
the measure do not feel much encouragement
to hone for aid from that Bource at the present

time. The State of Virginia has agreed to

donate all of her interest in the work to the

General Government—amounting to about
ten million of dollars— if Congress will make
an appropriation of forty millions of dollars

more, which it is thought will complete the

work to the Ohio river at the mouth of the

great Kanawha river.

The benefits accruing to the agricultural

interests of the Mississippi Valley from a re-

liable water line to the Atlantic seaboard,
free from any possibility of obstruction by ice,

can not be over-estimated, and the appropria-

tion of the required amount of money for that

purpose would doubtless be more profitable

to the country than many other enterprises

which seem to have found favor in the eyes
of our national law makers.

It would be well for the Board of Trade to

authorize an examination of this project, and
direct a report in detail to be made, showing
its present condition, the probabilities of its

completion, and aoy other facts connected
with it which may be of publuc interest.

The report was received and ordered to be
printed, and copies sent to the Senators and
Representatives from this State, and to the
members of the General Assembly.

MUNICIPAL SUBSCRIPTIONS TO RAILROADS.

The following resolution was adopted:

"Resolved, That in the opinion of this

board it is expedient and good public policy

to recommend an amendment to the Constitu-

tion of the State of Ohio, authorizing stock

subscriptions to railroads by the cities, towns
and counties of the State."

On motion it was resolved that the use of

the Board of Trade rooms be tendered Co Dr.

William Elder, of Philadelphia, to deliver a

lecture on " Protection to Home Industry."

Col. Albert S. Berry, of Newport, one of the

Directors of the Licking & Big Sundy Rail-

road, was, on motion, invited to address the

meeting. He exhibited maps and esiimates

of the proposed route, and strongly urged its

advantages over those offered by any other

route to connect with the Chesapeake &Ohio
Railroad.

At Ihe conclusion of his address, the fol-

lowing resolution was adopted:
" Resolved, That the thanks of the board

are given to Col. A. S. Berry for his interest-

ing and important statement in referenoe to

the Licking '& Big Sandy Railroad, and that

the subject be referred to the Committee on
Railroads, with whom Col. Berry is invited to

communicate."
The meeting then adjourned.

Hilwankee and St. Paul Railway Co.

This company owns the following lines of

railroad: Milwaukee to St. Paul, via Prairie

du Chien, 405 miles : Milwaukee to La Crosse,

via Waterlown, 196 miles; Milwaukee to Por-

tage via Horicon, 95 miles ; Horicon to Berlin

and Winneconne, 58 miles ; Watertown to Ma-
dison, 37 miles; Milton to Monroe, 42 miles;

Calmar to Nnra Springs, 65 miles; Conover

to Decorah, 10 miles; Mendota to Minneapo-
lis, 9 miles—total 917 miles. On the first of

January, 1869, the company had 825 miles,

showing an increase during the year of 92

miles, viz : June 1st, 11 miles ; August 1st, 27

miles; September 1st, 29 miles; and October

1st, 25 miles. The average for the year of the

number of miles owned by the company is 858

miles. The followiug ts a comparative state-

ment of earrings and expenses during the

years ending December 31, 1868 and 1869:

Earnings: 1868. 1869.

From freight $4,266,283 89 $4,909,525 02
" passengers. 1,695,295 72 1,781,134 77
" mails, ex-

press etc.. 556,066 10 560,008 89

$6,517,645 71 $7,250,668 68

Expenses :

Repairs of track $591,804 31 $615,595 95

bridges 51,796 89 34,189 19

fences 4,848 37 3,902 72

buildings 81,718 04 88,60190
locomotives ... 253,9*6 66 252,931 62

cars 365,390 94 407,323 45

tools, etc 41,085 38 36,738 19

Management and
general office.. 111,743.06 111,718 70

Foreign ag'y and
advertising .... 26,952 62 24,662 98

Station service... 381,901 48 446.553 81

Conductors, etc... 173,100 80 212,772 04
Engineers, etc... 222,263 55 273,171 03

Train and Station

supplies 92,530 31 102,810 25

Fuel consumed... 432,380 75 566,520 99
Oil and waste... 53,274 04 65,328 72
Personal injuries 6,689 48 30,277 02
Damage to pro-

perty 17,914 72 26,588 66
Loss and damage

of freight and
baggage. 16,123 91 6,558 68

Legal expenses... 44,686 86 18,053 47

N. Y. office ex-

penses
Taxes, State and

local

Insurance
Miscellaneous ex-

penses

Car service

Extraordin'y exp.

14,297 94 12,118 57

75,467 19 174,300 56

26,839 39 26,851 73

18,282 89 8,150 71

8,272 91 230 53
919,728 50 684,638 64

$4,033,040 99 $4,229,882 1

1

Net earnings ....$2,484,604 72 $3,020 786 57

The gross earnings show an increase of
$733,022 97, the expenses an increase of

$196,841 12, and the net earnings an increase
of $536,181 85, over those of the previous

year. The per centage of operating expenses
for 1868 was 62 per cent, and for 1869, 58 per
cent. The extraordinary expenses included
in operating expenses in 1869 were as follows :

Renewal of track $270,538 10

New bridges 34,104 35
New fences 25,354 23
New cars 148,809 56
New tools and machinery 10,546 72
United States Government taxes 50,191 29
Rebuilding locomotives 17,513 33
Mississippi River Ferry 126,195 68
Stock yard expenses 1,340 37

Total, as above $684,638 64

During the year 1869, the directors made
large expenditures in effecting improvements
and in acquiring additional property, not
charged in operating expenses, to the amount
of $1,631,533 18, the details of which are as
follows :

Construction of Sun Prairie ex-
tension $176,628 45

Construction of St. Paul branch 187,869 05
Decorah brannh 116,999 56
line around Milwaukee 163,891 05
engine house and turn tables

and surfacing track, (on new
mad) 109,319 42

Purchase of elevators, (balance

paid) 100,000 00
Right of way, (all divisions) 45,757 81
Milwaukee depot grounds 20,320 94
Minneapolis " 1,125 00
Milwaukee stock yards 28,197 71
Minneapolis connection 7,871 37
Winter bridge, Prairie du Chien. 16,872 56
Equipment (12 new engines)...

Legal exp. (paid in New York).
Swamp lands, Howard Co. Iowa
Sinking Fund, second mortgage

bonds, (cancelled this year)...

Renewal of traok 120,000 00
New bridges 34,104 35

" fences 25,354 23
" buildings 60,426 10
" locomotives '8,819 92
" cars 148,809 56
" tools and machinery 10,546 71

Total $1,631,533 18

These large expenditures were deemed nec-

essary by the directors to give increased per-

manent value to the road.

The earnings and expenses by divisions for

the year 1869 were as follows:

Earnings. Expenses.

La Crosse div....$2,3Hl,694 64 $1,357,103 70
Northern div. ... 718,424 39 388,589 33
Prairie du Chien

division.. 2,513,690 70 1,415,915 07
Iowa and Minne-

sota division... 1,686,858 95 1,068,274 01

Total $7,250,668 68 $4,229,882 11

163,813 42
7,569 80
3,226 20

74,000 00
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The stockholders having authorized the

same, the directors declared a dividend from

the earnings of 1869, payable February 15th,

1870, on the preferred stock of $7 per share

in cash, and 13 per share in common stock,

and on the common stock S3 per share in cash
and $7 per share in common stock. The divi-

dend so declared increased the capital stock

$828,900 from February loth, 1870, and, of

course, adds to that extent to the present cost

of the railroad and property owned by the

company, making the present cost $35,370,-

772, or say $37,800 per mile.

Having completed the improvements refer-

red to above, and paid therefor from the earn-

ings of the road for 1869, the policy of the

directors in future will be to divide the net

ea/nings in cash to the shareholders.

The Milwaukee and St. Paul Railway Com-
pany are not now engaged in the construction

of any railroad, and they have no floating

debt.

In the month of May last, the extension of

the line from Sun Prairie to Madison was com-
pleted and opened for traffic, and during
the season, a branch line from Conover, on
the Iowa and Minnesota Division to Decorah,
10 miles were built. Much of the grading had
been done, previous to our acquiring posses-

sion of the road, and the building of this

branch was deemed necessary to prevent the

diversion of business to points on the Missis-

sippi river.

We also, during the year, built a branch
from Mendota to St. Paul, a distance of five

and one-half miles, and erected a bridge across

the Mississippi at the latter place, one-half

the cost of which is borne by the St. Paul and
Sioux City Railroad Company.
We also caused to be built a single track

from Schwartzburg, on the Northern Division,

to Wauwatosa, on the line of the Prairie du
Chien Division, a distance or about 6 miles.

This work was rendered necessary to connect
the Northern Division with the Union Depot,
and to avoid the delay and expense of trans-

ferring freight and passengers through Mil-

waukee.
We also, during the year, on grounds pre-

viously purchased for that purpose, erected

the necessary structures for the receiving and
caring for of live stock received and shipped
over the road.

At the time we took possession of the Prairie
du Chien Railroad, we found a contract in ex-
istence with John Lawler, by which, for the

period of fifteen years, from August, 1863, he
had the exclusive nghtf of transferring all

freight across the Mississippi River, between
Prairie du Chien and McGregor. By a satis-

factory arrangement with Mr Lawler, this

contract was terminated on the 31st of De-
cember last, and since that time this service
has been performed by the company.

NEW CONNECTIONS.

We have received from the McGregor and
Missouri River Railway Company, previously

known as the McGregor and Sioux City Rail-

way, under our contract with them during the
past year, about 65 miles of railroad, viz :

from Calraar to Nora Springs, and expect to

receive from them during the year 1870, the
road from the latter place to Algona, about 63
miles.

It is not the intention of this company to

acceptor receive from the McGregor compa-
ny, any further portion of their line, beyond
that already mentioned, unless it shall appear
that the business of the adjacent country will

fully justify its extension.

The West Wisconsin Railway Company
have extended their road from Toman to Au-

gusta, about 66 miles. We continue to ope-

rate the road under a lease, determinable at

the will of either party. The road, it is be-

lieved, will be extended to Bau Claire, 25 miles,

during the present year.

The Cedar Falls and Minnesota Railroad
has been built from a point on the Dubuque
and Sioux City Railroad, to the Minnesota
State line, about 75 miles, where it connects,

by the Minnesota. Central Railroad at Austin,

12 miles, with the line of this company, thus

opening to us the interior of Iowa, to which
we will carry large amounts of lumber and re-

ceive by the return cars, coal and the products

of the country.

The Southern Minnesota Railroad Company
have built, during the past year, about 40
miles of road, commencing near Austin, on

our line of road, and running westerly. They
propose to continue the construction in the

same direction and complete ab.out 70 miles

during the coming year.

The Hastings and Dakota Railroad now ex
tends westerly from Hastings, about 30 miles,

crossing our line at Farmington. During the

past year, 12 miles were built, aud the com-
pany expects to reacn the Minnesota River,

about 20 miles further, during the year 1870.

The St. Paul and Sioux City Railroad Com-
pany formerly known as the Minnesota Valley

Railroad, is understood to have been leased

to the Lake Superior and Mississippi River
Railroad Company. The latter company con-

structed about 95 miles of their line during the

year, and expect to complete the remaining
portion, about 55 miles, within the coming
season.

The St. Paul and Pacific Railroad was ex-

tended north-westerly from Minneapolis, du-

ring the year 1869, to Litchfield, about 90

miles. It is being rapidly extended to Breck

enridge, on the Red River of the North, a dis-

tance of about 180 miles from Minneapolis.

The company are also extending their branch

line from Sauk Rapids to Crow Wing, about

50 miles, which they expect to complete with-

in the year 1870. From the latter point they

propose to extend the line to the Winnepeg
District, about 300 miles.

The Northern Pacific Northern will extend,

when completed, from Lake Superior to the

Pacific Ocean. It is understood that this

company has secured the means, and propose,

during the coming year, to build about 20U

miles, which will carry them to the west boun-

dary of Minnesota. It is also reported that

the company have reasonable prospects for

securing the entire sum necessary to complete

the road to the Pacific Ocean. It is unne-

cessary to speak of the additional value of

which the completion of this great line will

have upon your property.

The St. Paul and Chicago Railroad Compa-
ny are engaged in building their road from St

Paul southerly along the west bank of the

Mississippi Rivef. They built, in 1869, from

St. Paul to Hastings, 20 miles, and expect du-

ring the present year, to extend the line from

Hastings to Red Wing, about 20 miles, and
from Winona to Miunieska, about 12 miles.

The Western Union Railroad extends from

Racine to Port Byron, on the Mississippi Riv-

er, 182 miles, and by connecting lines, is in

connection with the cities of Rock Island and

Davenport, and at Fulton intersects the Chi-

cago and North Western Railroad. In the

month of September next, it will be connected

with this road by a branch from Elkhorn to

Eagle, a distance of about 16 miles. This

connection will open for the traffic of this com-

pany, the business of many thriving cities and

villages in Wisconsin and Illinois, and the

richest coal and grain growing districts in

the latter State. In connection with our road
it furnishes the shortest and most direct route

to Fulton and Rock Island for the western

and northern part of Wisconsin. It will bring

to us the transportation of corn, coal and other

products of that section of the country, but lit-

tle of which has ever passed over the line of

our road.

It will be seen that about 1,000 additional

miles of road will probably be brought into

use, or connected with our lines, during the

year 1870, from all of which we may reasona-

bly expect a large and profitable business.

The stockholders pursuant to a Law of the

State of Wisconsin, at their annual meeting in

June, 1869, divided thpir Directors into three

classes to hold their offices respectively for

one, two and three years.

The company own 145 locomotives, 71 first-

class and 10 second-class passenger cars, 9

sleeping, 64 baggage, mail and express, 5,273
box freight, and 480 flat and stock cars.

The number of miles run by passenger
trains was 946,786; by freight trains, 2,063,899

by wood and gravel trains, 377,874—total

miles run, 3,388,559; of which 1.374,406

were run on the La Crosse and Northern Divi-

sions
; 1,195,779, on the Prairie du Chien divi-

sion
;
and 818,374 on the Minnesota division.

Number of tons of freight carried eastward,

941,354; do., westward, 403,004—total, 1,344,-

358 ; of which 539,500 tons were carried on
the La Crosse and Northern divisions; 500,-

757 on the Prairie du Chien division ; and
304,101 on the Iowa and Minnesota division.

Number of tons carried one mile eastward,

117,012,497; do., westward, 40,737,357—total,
157,749,854. Rate per ton per mile, 3.10 cents.

Earnings per mile run, $8.38.

Number of passengers carried eastward,

374,532; do, westward, 436,371—total, 810,

903; of which 348,951 were carried on the

La Crosse and Northern divisions; 292,990

on the Prairie du Chien division ; and 168,-

962 on the Iowa and Minnesota division.

Number of passengers carried one mile east-

ward, 19,048,090; do., westward, 26,360,310—

total, 45,408,400. Rate per passenger per mile,

3.89 cents. Earnings per mile run, $2.27.

The expenses per mile run, including all

expenditures, were $1.40. Per centage of

expenses to earnings, 58 per cent. Gross earn-

in srs per mile of road, $8,450.66; Net do.,

$3,520 73.

GENERAL ACCOUNTS DEC. 31, 1869.

Cost of road $35,518,838 20
Stock of material on hand 328,072 21

U S. post office department... 27,160 05

Balance due from agents and

other companies 249,489 58
Miscellaneous account

'

28,710 57

City of Hastings bonds 14,000 00
Interest paid on bonds due

January 1, 1870 11,829 82

Cash on hand 963,984 02

$37,137,084 45

Capital stock preferred $9,744,268 00
*" common 7,665,104 00

First mort. 7 per cent, bonds... 5,487,000 00

8 p. c. E. Div. (Palmer)..;... 793,000 00

7 p. c Iowa and Minn. Div. 3,792,000 00

7 p c. Minn. Cent. R. W... 208,000 00

8 p. c. P. du C. Div 3,672,000 00

Second mort. 7 3-10 p. p. P. du

C. Div 1,189,000 00

Second mort. 7 per cent, bonds 1,316,000 00

Income 7 per cent, bonds 20,000 00

Milwaukee City 7 p. c. bonds... 234,000 00
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Mil. and Western 7 p. c. bonds 247.000 00

Real eat. purchase money 7 p. c. 148,500 00

Incumbrances assumed 48,341 00

Unpaid pay rolls and bills 391,733 92

Due other railways, freight and
ticket accounts 81,941 42

Div. No. 9 P. du C. Division... 4,132 09

Dividend No. 4 3,181 50

Coupon account 1C8,526 23

Income account 1,983,356 29

$37,137,084 45

President —Alex. Mitchell.

Vice President.—Russell Sage.

Directors.—Alex. Mitchell, Russell Sage,

Fred. P. James, N. A. Cowdrey, Walter S.

Gurnee, Selah Chamberlain, S. S. Merrill, Ju-

lius Wadsworth, James Buell, James G. Gar-

ner, Levi P. Morton, Joseph M. Bokee.

Gen'l Manager.— S. S. Merrill,

Sec and Treas.—R. D. Jennings.

Auditor.—J. P. Whaling.

Fncific Railroad of Missouri.

The Twentieth Annual Report for the year

ending February 28, 1870, is as follows :

GROSS EARNINGS FOR THE TEARS 1870 AND 1869.

1870. 1869.

From passengers$l, 399,363 24 $1,307,357 31

From freight. ... 1,699,016 83 l,67b,469 16

From U. S. Ex-
press Co 62,640 85 62,715 32

From mails 52,037 52 45,049 92

Total $3,213,058 44 $3,091,591 71

Netincrease $119,939 68

Gross earnings for the year $3,213,058 44

Less operating expenses 2,318,713 62

Net earnings $894,344 82

Operating expenses, 1869 (per-

centage) $72 16

Operating expenses, 1868 (per-

centage) 63 49
i

The operating expenses for 1869 appa-

rently exhibit an unfavorable comparison with

the previous year, 1868. It is not so in re

ality.

The difference is .accounted for in the pur-

chase of new iron and ties, exceeding similar

purchases made during the year 1868, and
amounting in the aggregate to $240,000.

Equalizing these accounts the comparison
would stand as lollows :

Operating expenses last year,1869 (per

cent.) . $64 90

Operating expenses previous year, 1868

(per cent.) 63 40

Gross earnings of the Missouri River Rail-

road (26 miles between State line and Lea-

venworth) for ten months, ending 31st Dec,
1969, were :

Passengers $41,570 53
Freight 20,127 36
Mails 2,166 60

Total $63,864 49

Gross earnings of the Osage Valley and
Southern Kansas Railroad (between Tipton
and Boonville) for the year ending 28th Feb-
ruary, 1870, were:

Passengers $19 816 75

Freight 8,240 03

Total- $28,056 78

At the date of the last annual report, the

change in the gauge o( the road, at an early

day, was in contemplation. The undertaking

was regarded as one of serious moment, in-

volving, as it necessarily must, a break in the

business of the road, and a protracted de-

rangement in its operations The labors and
responsibilities involved in this change were,

after being duly considered, undertaken and
successfully carried through, in July last,

within the time contemplated when the mat-

ter was under consideration. The cost of

changing the gauge of track amounted to, as

follows :

Eastern Division 534,078 47
Western Division — 15,506 55
Boonville Brauch 1,286 95

$50,931 97

Average cost per mile, east and west divi-

sions, including Boonville branch and thirty-

six miles of sidings, $137 84 This may be re-

garded as satislactory in it3 cost, as it was
prompt and successful in execution.

The total cost of the change of gauge for

labor and material in the machinery and
track departmenis, up to February 28, 1870,

amounts to $208,646 90.

A committee appointed to investigate the

matter of the several leases of oiher roads by

this company, report very unfavorably upon
them all, and conclude as follows:

"In conclusion your committee express
their belief that it would have been just and
proper that the stockholders of the Pacific

Railroad should have had an opportunity to

express their opinions and wishes upon these

leases the same as was accorded to the stock,

holders of the Missouri River Railroad, and
in fact, so caj»fully guarded were the inter-

ests of the stowholders of the Missouri River
Railroad by their faithful Directors, that for

want of their acquiescence with their first

lease it was cancelled, and in its stead

another lease was forced upon the stockhold-

ers of the Pacific Railroad, without their con-

sent, of far more burdensome character.

They would also express their opinion that

the actions of the Board of Directors of the

Pacific Railroad Company did not evince an
anxiety to consult with the stockholders, in-

asmuch as the effort made to obtain the senti-

ment of stockholders upon the last and pre-

sent lease was negatived by the Board of Di-

rectors in the most emphatic manner."

—A corps of engineers is now engaged in

surveying and locating a route for the exten-

sion of the Shenandoah Valley Railroad from
Charlestown to Shepherdstown, a distance of
ten miles. The survey is to be extended to

Hagerstown, at which place the road will

connect with the Cumberland Valley or the

Reading Railroad, as circumstances may de-

termine.

—The Winchester and Strasburg Railroad
has been completed to a junction with the

Manassas Railroad. The distance from Bal-

timore to Harrisonburg by this route is 180
miles.

—The Decatur and East St. Louis Railroad
is finished from Decatur to Palmer, thirty-

seven miles.

The Distribution and Extent of the Coal
Fields of British America.

A LETTER FROM MR. JOHN CAMPBELL, OF NOYA

SCOTIA.

[From the London Mining Journal ]

Great Britain owns over 2,500,000 square
miles of land on the North American conti-

nent, 425,000 square miles of which consti-

tute the Dominion of Canada—being less than
one-fifth of the whole, and not more than
one-fourth of even that can be regarded as

occupied land— leaving 2,400,000 square
miles still unoccupied.
The total area of Great Brituin and Ire-

land is a tittle less than 23,000 square miles,

with a population of about 400 persons io

the square mile
;
while in British America wo

scarcely number three persons to the square
mile, including the Indians, But the country
is capable of sustaining at least 200 persona

to the square mile—equul to a population for

the whoie of 450,000,000—and its natural re-

sources are capable of sustaining this num-
ber during an indefinite period r»f time

To Great Britain coal is regarded as one
of the most essential elements of prosperity

and power, because a very large proportion

of her population is engaged in commercial
and manufacturing pursuits whose existence

depends on coal. Although her soil is capa-
ble of sustaining a comparatively large and
prosperous population, and though its fertility

is capable of endless renewal, yet she can not
retain her status in the world as a first-class

power for a much longer period of time than
her supply of coal lasts. At the present ra-

pidly increasing rate of consumption, her
own supply within the British Isles can not
last much over <50 or 300 years—a very
small point in the life of a nation.

It is quite clear, therefore, that the time
must soon come when she will be dependent
for her very existence, as a first-class power,

on her great possessions on the North Ameri-
can continent. The quantity of coal yet
known in all other parts of the world is so
limited in extent as to be utterly insufficient

to supply the greatly increased demand at

that distant period of time. With the excep-
tion of British America, the United States is

the only country in the world that can be
said to possess within its own territory an
inexhaustible supply of coal.

The extent of land underlaid by coal in the

British Isles is supposed to be about 12,000

square miles. A large extent of that area
has already been worked out where the coal

were most accessible, so that it may be re-

garded as quite certain that the price of coal

must advance greatly, even during the next
fifty years, on account of increased cost of
mining. The coal consumers of Great Britain

will thus be taught by degrees to look to

America for their supply of coal ; but should
America, in the meantime, all pass under the

control of foreign nations, Great Britain will

have lost some of the finest coal fields in the

world, over 20,000 square miles in extent of
which are lying in the neighborhood of good
harbors, both on the Atlantic and Pacific

coasts, where her ships can reach it al all

seasons of the year.

The United States have control already
over no less than 600,000 square miles of
coal, enough to last as long, in all probability,

as steam-power will be required for national
defense, or as a means of securing national
supremacy. The coal fields of British North
America surpass, io extent 8,0,-1 value, those*
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of all other countries in the world put to-

gether.

Regarding the mineral wealth of the in-

terior regions very little is known beyond
what private adventure has brought, to light,

and a lew important facts made known by

scientific men attached to the various expe-

ditions sent from time to time to the Arctic

Sea, and across the Rocky Mountains within

British territory. But even in these scanty

materials, when carefully examined in con-

nection with many facts brought to light by

recent geological explorations in the Western

Slates, we find sufficient evidence to warrant

the conclusion that the country abounds in

mineral wealth of every description to an ex-

traordinary degree.

It has been well known for along time that

skirting the eastern base of the Rocky
Mountains, from Mexico to the shores of the

Arctic Ocean, for a distance over 2,500 miles,

the country is occupied by permian, cretace-

ous, and tertiary deposits, containing valuable

beds of brown coal or lignite

The average breadth of the trough occu-

pied by the permian, cretaceous, and tertiary

groups of strata is supposed to be about 5UU
miles, covering an area of 1,250,000 square
miles ; 900,000 square miles of this lie north

of the 49th degree of north latitude, or in

British territory.

Having carefully examined all the facts

brought to light in connection with the sub-

ject, I find abundant evidence to prove, be-

yond all doubt, that true coal measures of

the carboniferous group underlie the newer
deposits over the whole of this vast area.

Within the United States their outcrops have
been discovered at various points on each
side of the trough, and they are found to

contain valuable beds of true bituminous coal

of excellent quality, and of workable thick-

ness, ranging from 2 to 6 feet. Those found
on the eastern edge of the trough dip at an
angle of 4 or f> feet to the mile; while those

exposed on the western edge are found dip-

ping at a steep angle in the opposite direc-

tion, or eastward after passing nearly 700
miles beueath permian, cretaceous, and ter

tiary strata.

At the 49th parallel, or boundary line, this

great coal field can not be much short of 600
miles in breadth from east to west. This

would give over 450,000 square miles in that

portion of it. lying between the 49th and 59th
parallels of north latitude, where those vast

plains occur that are so well adapted for

agricultural purposes. Between the 69th
parallel and the North Sea there can not be

much less than 500,000 square miles that are

underlaid by true coal measures, making in

all the enormous area of 950,000 square
miles of land underlaid by coal iu one unbro-
ken field.

This vast coal field is bounded on its western

edge by the most easterly range of the Rocky
Mountains ; and it is probable that several

detached basins of coal exist between the

mountain ranges, in some of which anthra-

cite will probably be found. Eastwardly it

is bounded by a belt of metamorphic rocks,

that extends from the Arctic Sea to the north
shore of Lake Superior, on a course nearly
parallel with the Rocky Mountains, for a dis-

tance of }800 miles. The average breadth of
this belt is about 200 miles, It is not much
elevated above the country east and west of

It occupied by the newer formations. It is

knowp to contain rich deposits of iron ore,

and will probably be found to contain gold
also, for the rocks are of the same a^e as

the gold-bearing rocks of Nov* Scotia.

From the west end of Lake Athabasca, or

about, latitude 59 degrees north, and longi-

tude 112 degrees west, to the 49th parallel,

between 97 and 98 degrees west longitude, a

point near Pembina, the belt occupied by the

outcrops of the true coal measures may be

traced for a distance of 900 miles. It passes

a short distance west of Buffalo Lake, La
Crosse Lake, Pine Island Lake, and close to

the west shore of Winippgosis Lake and
Manitoulen Lake, and then e nearly through

the middle of the States of Minnesota and Iowa
to Boonsville on the Missouri river, where the

strata of the groups are well exposed in its

banks.

It is impossible now to appreciate fully the

valueof this vast store of mineral fuel, placed

by the Creator beneath those fertile, but al-

most treeless, plains that form so large a por-

tion of the interior of this great continent.

Land-Grabs and Land-Swindles.—We no-

tice that quite a number of Democratic papers

class the Northern Pacific Railroad bill, which

passed Congress last week, under the class of

''land grabs," "land swindles," &e. This is

a mistake. The Northern Pacific R R. wiil

open up untold millions of undeveloped re-

sources. The value of the lands granted on
this route is a mere bagatelle in comparison
with the values to be realized from the con-

struction of this great thoroughfare. The
fact that Congress has to pile up a big bonus

to tempt adventurers and enterprising capi-

talists to build that road, does not make it a

" land grab."

Some of these papers refer to the fact that

only 12 Democrats voted for the bill as an

evidence of the virtue of the party. Some of

them array these 12 names before the public

as if it were to condemn and kick them out

of the party.

The Republican party is guilty of enough
genuine dishonesty without doubt, to condemn
it before the public. But it is wrong and bad

policy to try to distort a wort^ measure into

a swindle. Such efforts will Hike U3 less able

to expose real wrongs. .

Some sharp practice may have been resor-

ted to to secure the passage of this bill. But.

that does not detract from the merits of the

enterprise, the construction of which is secur-

ed by it. We are glad the bill has passed,

and hope the road will soon be made.

—

Kala-
mazoo Gazette.

Kansas Pacific Railroad — Preparations

are making for rapid track-laying west of Car-

son the first of June, to be pushed two or

three miles per day. The company have of-

fered liberal premiums to those engaged in

planting gardens out on the " desert," near

Sheridan and Carson. These are looking very

promising. The Denver Pacific will be com-
pleted by the first of July. Track laying will

then commence on the Kansas Pacific from

Denver east. The Kansas Pacific will be in

operation to Denver by the first of September.

—The purest iron ores in the world are

said to be those found in the Huronian rocks

of Northern Michigan. These ores exist in

immense quantities, and the beds cover a

large extent of country. They belong to the

red hematite species, but are associated in

some places with magnetite, and in others

with limonite, a result of the secondary action

of meteoric and drainage waters on the other

species,

Pure Water.—The value of pure water,

as a sanitary agent, can not well be over-
estimated. Especially should great care be
bestowed upon the selection of the water that
is used for drinking and cooking, and while
in many cases really excellent water is readily

accessible, it is also the case that much of the
water that finds its way into our bodies is very
unfit for that purpose. The great evil in the

case of most kinds of water is the presence of
organic matter; in other words, dead and de-

caying animal and vegetable matter has found
its way into it. In the country, where the
supply of water is obtained from a spring bub-
bling from a hillside, and constantly chang-
ing, this difficulty does not prevail to any great
extent. But in thickly peopled districts where
wells are sunk beneath the surface, we often

find the water so impure that it produces di-

sease. This is especially the case where wells
and cess-pools are iu proximity to each
other. It is a generally received idea that

after water has been filtered through a thick

layer of soil it becomes purified from all or-

ganic matter, and that this is true to a certain

extent there can oe no doubt. But it often

happens that liquids highly charged with or-

ganic matter will flow through fissures in the

ground for a considerable distance without
losing much of their impurities. Alderman
Mechi tells us that after a heavy application

of liquid manure to his fields, the drains that

are situated three and four feet beiow the sur-

face always discharge large volumes of highly
colored liquid. If this be the case under cir-

cumstances that would seem to affjrd the

very best conditions for perfect filtration, what
must be the result where the distance that the

sewage has to pass is not very great, and where
it constantly fliws through the same fissures

or channels.

—

The Technologist.

Metallic Paint.—A paint claimed to be
superior to that ordinarily used, may be manu-
factured from common resin combined with

zinc oxyd. The resin is first broken up into

dust or small pieces, and then dissolved in

beuzoline or turpentine until the solution ac-

quires the consistency of sirup or treacle, or

equal parts of each of the above spirits or

hydrocarbons, and any other hydrocarbon
that will dry and combine with drying oils,

can be used instead of turpentine or beuzo-

line. When the solution is complete, it is

gradually added to the oxyd of zinc, which
has previously been made into a paste with

boiled linseed oil, until the whole mixture ac-

quires the consistency of paint suitable for

use. A white paint is thus produced claimed

to be of a most durable and glossy character,

capable of resisting heat, moisture, cold and
friction better than any other known paint
Other pigments, such as sulphate of barytes,

oxyd of iron, Brunswick green, red-lead, or

any other known ingredient, can be added to

make any desired color of paint. One great

advantage of its use is its effectual resistance

to heat and moisture. It never blisters or

cracks, even under the hottest sun or the

most inclement weather.

—

Artisan.

—The slag from iron blast-furnaoes is now
used in Brussels and Paris for paving. It is

said to surpass the best natural stones in

strength.
m

—It is stated that there are now sixty-four

cables in active use, the shortest of which is

three miles long and the longest is 3,ul-i, and
their total length is 22,007 miles.
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Railroad Meeting at Marshall.—Another
spiriied Railroad Meeting was held at Mar-
shall last Saturday. Dr. Thos. Davis was
called to the Chair and VV. Smith appointed

Secretary.

Speeches were made by Gen. J. J. McDowell,
Hon. J L. Hughes and Jas. H. Thompson, and
an additional amount ot siock was subscribed.

We are informed thai the total subscriptions

in the township thus far amount to about

$6,U00. It is believed this amount can be in-

creased to $ 15,000.

—

Highland News.

A New Interest.—It is said that a manu-
factory will soon go into operation at Mauch
Chunk, designed to prepare the coal dust and
siftings at the collieries' into a merchantable
fuel. Many experiments have been made
during the past lew years to utilize the vast

mountains of screenings which are to be seen

at the entrances of the extensive collieries,

but generally the resulis have not been very

satisfactory. These experiments have mostly

consisted in mixing coal tar with the dust,

and, after thorough trituration, moulding it

into blocks under pressure. The machinery
to do this was expeusive, and Ihe coal tar not

to be had usually in quantities sufficient and
at rates sufficiently cheap to enable the ex-

perimenters to put the coal-dust blocks into

market at rates low enough to sell, and, at

the same time, high enough to be remunera-
tive to themselves. Probably the Mauch
Chunk factory people have overcome all ob-

stacles. If they have, they will have a " big

thing" on hand which can not fail to be very

profitable to them.

—

Pottsvilte Standard.

—The South Side railroad bridge over the

Appomatox river, near Farmville, Virginia,

is now being erected. The company built

a temporary track around the bridge, two
and a half miles long, to use during the erec-

tion of the superstructure. This bridge is

about 2,800 feet long, and the track is 130

feet from the water. When completed, it

will be one of the hnest structures in the coun-

try. The style adopted by General Mahone,
the President of the consolidated line from
Norfolk to Bristol, is the Fink suspension

truss, and the work is being done by the Bal-

timore Bridge Company.

The Woodward Steam Pump Company, No.

76 Centre street, New York, have just shipped

to Ihe Lookout Water-works, Chattanooga,

seven tons of their celebrated duplex sleam-

pumps, of a capacity of 1,500 gallons per

minute

—The work on the first section of the Ar-

kansas branch (contracted on the 4th inst)

is being rapidly pushed forward. It is ex-

pected the line will be completed, between

Cape Girardeau and this road, early next

month.

—During the month of April, 30,000 tons

of iron ore were shipped from the Iron Moun-

tain and Pilot Knob to the Mississippi, and

but for the scarcity of rolling stock the ship-

ments could have been doubled.

—The ironmasters, of Columbia, Pa., at a
meeting, unanimously agreed that pig iron

cannot be produced at current rates without

loss; and it is stated that within sixty days

probably all or nearly all, their furnaces will

be idle.

—The Northern Pacific Railroad Bill has

passed both Houses of Congress, and received

the signature of the President, and is, there-

fore, now a law.

Massive Iron.—Old cannon used to be burst

or wedged to pieces with such difficult v that

they have. a very low money value. At Buffa-

lo they cut them in two with a jet or cascade
of molten pig metal.

During 100 years France and England have
each granted about 80,000 patents; but with-

in the last forty years the United Slates alone
has granted more lhan 100,000.

—The first train on the Port. Royal road in

Georgia commenced running on the 26th nit,

between Jawassee and Elsonville.

New York and New Haven Railroad.—
This road is earning about $50,000 per mile

per annum.

T. F. RANDOLPH,

MANUFACTURER OP

MATHEMATICAL INSTRUMENTS
theodolits, transits, levels,

drafting instruments, ac,

67 W. Sixth St., Cincinnati, O.

Cirjulars sent free. Established 1853.
19-.i-70. 18

EDWIN J. HORSES,

Successor to

McDAKEL & HOBITER,

Locomotive and Railroad

CAR SPRING MANUFACTURER'
Wilmington,.Delaware

ORAND SC£NERY!
{©"QUICKEST ROUTE-®!

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
\FI1ILADELPIIIA

,

NEW TOBK, and

BOSTON,
TVTTH THE PRIVILEGE OF GOING TOWASHINGTON

TSO CHANGE OF" OARS
From Cincinnati "Do 1+1m r»T»0 an(1 not ONB

or Columhus to Jjai.L ULILLUX C CHANGE
Fhilad- Iphla and New York,

Ask for TICKETS and
nAUOAGH. CHECKS viaBaltimore & Ohio R.R

J. I,. WILSON. Mas'er of Transportation.
L. M. COLE, General Ticket Agent.
5. li. GIBSON, General Western Passenger Aeent.

JANUARY 1st, 1870.

\Jinc.inii all to at. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jcfersou City, and all points on the Lower Mis-

sissippi River, kthI on the the Illinois

Central Railroad.

TRAINS RUN AS FOIXOWS :

St. Louis. Evdiisville and Cairo
Mail 7-.IH M. I0:55P.M.

Osgood Accommodation... 3:10 P. M. P:45«.ltf.
Through Western Express 5:1" P. M. 8:311 P. M.
Night Express lu:'.!0 P. M. 6:00A M.
The 5:10 P. M. train runs daily. Trains run by Vin-

cennes time, 12 iuinules slower than Cin'ti time.

For tickets or information apply at Offices. 132 Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C. E. FOLLET, Gen'l Tick't Ag't, Si. Louis, Mo.

As in use on the National Despatch Line of

Cars, adapted to two or more gauges, for
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington, Delaware, or
(II VS. BOCK17S «k CO, Boston, Mass).

2-12-9, 51

THE LOBDELL

CAR-WHEEL, TIRE 4 MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofRailroadMachinery
GEORGE G. LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretory.

< 12-6-70,52
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I^RIE Bi!IIa¥#iiY.
1100 MILES noder

One Management:

SCO MILES without

Change of Coaches.

BROAD GAl'GE, DOUBLE TRACK ItOMIi

new york," boston,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia

f
Baltimore,

And Principal Point9 in"

NEW YORK, NEW ENGLAND
ANDPennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES the'sHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadloy Streets, hy Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. W\, CINCINNATI EXPRESS,
(Sundays ""icepted.) Arrive Dayion 9.10 A.
M.; Urbane, 10.29 A. M ;

Galion, 12 57 CM.;
Man.-field, 1.40 P. M., West Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperslown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urbana,
1 25 A. M.j Galion, 3.58 A. M ; Mansfield,

4.44 A. M.: West. Salem, 5.59 A. M. (likf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &e. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Gau«e. arranged for both Day and Nizht Travel,

are attached to this train at Cincinnati and run through to

New York, forming the Only Line running through
860 Miles without Change.

Bostnn and »w England Passengers,
-with their Baggage, are transferred FltUE
OF CHARGE in STew York.

JO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hipJ Street. New York, thus enabling parsengers to reach

he \? per portion of the city withoat Hie expense and an-
noyance o! a street car or omnibustransfer.

ji r1 The scenery along the entire route of the Erie
Railway iB of the roost picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admirati< n iind interest

Baggage Check'd Through
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which citi be obtafred at the Company's Offices in Cin-

cinnati, £0 West F.-urth Street. 116 Vine St.. 4 Burnet
H 'Dae, ami foot of Broadway, (Spencer H-.use Block),

anil at all principal Ticket" Offices in the South and
South-west- WM. B. If 1 Kit,W B. SUATTUC, Qea'l Fas«'r Ag't

general Southern Agent.

Best liouleloSt.Louisaud Chicago

INDIANAPOLIS,
I CINCINNATI

lafayette" railroad
Great ThrougL Passenger Route from CINCINNATI to

T. LO
CAIRO,

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

TO=The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am Yi 4l» am
St Louis siDii Springfield Express... 2.40 pm 7 35 am
:: St. Louis and Springfield Express. 1" 21) pm 3.42 pm
Lawrenceburg Acommodatiou 10.10am 2.35 pm
Lawrenceburg Accommodation -1. t! pm 8.25 am
*The 10.20 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 On am 10.15 am
ChieagOfExpress 6 50 pm 9-3u pm
Harrison Accommodation 5.30 pm 7.10 am

ThrouphTiekets can be obtained atthe Burnet House
0fEce,coruerot Thiid and Vine ; River Office, corner of

Walnut Street and River; and at Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neaiertle business center
of the ci*y ttian the Depot of any other railroad, and with-

in afew squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON Superintendent.
A. E. CLARK, General Ticket Agent,

Cincinnati, Hamilton & I ay ton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway;. 7:00 A.M. 6:30P.M.
do do do ..9:45 P.M. 7:00 A.M.

Toledo, Detroit & Canada 7:15 A. M 10:26 P. M-
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne it Chicago 7:15 A.M. 10:25 P.M.
do do do ....2:30 P.M. 5:40 P.M.
do do do . . 6:30 P. M. 7:30 A. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Snringfield Accommodation 2:30 f. M. ' 10:'i0 A. M.
Sandusky, Cleveland & Buffalo.. 6-30P M. 10:21) A. il.

Muucied! Indianapolis 7:15 A.M. 10:25 P. M.
do do 5:00 P.M. 1:20 P.M.

Hamilton, Eaton & Richmond.., 7:lo A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A. M.

Hamiltcn Accommodation 9:30 ArM. 8:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
jatitime.

For allinformationand throughtickets. please apply at
t r.eold office, south-east corner of Broadwayand Front; B.ir-

net House Office, corner Vineand Bakerrtreets.and at the
respective depots. East Front and West Sixth streets.

D. MnLAREN, Gen'l Superintendent
SAM'L STKPUKNSON.Gen ITick'tAg't.

Omnibuse t-call for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont'd ue to trans-
port produce and merchandise between Cincinnati and
Piltsbusg, Philadelphia, Baltimore, New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
[Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHOBT-LINE RAILROAD.

Tiatxxo only 3 liours
Fare Only 83.50—Transfer from Hotel or
Kesicleiice to l>epot, in Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave^Cincinnati as follows :

LEAVE. ARRIVE,
MorringMail 7,35 A. M. 2, 3fip. M.
Evening Express 7,)5 P. M. 3,45 P. M.
Night Express .-..,- 11,15 P. M. 5,00 a. M.
Walton Accommodation 4,oOP. M. 9.35 A.M.
Che 7 :35 A M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Wallon Accommodation ,ofler great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. For
further in formation as to routes, low fare. &c, please apply
at No 1 Burnet House, or Depot. Covington, Ky.

SAM'L GILL, Gen'l Sup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, footofLib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, witbout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1S69. Leave New York as
follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannoclt
&c.
7:15 a. m.—For Somerville.

S:30 a aia —For Flenmigton, Junction, Stroudsburg,
Water Gap, Scranton, Kingston, Pittstpn. Great Bend, t&c.
12 in.—For Flemiugtou, Eastun, Allentown. Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephraia, Liliz, Pottsville, Scranton, Harrisburg. &c.
3:30 p. m.—For Easton, Aheutown, Mauch Chunk

and Belvidere.

4:30 p. ni.—For Somerville.
5:25 p- m.- For Womerville andFlemington.
6 p. lift.— For Eastun and intermediatestations.

7 p. in.—For Souierville.

7:20 p. in.—Emigrant—Stopping only at the princi
pal stations.

9:00 p. m.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesdays and
Saturdays only.

FOR THE WEST.

9 a. no.—Western Express, daily, (except Sundays,

1

for Easton, Alleutuwii, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junciion for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinoat:. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawanna and Western Railroad for all sta-
tions to scranton. This train will be run to Easton on
Saturdays as a local train , stopping at principal stations.

8 p. m.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with tr*iin for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, 9., 9:20, ]n:30, 11:41) a. m —12 m., 1:00,2:00
3:00,3:31), 3:45,4:15, 4 30,4:45,5:10,5:25, 5:45, 6:00, 6:25.
7:H0, 7:2 , 7:40,8:i 0, 9:00,9:40, 10:45. 11:50 p. m.

Tickets for the West can be obtained at the office of th»
Central Railroad of New Jersey, foot of Liberty st., N. Y.J
atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ;*r

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKfcilv.^uperintendftt'

)J. P. Baldwin, Gen Pass. AgU
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WRIGHTSOJf &, CO., Propr'8.

TSie Financial Condition of tlie Conutry.

The other day we were standing on Third

street conversing with a gentleman of emi-

nence in society, of high character of abilities

and experience; he had not been altogether

in sympathy with the political adminislration,

but he remarked that the progress, stability

and financial success of the country since the

war had been wonderful. Said he, no man
could have calculated, or imagined, that this

country could raise such immense sums, that

it could have maintained its credit so well,

or be to-day in such a safe and prosperous

condition. This is true, and we have no par-

ticle of doubt will continue to be true. The

nation has now in all about forty-two millions

of people, with the largest productive domain

of any nation on earth. Look at the ele-

ments of wealth and production, and we shall

be still more astonished.

There are of all kinds (male and female,

skilled and unskilled), about ten millions of

laborers, whose average wages, taking skilled

and unskilled together, is at least a dollar

per day; which, at three hundred and ten

working days, gives an annual product in

labor of three thousand six hundred millions

of dollars. Let us make a very large allow-

ance for drones, intemperate and professional

people, and take off one-third of the whole,

and we have remaining $2,400,000,000 as the

results of labor.

Now, the capital of the country in lands,

factories, ships, and other kinds of productive

capital, is at the very least twenty millions of

dollars, which produces at least eight per

cent. The result is that capital produces

$1,600,000,000 annually. We find, then, that

putting labor and capital together, which is

the case in all productive industry, there is an

annual product of four thousand millions of

dollars! A part of this—but we think not

exceeding oue-fourth—perishes in the using.

If this be correct, we have now a net addition

to the capital of the CDuntry of at least three

thousand millions per annum!
This is prodigious! It explains at once

why money is cheap in New 5fork ; why rail-

road loans are easily made; why the Govern-

ment is able to pay off a hundred millions of

debt in a year, and why under a taxation

quadruple what it was formerly, the people

teel scarcely any of the burdens of taxes, and

are in all directions prosperous.

The estimates we here make are .for the

present year, 1870, and we doubt not the cen-

sus returns will fully confirm them. Take,

then, the result of our calculation as the

average for the next ten years, and that no

providential calamities come over the coun-

try, then the next ten years will add thirty

thousand millions to the wealth of the coun-

try, which is more than the whole country

was valued at in 1860. Few people know
what a period of health and of abundant

harvests do for a country in the creation of

wealth, and such a period we have had for

several years past.

Then we have escaped a great deal of

financial troubles and excitement by the pru-

dence or the inertia of Congress in not adopt-

ing any of the various schemes and plans

of Reformers (as they call themselves) and

politicians.

We have had tariff reforms, currency re-

forms, and political reforms, proposed by the

hundreds, and happily we have escaped them,

and there is now a fair prospect that we shall

escape them all till after the next Presiden-

tial election. If so, Grant's first administra-

tion will end in a halo of glory ; for, in such

times as we have had, it is glory to end

an administration with a continuance of une-

qualed and unabated prosperity. It is well

to let well enough off alone. So we have

escaped all the dangers of Congressional

legislation. If Congress will adjourn with

having done nothing but having passed the

appropriations, and reduced the taxes fifty

millions, which will be done, then' the Govern-

ment bonds will rise higher than they have

ever been, Tnouey be cheaper, and railroad,

commercial and manufacturing enterprises

be active over the whole country. —
The Financial Chronicle, of New York,

takes a hopeful view of our export trade for

the summer, but we think hardly up to the

reality. It says that in the three summer

months last year we exported over thirty mil-

lions in the articles of cotton, breudstuffs and

tobacco; but that the cotton crop, heing much
larger, the harvests heavier, and the wants of

Europe greater, that we shall really export a

much grea'er amount this year.

The cotton crop was at least 600,000 bales

greater, and the stock on hand in New York

double what it was last year. The estimate

of the Financial Chronicle for June, July and

August is :

Cotton $24,000,000
Breadstuffs 15,000,000
Tobacco 10,000,000

Total $49,000 000

This is nearly twenty millions more than it

was last year; but this is no full view of the

real amount of exports. For example, there

are the immense amounts of provisions,cheese,

petroleum, domestic manufactures, &c, &c.

The total amount of exports for the current

year will undoubtedly reach four hundred

millions.

Thus, on the data we have given, there

must be for some months to co-ne a season of

great financial ease and prosperity. In addi-

tion to these facts, there is a prospect of

abundant harvests. So far in the season,

all crops promise well. Should there be

large harvests this year, prices would indeed

be lower; but that very fact will induce larger

exports, while the people at home will be

abundantly supplied.

Last year we had the extraordinary scene

of politicians complaining of the administra-

tion because the price of wheat was low 1

—

as if the administration could prevent an

abundant harvest, or as if it were not the

best thing that could happen to the people.

. • .

Proceedings on 'Change.

LOUISVILLE CANAL.—ROOK.PORT R. R.

The following telegrams were received by

the Chamber of Commerce :

"House passed River and Harbor bill.

Two hundred and fifty thousand dollars for

Louisville and Portland Canal, and fifty thou-

sand for Ohio River. Understanding that

two hundred thousand more would be given

next, winter.
" Kanawha and James River line to be sur-

veyed.

(Signed) "Job B Stevenson."

"Appropriation for Louisville Canal passed

the House, as recommended by the committee,

for two hundred and fifty thousand dollars.

(Signed) " P. W. Stkader."

The Chamber of Commerce to-day ratified

the action of (he committee, recommending
the lease of the hall they now occupy for nine

years from next December.
The resolutions introduced beforp the Cham-

ber last Saturday morning in reference to the

Rockport Railroad were amended so as to em-
power the Board of Officers to confer with the

Board of Trade in regard 10 employing and
compensating a suitable person, or persons,

to survey said route.. The resolutions, as

amended, were adopted.
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SOUTHERN PACIFIC S. K.

RESOLUTIONS OF CINCINNATI MERCHANTS'

EXCH ANGE.

The subject of the Southern Pacific Rail-

road was presented to the Chamber of Com-
merce to-oay, (June 15),in ihe form of a report,

accompanied by the following preamble aud
resolution :

Whereas, It is the opinion of this Chamber
of Commerce, of the city of Cincinnati, that

the construction of the Southern Pacific Rail-

road from Memphis, Tennessee, upon the Mis-

sissippi river, to San Diego, upon the Pacific

ocean, by way of El Paso, would largely aid

in developing the agricultural and mineral re-

sources of the country; would effectually pro-

tect our south western settlements from the

incursions of savage tribes, and go far to-
j

ward settling the Indian problem forever;

would increase our commerce, strengthen

and bind together our extended territory, and
by enlarging the area of taxation, give addi-

tional security to the public credit; and,

Whereas, The great distance which inter-

venes beiween these highways 10 the Pacific

—

a distance as great as from Cincinnati to

New York—together with the vast local as

well as through traffic which must necessarily

pass over them, precludes all possibility of

t eir becoming rivals—each having full scope
to work out and accomplish [he object of its'

creation—the development of the resources of

our common country ; therefore

Resolved, That this Chamber heartily in-

dorse the proposition to afford liberal aid to

the Southern Pacific Railroad, by such dona-
tions of public lands lying along their pro-

posed route as may be necessary to secure ihe

early completion of said road: Provided,

Toat the land so donated shall at all times be

subject to purchase by actual settlers at a

price not to exceed the Government price of

land adjoining.

[Signed] Robert Hosea,
Sam'l Davis,

Ad iLph W. Wood,
B. W. Wasson,
Abner L. Frazer,

Committee.

On motion of Mr. S Lester Taylor, the re-

port of the committee was accepted, and the

committee discharged.

On motion, the resolutions were adopted,
and the subject of the report referred to the

Board of Oituers, to prepare as they deem ad-
visable, and forward to our Representatives
in Congress.

The commendations of the Southern Rail-

road route by the Chamber of Commerce are

not in more fulsome terms than the merits of

the route deserve, nor the necessities of the

country, and especially of the Southern States,

demand. The Southern route was the first

that was prominently brought before the at-

tention of the country, and its merits are well

understood by the country at large, viz: low

grades, less altitude in crossing the backbone

of the continent, perfect immunity from snow,

a nalural road-bed nearly all the way, and

the shortest line 10 the Pacific- ocean, taking

even Chicago as the starting point.

These being facts, not only the Southern

States, but also the entire country, is deeply

interested in its construction.

The Union Pacific is built. It was con-

structed as a "war measure;" it satisfied

the cravings of California, and saved that

State to the Federal cause, and quadruple the

cost of the road to the general Government;

it has developed the resources of the section

of the public domain through which it passes

;

saves annually more to the Government than

the interest on its entire cost (although the

road is not only self-sustaining, but remunera-

tive); has brought into market and made

valuable lands that would otherwise have

been unsaleable for at least an hundred

years; has bound the<JLast and West together

with " bands of iron and hooks of steel," and

has awaked a commerce on our Pacific coast

that will speedily rival, if not surpass, that

now existing on the Atlantic.

The construciion of the North Pacific has

been guaranteed by the recent action of

Congress, so that we may now—consider it a

fixed fact. This will result in advantages to

the country fully equal in extent to those of

the Union Pacific, as the route is through a

better country. It wili cross, for nearly a

thousand miles, on the great cereal basin of

the continent, and will be the outlet of a terri-

tory as genial in climate and as extensive

as ten States like Ohio. With lower altitudes

in the mountains than the Union, its practi-

cal working will be less subject to interrup-

tions by snow, while its terminus on Puget

Sound will give it a distinctive traffic of its

own, and make it practically the shortest

route for the trade of China and Japan.

The fearful outcry that is raised by some of

the journals of the day about "wasting Ihe

public domain," is all bagatelle. The truth

is, nothing is, or has been, wasted ; but that

which was worthless is made valuable, be-

cause available. This outcry is not the result

of " over-weaning honesty," and a profound

desire to protect the public interest, but an

attempt to play the demagogue by catering to

any popular cry that will catch votes in the

struggle' for party supremacy. We have, per-

sonally, not a stiver's interest in the construc-

tion of any or either route, either present or

prospective, but have always advocated all,

more especially the Northern and Southern

lines.

As before stated, t-he Central has been in

operation some time, and the Northern, by

the magnanimous action of Congress, and

the good fortune it has had to fall into good,

ableand energetic hands, is now fully assured.

We wish we could say as much for the South-

ern. Possessed of all the natural advantages

enumerated above, it had the misfortune to

suffer a 1'ke calamity with the man who " went

down from Jerusalem 10 Jericho." This was

its early history, and all that can, up to this

time, be recorded of it. The substantial and

munificent legislation of Texas, in the begin-

ing, attracted the cupidity of adventurers

who have cursed the Soul hern Pacific Rail-

road from that day to this. Last, if not

least, in the long catalogue of venality and
corruption, is the recent "operation" in

Paris.

Still the road is not built, nor any showing;

in that direction. A year ago last spring, at

the Southern Commercial Convention, it was

unblushingly stated that three hundred miles

of iron had been bought in Europe, and that

some of it was then on its way to this country.

There are two parties now besieging

Congress for the coDtrol of this scheme, and
" never a barrel of better herring" among
them. The one claiming under the "Mem-
phis and El Paso," and headed by the

"Path-finder," the other under the old

" Texas Western." and manipulated by some
adventurers from New York city and Boslon.

This last ring is composed of the parties who
are building a railroad to be owned by them-

selves across the State of Alabama, upon the

credit of the State, and who .are so persist

ently urging the passage of the Congressional

charter for the Cincinnati and Chattanooga

Railroad, whereby they hope to manipulate

the Cincinnati trust fund of ten millions.

There really seems to be no bounds to mo-
desty. Would it not be an admirable arrange-

ment—a really nice thing—and perhaps as

Cincinnatians we ought not to object to it, to

have a railroad commencing at San Diego,

with an arm resting on Guymas, built on the

credit and bounty of the general Government,

through to Shreveport, thence, by the aid ot

swamp lands and other State bounties, with a
few sops thrown to local interests, via Vicks-

burg to Meridian, thence via the Alabama
and Chattanooga (State aid) road to Chatta-

nooga, and thence to Cincinnati by our own
dear, darling Southern road, paid for by ou-

money, but owned by the ring, and Cincinnati

to be the Eastern terminus of so lono- a line.

San Diego to Cincinnati under one manage-
ment, and without change of cars ! Isn't it a

big thing? It is reaily a Boston notion!

Why, such atrial people as Gould and Fisk

Vanderbilt, J Edgar Thompson, Tom Scott

and old man Garrett would be no where, and

a new man, with the smell of codfish still

lingering about him and oozing through his

"store clothes," would be "kiug of the

Cannibal Islands.'
1

Without any equivocation, we are in favor

of the Southern Pacific Railroad, and liberal

aid by Congress to secure its early comple-

tion Justice to the commercial interests of

the South demands it, as well as the develop-

ment of the material interests of the eounlry,

and if the enterprise is placed in ihe hands

and under the control of the best aud lead-

ing minds of the South, "natives to the

manor burn," and without ihe taint of

speculative avarice, even if heuded by
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Jefferson Davis, R. E. Lee and Wade Hamp-

ton, the nation would say amen ; but to place

it in the hards 01 the mountebanks and acro-

bats who are now buzzing around the ears of

Congress, would meet with the condemnation

of all honest citizens.

Cincinnati Southern Hallway.

The following kind response to an inquiry

relative to the Cincinnati Southern Railway,

sets at rest all queries as to the future of that

enterprise in Tennessee, The editor of this

paper was informed by a friend of the road

that an amendment had passed, the nature of

which, however, he could not explain; hence

the inquiry and response:

House of Representatives, 1

Nashville, Tbnn , June 16, 1870. J

Hon. T. Wrightson, Editor Railroad Re-

cord—Dear Sir: Your favor of the 13th

inst. has been duly received. I will state that

Col. G. misinformed you if he stated to you

that an amendment had been passed amend-

ing the grant to the " Trustees of the Cin-

cinnati Southern Railroad." No amendment

bas passed; none will pass, unless it is ap-

proved by the Trustees themselves.

The Trustees of the Cincinnati Southern

Railroad have vested rights under the Act

passed at the last session giving the right of

way to them through the State of Tennessee.

Under our Constitution and laws, vested

rights can not be interfered with, except by

consent of the parties in whom the rights are

vested.

I shall'guard the interest of said Cincinnati

Southern Railroad while a member of this

Legislature.

With the hope that the "Queen City" and

the u Mountain City " will shortly be united

by rail, despite Kentucky opposition,

I remain, truly yours, E. A. James.

Southern Items.

Greenville & Colombia (S C) R. R.—The
Columbia Phcenix says it has been reliably

informed that an order has recently been given

by the officers of the Greenville and Columbia
Railroad, for two new locomotives and several

passenger cars. A lot of new iron and chairs

are also on the way, for the purpose of renew-
ing and refuting certain portions of the road.

This is an evidence of thrift that we are

pleased to observe.

Savannah Valley Railroad.—There was-

to be a meeting of parties interested in the re

vival of this important project, on Wednesday,
June 8th, at Abbeville, C. H.

The Augusta Chronicle and Sentinel says

that, "those who have called for the revival

of this project are deeply in earnest, and are

determined to put forth all their energies to

attain success.
"

This is the kind of reconstruction that meets
our views exactly.

—A Union passenger depot is to be erec-

ted at Columbia, S. C, by the South Carolina

and the Charlotte, Columbia & Augusta rail-

roads.

The Fersnson Railroad Act.

important railroad contract.

It will be remembered that when the Fer-

guson Act was passed by the Legislature of

Ohio to enable Cincinnati to construct a rail

road to the South, a similar bill was also

passed enabling Toledo to construct a short

link to connect some of her lines of road.

We understand that the question of constitu-

tionality, etc., has been very thoroughly tested

in all the Courts, and the result is a comple

tion of the contract under that law. The To-

ledo Commercial, of June 19th, says:

The Toledo Railroad Trustees yesterday

agreed upon the lerms of a new contract with

Mr. J. Edwin Conant, materially different in

its provisions from the one concluded be

tween the same parties in April last. The
provisions of the new agreement are sub-

stantially as follows:

I. The Trustees agree to pay to Mr. Conant
#400,000 of the Toledo and Woodville Rail-

road bonds, to build, equip and operate said

road from the Northern terminus thereof on

the North-east line of the City of Woodville,

crossing the Maumee river by a good and
suitable Railroad Rridge, and furnish proper

depots on the north side, with the machine
shops on the same side, for (he road and the

roads immediately conneciing North and
South ; thence to the curve in the Dayion
and Michigan road, and on the present sur-

veyed route to Woodville; to make the same
in all respects a first-class railroad, with all

necessary appurtenances, and to have the

same fully completed within eighteen months
II. Mr. Conant agrees to build or cause to

be built an independent first-class railroad

from Woodville to Mansfield, Lexington or

some point south of Lexington, on the San
dusky, Mansfield and Newark Railroad; also

another such road from the North-east line of

Toledo to Ann Arbor, and to run,said roads
in close connection with the Toledo and
Woodville as one road. The agreement as to

the Ann Arbor line is conditioned only on
the compliance of the friends of lhat route

with the agreement entered into with Mr.
Conant as to local aid, of which there is no
reason to entertain a doubt.

IH. Payment in bonds is to be made by the

Trustees in sums not exceeding 70 per cent,

of estimates as the work on the Toledo and
Woodville road progresses, the remaining 30
per cent, to he paid upon the completion of
such road and of the two connecting roads
stipulated to be built.

IV. Upon the completion of the Toledo and
Woodville road, the Trustees are to lease the

same to Mr. Conant or his assigns for 999
years, upon the terms and conditions set

forth in the former contract; and he agrees
to pay for the same a percentage on $400,000
equal to the dividend on a like sum paid to

the stockholders of the road from Lexington
to Ann Arbor, the lease to be forfeited in

case of non-payment of such compensation.
It is proper here to state that the necessity

for a new arrangement for the Norlhern road
arises from the recent decision of the Michi-
gan Aid Railroad question, the friends of the
Ypsilanti route being unable, aside from mu
nicipal aid, to furnish the requisite means.
We understand that the extension of the

road to Owosso is expected to become part of

this arrangement, from which point it is the
purpose to extend it on to the mouth of the
Manistee.

Railway Enterprise.

WHAT HAS BEEN ACCOMPLISHED IN THE LAST

EIGHT YEARS.

The New York Express, a very interesting

paper for railway men, says it will be remem-
bered by many that after the passage of the
Pacific Railway acts in 1802, nuthorizing the
construction of an iron road from the Mis-
souri river across the uninhabited plains to

the Pacific Ocean, there were few persons to

be found sanguine enough to believe that the
whole grand scheme would be found in com-
plete operation within seven years. On the

other hand there were plenty of croakers to

predict that the road would never be built

;

or, at the furthest, it would halt, at the Rocky
Mountains. Equally incredulous" were the

people on the Pacific Slope, who saw the

mighty Sierra Nevada with its snowy crests

gleaming over them three miles high, like a

huge, impassible rampart. Yet there were I

half a dozen men in California, and perhaps

a dozen or twenty in the Atlantic States, who
had faith to believe the thing was practicable

and profitable. We mean that kind of faith

which men were willing to back up with their

money During 1862 and 1863, the Union
Pacific franchise, with all its privileges of aid

from the Government, so much talked of lately,

could have been b'ought for a comparatively

small sum. There were only a few men
wh:, had the proper temperament to induce

them to take stock in such an enterprise, the

capitalists being especially shy of anything so

remote or contingent. Luckily, there were
enough for the purpose.

The road has been built, and is an enduring
monument of the foresight and perseverance

of its projectors. It is not only the longest

railway in the world, the best appointed in

America, but, as the results show, it has com-
mand of a business which, although merely
in its infancy, is going to surpass all others

of equal dimensions. If the original friends

of ihe road should find their profit by their

sagacity they will as richly deserve their re-

ward as Stephenson for his improvements in

the locomotive engine, Whitney for his cot-

ton gin, Morse for his telegraph, and Field
for his part in laying the Atlantic Cable.

Bayard Taylor, writing from Omaha, thus
speaks of the traffic already passing over the

Union Pacific

:

"The amount of business is astonishing.

The daiiy train of from ten to fifteen cars

transfers from 400 to 500 passengers to the

four roads across the river, and the departures
westward are fully equal in number. It will

soon be necessary to dispatch two express
trains daily to San Francisco. Ail the quar-

ters of the world are already represented here.

Trunks with Japanese, Chinese and Austra-

lian marks are piled on the platform, beside

those of England and France. But this is

the mere beginning—the first little rill of

circummundane travel, which in five years

more will be a full, permanent stream."

—The Arkansas Western Railway Companv,
has been organized to construct, a railroad

from some point on the line of the Little Rock
and Fort Smith Railroad, near Van Buren,
in a northerly direction, through the counties

of "Crawford, Washington and Benton, pas-

sing through or near Cane Hill, Fayetteville

and Bentonville, and intersecting the northern
boundary of the state." The directors are
W. P. Denckla, C..G. Scott, J. H. Haney, A.
P. Robinson, Edward Wheeler.
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The Atlantic «fc Great Western Railway.

The following circular has been issued by

James McHenry, President of the Atlantic &
Great Wesiern Railway Company to the bond
and debenture holders. It is dated May 19,

at the office of the London agency :

The Atlai.tic & Great Western Railway was
introduced into Europe in 1857, with the ac-

tive assistance of the American Ministers in

London and Paris and supported by letters

from Governors of States (one of whom is

now Chief Justice of the United States), from

members cf the Cabinet, ol Congress, and of

the Judiciary in the several States through

which the railway was to be constructed, and
from leading bankets.

Thus vouched, it was not difficult to raise

the necessary capital In 1860 I undertook

the works, and pushed them rapidly to com-
pletion. At the end of 1864 the road was
opened throughout; and, until the summer
of 1866, the traffic and revenue justified the

high expeetaiions created by the introduc-

tions referr. d to. The traffic has gone on

increasing in a ratio second to none in the

United States. Tne suspension of payments
in January, 1867, by a resolution of the Board

of Directors, wl o had only the day previously

managed to secure their re election tor a year,

was a wanton outrage on the rights of credi-

tors. Since the suspension, by the published

statements ot the several receivers and the

lessees in charge, over £3,000,000 is acknowl-

edged to have been earned (but I have good

reason for believing that the actual receipts

exceeded £+,000, 000) not a shilling of which

has reached the creditors. To restore the

revenues of the railway to its proprietors, the

radical measures ot a foreclosure and recon-

struction have become necessary, the several

attempts during three years to arrive at (his

result by other meaus have from various

causes failed. What we want, in order to se-

cure to all bona fide creditors their just rights,

is an early issue of the new securities ac-

cording to the proposed plan, and a faithful

and intelligent working of the road hereafter.

There is no difficulty in securing such a man-
agement of the new corporation as desired,

under the control of General McClellan as

President.

On the 22d ot February I issued a circu-

lar suggesting a scheme for a settlement.

Since then 1 have been engaged in negotia

tions with the various committees, and par-

lies representing a large amount of the in-

debtedness, and have agreed upon some
modificitions, and secured such support as

assures its success without deranging the safe

and equitable distribution of the revenue
;

btill limiting the -absolute engagements for

coupon payments to the moderate amount
required for the first and second mortgages,

but giving the bonds, whose interest is made
contingent on the actual earnings, the con-

trol of the affairs of the company until it

d-monstrates its ability to meet their demands
with regularity.

The modifications consist of:

1. Making all the new bonds payable in

sterling.

2. Giving preference shares for the overdue
coupons of the consolidated bonds instead of

ordinary shares.

3. Giving to the certificates of debenture

of 1864, 25 per cent, of third mortgage bonds
instead of ordinary shares.

4 Limiting the capitalization of the over-

due coupons to the 1st of July, 1870, inclu-

sive.

General G. B. McClellan and W. B. Dun-

can, Esq., of Messrs. Duncan, Sherman &
Co., have consented to act as trustees for ti e
carnage of the proceedings on behalf of the
creditors, and it is understood that ihe Hon.
Allen G Thurman, of Ohio (who from his

place in the United States Senate has taken
a prominent part in opposing the wild schemes
of several American railways), will become
their colleague. Messrs. Barlow, Laroeque,
and McFarland continue to act as counsel in

New York.

It is -of the utmost importance that the
bondholders and other creditors should
promptly support the company in the present
efforts to protect their property by the recon-
struction proposed.

Copies of the amended scheme and pro-

visional form of assent for signature will be
furnished to all creditors whose addresses are
known. They can be obtained from the Secre-
tary of the London Agency, 5 Westminster
Chambers, Victoria street, London

; also
from Messrs. E. P. Satlerthwaile & Co., 6
Austin Friars, E. C. London: and Messrs.
Coates & Hankey, 24 Gresham street, E. C,
Loudon. James MoHekry,

President.

Reduction or Fares.

On Monday last a simultaneous reduction
of five doilars on the previous rate between
Chicago, New York and Boston, went into

effect on the Michigan Central, Michigan
Southern and Pittsburg & Fort Wayne routes.

The fare to New York is now $20.00 ; to Bos-
ton $21.25. Fast trains are thus supplemented
by cheap tares, and the effect it is hoped will

stimulate passenger travel to unwonted ac-

tivity. This action is not necessarily the
initiative of a war on the part of the various
roads, but the result of a mutual disposition

to protect their traffic from the competition
of low fares by the combined water and rail

routes. The public are not slow to accept the

benefits of cheap and quick transportation,
while a consequent liberal increase of patron-
age compensates the roads for a reduction of

profit that is more apparent than real. In-

deed, it is the avowed belief of not a few
prominent railroad men that a fixed rate of

$20.00 from Chicago to New York would swell
annual revenues to a larger figure than ever
before, if once adopted as a permanent policy

of the through passenger business.

From Cincinnati to Eastern points the fare

on same date was reduced as follows: To
New York, from $22.50 to $20 10; to Boston,
from $26.00 to $21 35. The Erie and At. &
Gr. Western first announced a reduction as

above, which was promptly followed on the
part of the Little Miami, Pan Handle and
Pennsylvania Central by a similar reduction
to New York, with corresponding reduction
to Philadelphia, Boston, Baltimore and Wash-
ington.

The Erie, not content with this reduction
on through business, has also reduced its

local fares, which are now : Buffalo to New
York, $8.00; Dunkirk to New York, $9 00;
Rochester to New York, $7 50; Salamanca
to New York, $8.00. This movement of Erie
has stirred up the ire of its Central competi-
tor, which now refuses to receive tickets from
the former between Buffalo and Suspension
Bridge, and has formally annulled all pre-ex-

isting arrangements between the two rouds.

With Pennsylvania Central joining in the

melee, the fight will be an interesting triangu-

lar cue.— C. Review.

Steel Ralls.

IMPORTANT REPORT THEREON OF RAILROAD COM-

MISSIONERS OF MASS. TO THE STATE SENATE.

This report is a most interesting and use-

ful compilation of facts elicited in American
practice with regard to the qualities and econo-

my of steel rails The Commissioners recei-

ved replies from 57 roads, 20 of which had
made no trials of steel rails; 11 had tried

them, only a few, by way of experiment, and
find them, so far, greatly superior in durability

to iron rails in similar situations. The
remaining 26 have laid steel rails varying

from 100 to 15,000 tons; and tneir reports

are generally very much in favor of the U3e of
steel rails, especially where the track is sub-

ject to very heavy service. The rails vary in

weight from 52 to 67 pounds per yard, and
are from various manufacturers, both in Eu-
rope and this country—all, however, doing

very good service The cost of steel rails, as

given in these replies, varies from 50 to a lit-

tle over 100 per cent, more than the cost of

iron. The Engineering and Mining Journal
tabulates the following, which it only claims

fo be approximately accurate, since the returns

from the different roads are quite imperfect:

Name-of Railroad.

Eastern, Mass
Boston & Maine
Boston & A lbany
Boston & Providence
Old Colony
Vermont Central
Ogienshurg'i . .

Connecticut River ..

New York & New Haven.
Erie
Camden & Araboy..-

North Pennsylvania
Phil. & Gernianrown ....

North Central Pen u

Leh gh & Susquehanna..
Phil & Reading
Pinl..*Vilm. & Bait
Pennsylvania
Pitts.. Ft W. & Chicago..
Tol , Wabash A Western..
Cin , Ham. &. Dayton....
Michigan Central

Michigan Southern
Chicago &c North-western .

Chicago, Bur. & Quincy.
Chicago, R I. & Pacific..

Chicago & Alton

Total..

3 K
o
s

a g-

i

410 12
1U0 311

1.2H0 42
1.410 46
13 BO
J no :io

2(1 10
405 48

5,500 36
8.51.9 an
1,511" SO
650 48
:<5" 48
fOII 40

5,10" 24
rill 50

3.HJO 60
19,844 60

o :«s

500 24
4110 12
«98 33
200 14

1 ntiu JiS

311" 26
1 6(10 48

811" 49

54 421

10 40
50

48
48

3630

3,000

100

4
1
12
15
1

1

"5

56
115
17
7
4
3
54
8
40
190

6

5
4
3
2

10
3
18
8

The Commissioners draw from the report

the following conclusions:

1. That extremes of temperature do not inju-

riously affect the steel rails. The Grand Trunk
railway reports them as not injured by a tem-
perature of 30 degrees below zero of Fahren-
heit, and no other road appears to find them
unable to stand a cold winter.

II That the durability of steel rails far ex-

ceeds that of the best iron rails. No steel

rail has yet been reported as having been
worn out. The Providence road reports steel

rails as having outworn 13 iron ones, and
apparently good for as many more. The Erie

railway report their steel rails as having out-

worn 13 sets of iron rails, audshowing scarcely

any signs of wear. The Phil , Wil. & B.ilt.

road report them as having outworn 17 iron

rails, and showing little wear. The Chicago
& North-western say that steel rails have out-
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worn 15 iron rails, and show no perceptible

wear.

III. That heavy grades and sharp curves do
not materially affect the wear of the rails.

IV. That the rails should be carefully

inspected before laying, and that usually all

flaws and imperfections can then be discov-

ered, and subsequent breakage in the track

prevented. The present great risk to life and
property from this cause may be almost abso-

lutely obviated by the application to rails of

proper tests and a small additional expendi-

ture of money.
V. That square notches punched in the base

of the rail are very objectionable, appearing

to start a seam of fracture. Opinions are not

agreed in regard to punching the stem of the

rail, but the majority approve of drilling in-

stead of punching. A suspended joint, requir-

ing no holes in the rail of any kind, appears

to be most suitable for steel rails. As to

STEEL-HEADED KAILS,

they have not yet had so long a trial as the

steel rails; and among the first that were
made, instauces of perfect weld between the

iron and steel were not uncommon Some
such cases were observed by the Commission-
ers during their visits of inspection. Of late,

however, from caretul observation of the re-

sults of their several trials, the manufacturers,

both in this country and in Europe, have be-

come able to furnish steel-headed rails which

may be depended upon as having a perfect

weld ; and as this kind of rail can be afforded

at a less price than the all steel, probably the

use of them will rapidly increase. Of 21,886

steel-headed rails made at Trenton, and laid

o i the Erie road, only 107 proved defective.

There is also a

STEEL-CAPPED RAIL

made by Booth, not depending at all upon the

weld of the steel and irou, but upon the me-
chanical grip of the steel top upon the* iron,

the trials of which upon several roads have
thus far given good satisfaction.

COMPARATIVE STRENGTH.

Besides their greater durability, steel rails

have also the advantage of greater strength

and stiffness for the same amount of material

;

the comparative strength of similar sections

of steel and iron rails being as 5 to 3, and the

comparative stiffness as 4 to 3. Since the

first introduction of railroads in this country,

the weight of engines has been doubled on the

average, and sometimes increased even more.

But, as a general rule, the weight of the rails

has not been doubled, and when this has been
done, a corresponding advantage has not been
gained in stiffness and durability. Steel rails,

therefore, are just what was needed to meet
the requirements of heavier engines and hea-

vier traffic.

ECONOMY OVER IRON.

With steel rails costing fifty per cent, more
than iron rails, if the iron will not last more
than five years, it is more economical to use

steel. Reckoning the iron rails at $80 per

ton, that it cost to exchange the old ones for

new $40 per ton every fifth year, and $3 per
ton for expense of relaying, and allowing 7

percent, compound interest, the ton of iron

rails at the end of the tenth year, including
the two renewels, will stand at $258; the ton

of steel rails, at $120 per ton, also at com-
pound interest at 7 per cent., will stand at the

end of the tenth year at $217.88; is theu
stronger than the new iron rail just laid

down, and likely to outlast 15 or 20 mure of
them.

THE CONDITIONS OF THE PROBLEM,

however, so constantly vary, that it is not
advisable to lay dowu any precise rule on
this subject. Each road, when time for re

newal of its rails arrives, must take into con-

sideration the amount of tannage passing
over its road, with the rate of speed, also the

probable increase of service during a certain

number of years, in order to ascertain the
probable life of good iron rails. The differ-

ence of price between iron and steel must
be considered and compound interest upon it

computed for the period during which the

iron would probably last. The rates of inter-

est ruling in different sections of the coun-
try, and the credit of each particular road,
thus become controlling elements in the
problem, and render it impossible to formu-
late any rules.

ENGLISH EXPERIENCE.

The results arrived at in England are very
similar to those reached in this country. No
steel rail has yet been reported as worn past

further service; and among numerous instan-

ces of their great durability as compared with
iron, the Commissioners will only quote one
on the London & North western railway, of a
steel rail which had outworn twenty-th'-ee

iron ones opposite to it, and was then taken
up in consequence of an accident, not from
fair wear and tear. At this time about five

sixteenths of an inch of the top had worn off.

THE LIFE OF RAILS

may be measured by the product of the weight
and the speed. Experiments in England
"indicate that 200,000,000 of tons may be
carried over good iron rails at a speed of one
mile per hour; and any railway company
knowing the load which annually passes over
their line, and the speed of the trains, may,
by multiplying the one by the other and divi-

ding 22O,t)O0,O00 by this product, ascertain
the life of irou rails in years" on their road
or rather what it should be; and if it does
not come up to this result in practice, it is an
indication that the quality of the rails is

poor. On the Lancashire & Yorkshire, 62,-

399 trains, with a jross tonnage of 12,151,-

784 tons, wore out the rails (of the best iron)
in seven and one fourth years. On the Great
Northern, with a gieater rate of speed, 65,-

529 trains, with a tonnage of 13,484,661 tons,

wore out the rails in three years. At another
point on the first-named road, on a level where
all trains draw up, rails of the same character
required 203,122 trains and 38,803,128 ton-

to wear them out in seven and one-fourth
years. The steel rails mentioned in the last

paragraph but one had carried 95,577,240 tons
when taken up. The rate of speed at this

point is not given, but assuming it to be the
same as in the case of iron rails last men-
tioned, the steel rail has already carried two
and a half times as much as the iron, and
was not half worn out. In regard to

STEEL-HEADED RAILS,

it was found in England, as in this country,
that some of those first made proved defective
from imperfect welding; but those of later

manufacture have been entirely satisfactory

And in regard to comparative economy in the
use of iron or steel, Mr. Sandberg's estimate,
reckoning interest at five per cent., is that
" where ordinary iron rails are worn out in

five years or less, solid steel rails are most
economical ; and where they last over ten and
up to fifteen years, steel-headed rails would be
the cheapest; but if the iron rails will last

from 15 to 20 years, or more, it is cheaper to

use them."

Baltimore and tbe West.

A.t the regular monthly meeting of the Direc-

tors of the Baltimore and Ohio Railroad Com-
pany, on Wednesday last, President Garrett
gave ati extended account of his recent visit

to the leading cities of the West, in the iutereat

of the Baltimore and Ohio Railroad. Concern-
ing ihe relations of Cincinnati and that great

line he indulged in the following interesting

remarks :

" For Cincinnati the advantages are most
striking. The average distance in favor of

Cincinnati in communication with Baltimore,

as compared with the three great lines to

New York, is 240 miles. Can it be possible

that, with such immense geographical advan-
tages, with iis unequaled piers and fire-proof

warehouses, furnished without charge for for-

eign steamships, with its cheapest and enor-

mous facilities for transportation to and from
the West—can it be possible that, if Baltimore
will only continue her vigor and enterprise,

will furnish additional lines of steamers to

Europe—that the business of all these vast

regions will not be attracted through their in-

terests to Baltimore instead of New York ?

Can it be possible that, when more than two
hundred miles of land transportation can be
saved in the interest of the farmer and the

consumer .in the West, this great advantage
will not be availed of?

" The Queen Cuy will yet reach its highest

prosperity and command increased trade

through the use of its shortest and cheapest

outlet to the ocean. It could thus compete
with any Western city, and its situation in rela-

tion to the trade of greaj, territories would be
superior and impreguable. We said to her

citizens that Baltimore had long recognized

the strength of Cincinnati; that year after

year the preceding administrations and the

present administration of the Baltimore and
Ohio road had continued to spend its capital

without net results in constructing the shortest

line between the cities, until now the company
has upwards of $10,000,000 invested in the

line from Grafton to Cincinnati. Eight mil-

lions of dollars have been invested in the Par-
kersburg branch, a million in the bridge at

Parkersburg, connecting the Marietta and
Cincinnati road with the Baltimore and Ohio,

and a million ol aid has been extended to the

JVJarietia and Cincinnati Company.
I called the attention of our friends in

Cincinnati to the fact that the city of Balti-

more, the largest proprietor in the Baltimore
and Ohio road, had aided the company by
granting it increased riparian rights at it3 ma-
rine terminus, Locust Point, and lhat tbe com-

I

any had built great piers, extending six hun-
dred and fifty feet into the river, with a depth
of water sufficient for the largest steamers

;

and that the Baltimore and Ohio Compai y
teudered these grand and costly piers to all

these foreign steamship enterprises without

charge ; that these great facilities— finer than
any on the American continent—were offered

by the Baltimore and Ohio Company to attract

trade to Baltimore, and the result was that

every foreigner who visited the city was struck
witn these facilities, and left Baltimore convin-

ced that its future was simply a matter de-

pending upon the enterprise of its citizens,

and that the greatest commercial jrosperity

awaited it if this liberal and enlarged policy

continued to be pursued.

"I found upon examination that the work
upon the bridges over the Ohio River, which
has been a' subject of so much anxiety and
difficulty, was rapidly approaching comple-
tion ; that on the 15th of the mouth the three
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great piers for the wide spans at Parkersburg

would he completed and ready for the super-

structure, and I am happy to announce to the

board that the iron work has been prepared,

and that in the course of a few days the erec-

tion of the superstructure will be commenced.
" At Benwood similar progress has taken

place, and the river piers for that bridge will

be completed in a few days.
11 The last difficulty in connection with the

right of way for the approaches has also been

removed within the past week.

"A great increase of business will result

from the completion of these bridges.

" The greater attention attracted to Balti-

more has already caused a large increase of

business from Ohio. Within the past six

months the territory between Cincinnati and
Indianapolis, which did not previously use

our port, has forwarded 89,000 barrels of flour.

" The business of the Lake Erie division

shows an increase of thirty per cent., and the

revenues of the Baltimore and Ohio road and

its branches for the month of May, notwith-

standing the alleged depression of trade, show
an aggregate of SI, 022, 862 01.

"The enterprises in which the company is

engaged are verv cosily, but the fruitions jus-

tify the additional debt which the company is

creatiug.'l

New York Central Railroad—The offi-

cers of the New York Central and Hudson
held a meeting to-day, in this city, and re-

elected Mr. Cornelius Vanderbilt as President,

and Mr. Wiliam H. Vanderbilt as Vice

President. The Executive Committee is the

same as last year. A statement of the affairs

ot the company for the past seven months
was submitted, and we learn that the earn-

ings of this company have been $ 1,000,000 for

the last seven months in excess of the same
time for the last year, and the running ex-^

penses only 41} per cent, of the earnings.

In the report of the Central for the year end-

ing September, 1867, it is stated " the trans-

portation expenses for the year ending Sep-

tember 30, 1869, were 76 20-100 per cent, of

the gross earnings for the same period."

Here is a saving of 34 70-100 per cent. The
stockholders will not object to such economy
in the running expenses!

—

New York Tri-

bune, June 6.

The company have, as is well known, de-

clared a dividend of 80 per cent, on the origi-

nal issue of stock, adding by so much to its

value, and making, in fact, a total dividend

of $23,000,000. The Government has assessed

a tax of 5 per cent, on this sum, which

amounts to upwards of $1,100,000. The
company, claiming that this is neither a divi-

dend nor an increase of stock, but merely a

promise to pay the stockholders at some fu-

ture lime, are making strenuous efforts to

have the tax remitted.

—

Ex.

The Erie war has been renewed. Commo
dore Vanderbilt hd8 notified Jay Gould that

all arrangements between the New York Cen-

tral and Erie Railroads are void, and that

Erie tickets between New York and Buffalo

and Niagara Falls will not be received on the

Central. The Pennsylvania Railroad has re-

ceived the same communication, and negotia-

tions are said to have been opened between

that road and the Erie road for alliance

offensive and defensive.— Exchange.

Chesapeake and Ohio Canal.

At a meeting of the stockholders of this

company at Annapolis, MJ , on the 6th inst.,

the following gentlemen who had been pre-

viously nominated by the Board of Public
Works, were elected directors for the ensuing
year: James C. Clarke, of Baltimore County,
President; George S. Brown, of Baltimore
city; Gilmor Meredith, of Baltimore city;

Jas. G. Berrett, of Washington, D. C. ; Isaac
Young, of Montgomery county; Wm. S.

McPherson, of Frederick county, and Wil-

liam Dodge, of Washington county.

Mr. Merryman offered the following resolu-

tion, which was unanimously adopted:

Resolved, That the salary of the President

for the year ensuing he fixed at ten thousand
dollars, and that a contract be entered into

between the Board of Directors of the Canal
Company and the Hon. James C. Clarke, the

President, by which he shall devote his time
exclusively to the interests of the Canal as

President and Superintendent.

Governor Bowie said that it was proposed

to dispense with the Paymaster, Engineer,

and a number of other superfluous officers,

whose united salaries greatly exceeded the

increased salary of the President.

On motion, ihe per diem of the Directors

was abolished, and it was ordered that Here-

after the pay of the Directors be limited to

their actual expenses incurred in attending

to their' official duties.

It is understood that Mr Clarke will reside

at Hagerslown, and devote his whoie time to

the duties of the office.

—

Am B R Jour.

The Air Line Railroad.

The interest manifested in the construction

of this road by other counties should keep
our people on the alert. The town of Wal-
halla has subscribed $50,000 to the capital

stock of the Air Line Railroad, and the voters

of that town will be called upon to decide the

proposition on the 25th inst. The city of

Greenville proposes to subscribe $50,0i'0 and
the county of tireenville $200,000, and this

will also be submitted to the people on the

25th of June. Spartanburg has taken similar

action, and the question will be submitted to

the voters on the 23rd «of June, whether or

not that county will subscribe $200,000, and
the town of Spartanburg has already agreed,

we believe, to make a subscription of $50,000.

It is needless to say that the action of these

counties does not favor the probability of the

road coming to Anderson, and unless our citi-

zens go to work at once, the result is likely to

prove disastrous to our interests. We do not

pretend that the subscription will he made in

all ot these counties, as the vote in York county

has been decided against the subscription of

$200,000. But we state the facts, and leave

our readers to judge as to the necessity of

moving promptly.

—

Anderson Intelligencer.

—At the annual meeting of thestockholders

of the Illinois Central R R. Co, held at Chi-

cago on the 25th u It., Wilson G. Hunt, Tho-

mas E. Walker, and Jonathan Sturgis were

re-elected directors for terms of three years.

The Railroad —Hon. Jesse Applegate, at

the head of a railroad surveyiug party, has

been in this and Josephine county all week,
surveying the California and Oregon Cen-
tral Railroad. At the last accounts he had
passed Grave Creek, going north on the main
stage road. He is of the opinion that in the

vicinity of the main stage road is the best

route he has yet seen. By the Salt Springs,

near the place where Gen. Lane fought the

Indians in 1853, is 1,000 feet lower and a

better route than up Trail Creek.— Oregon
Sentinel.

National Railway Company.—The pro-
gress of the National Railway has been
checked by an unexpected obstacle. It was
reported a few days ago that the survey had
been made from Yardleyville, where the road
is to cross the Delaware river, to Bound Brook,
where it will connect with the New Jersey
Central Railroad. ^It 13 also reported that
the right of way had been purchased in Penn-
sylvania, and that the company would in a
few days commence negotiations in New Jer-
sey. But in this operation it has been found
that their course is likely to be not so easy
as had been anticipated. The road is to be
constructed from Yardleyville to Bound Brook
upon two charters—that of the Trenton and
Millstone Railway Company, which gives them
authority to build to Millstone, and that of the
Hamilton Land Improvement Company, which
authorizes the construction of a road seven
miles long at any place in the Slate. But
this charter does not give the company power
to condemn lands for right of way, and some-
body opposed to this has taken advantage of
this omission. When the agents of the Na-
tional Company came to liok over the route

they found that a string of farms stretching

part way aoross Somerset and Middlesex
counties had changed hands. Somebody had
purchased them who evidently had plenty of

cash and did not chro-e to beat down thj
farmers' prices, nor to occupy the farms when
purchased.

United Railroad Companies of New Jer-
sey:—The President of the United Railroad
and Canal Companies of New Jersey, Mr.

Ashbel Welsh, in his address to the stock-
holders, states that the stock of all the com-
panies now amounts to $20,000,000. Their
investments have an estimated value of $35,-

000,000. Their debt is $15,000,000. The
property of the auxiliary companies controlled

by the United Companies is worth over $7,000-
000 The receipts of the companies are over

$10,000,000 for the last year; the number of
employees is 5 000. The stock of the compa-
nies, Mr. Welsh says, is held by 3,000 per-

sons, and no one person owns three per cent,

of the wh le, and not more than one or two
owned two per cent. Mr. Welsh alludes to

the fact that the stock is so subdivided, and
to the existence of large Boards of Directors,

among the best features of the companies, for

protection wns afforded to the public and to

the stockholders. In conclusion, he alludes

to the extensive improvements made by Ihe

companies, and states that they are now sub-

stituting altogether steel rails for iron. Th'rty

miles of steel rails have been laid, and all

the roads will be furutished with the improved
tracks.

National Railroad.—The Philadelphia

Press states that surveying parties are busily

engaged in laying off the route from Philadel-

phia to New York. The company will com-
mence by constructing from Trenton, through
Mercer and Somerset Counties, to meet the

New Jersey Central road at Bound Brook, on
the Raritan, 31 miles from Trenton. Pro
rata arrangements have been made with the

N. J. Railroad Company from Bound Brook
to New York until a new and more direct line

can be built. It needs, therefore, only 31

miles of a new road to connect New York
and Trenton, and this being accomplished,

the line will be extended to Philadelphia.

This new road proposes a two hours' trip

over steel rails, and with few stoppages.
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Potomac Railroad.—This company was

chartered by the Legislature of Virginia to

build a railroad from Alexandria to t'rerle-

ricksburg, connecting there with the lines to

Richmond and other points south. At a meet-

ing of the stockholders of this company in

Biltimore on the 18th ult., the following

named gentlemen were elected directors for

the ensuing year: Isaac Hinckly, Henry D
C )oke, Jacob Tome, VVm S Huntington,

JihnL Mayre. Jr., .Tohn Bull, Hallet Kilbourn.,

Win. W. Oungan, George P. Fisher, Geo. A.

Parker, Sam'l M. Pelton, P. V. Daniel Jr.,

Enoch Pratt. At a subsequent meeting of

thedirectors, the following officers were cho-

sen, viz: For President, Henry D. Cooke;
Vice President, Isaac Hinckley ; Secretary,

John Bull; Treasurer, Win S. Huntington.

This organization secures, it is alleged, the

immediate commencement and early comple-

'tbn of a road that must be regarded as ( ne

of the most important unbuilt links in the

country.

—

Am. B. R. Jour.

Alexandria and Fredericksburg Railroad.

—A letter to the Baltimore Sun dated Rich

mond, June 4, says: The Alexandria and

Fredericksburg Railroad Company achieved a

signal triumph yesterday over the Potomac
R i ilroad Company. Its bill continuing i:s

charter, &e , which had already passed the

S°nate, was passed almost unanimously by the

House. The Alexandria and Fredericksburg

Riilroad Company was chartered by the Alex

andria Legislature during the war, but utter

some progress in the work, suspended opera-

tions. In 1867 the Legislature chartered the

Potomac Railroad Company to take the place

of the Alexandria and Fredericksburg and
build the road. By the Kill just passed the

Alexandria and Fredericksburg Railroad

Company is restored to its rights, and the

State's claim to a forfeiture of charter is wai-

ved. It is said that the road will now be built.

The Mount Cenis Tunnel—During the

past year an advance of 1,431.45 metres has

been made ; of this, 827.70 metres were driven

on the Italian side, at Bardonneche, and
603.7b' metres on the French, at Mod me.
The total length finished on the 31st of De-
cember, 1869, was :

Metres.

South side (Bardonneche) 5,553.20
North side (Modane) 3,569.75

Total 9,224.95

The average monthly progress during the
past year was 119 28 metres—or 68 97 metres
on the Italian side and 50 31 metres on the
French

;
and, at this rate of progress, the

time necessary to complete the tunnel would
be less than 13 months, or about the end of
January, 1871, and for opening the railway,

about six months later.

American Horse Railroads in London —
Two lines have been built and opened, one
2£ miles long It cost £4,000 per mile, and
yet it proposes to carry passengers for two
pence (four cents) each, with a special half-

price rate, morning and evening, for workmen
going to and from their labors. The opening
of this ''street tramway," as the English call

it, created a great deal of excitement, and the
sireetswere crowded with curious spectators
on the passage of the first ears. Each car
seats 22 inside and 24 outside, or 46 in all

;

yet they are described as light, and e!egant in

structure, and being moved with great ease by
two horses.

Massive Iron.—Old cannon used to be burst

or wedded to pieces with such difficulty that

they have a very low money value. At Buffa-

lo thev cut them in two with a jet or cascade
of molten pig metal.

During 100 years France and England have
each granted about 80,000 patents ; hut. with-

in the last forty years the United Slates alone

has granted more than 100,000.

—The first train on the Port Royal mad in

Georgia commenced running on the 26th ult.,

between Jawassee and Elsonville.

New York: and New Haven Railroad.—
This road is earning about $50,000 per mile

per annum.

T. F. RANDOLPH,

ilAUHFACIOREB OF

MATHEMATICAL INSTRUMENTS
m

THF.OOOLITS, TRANSITS, LEVELS,

<* DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Oir;ulars sent free. Eslablished 1853.
19-1-70. 18

T71DWIST J. HORSES,

Successor to

McDANEX <fc n»B\EK,

Locomotive and Railroad

CAR SPRING MANUFACTURER
V, iluiinstou, Jl>j||»«ure

L.RAND SCENERY!
J®*QUICKEST RUUTE=®«

BS Miles in Distance Saved

Baltimore & Ohio R.R.
—TO—

BALTIMORE,
FIIILA ftEL PITTA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

ISO CHANGE OF CARS
From Cincinnati "Ro 1+im /-\T»o and hut ONE

or Colunihus to -UaJ. LllliUX c CHANGE
fhilad' Iphla and New York.

Askfnr TICKETS and B.,l*:~,„ X nf D O •

raggagk checks viaDaltimore OtOIllO R.R ,

J. L.WILSON, Master of Transportation.
L. M. COLE, General Ticket At-eni.
G. B.GIBSJN, General Western Passenger Asent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J«ffersou City, and^ill points on the Lower Mis-
sissippi River, and on the tho Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo
M'lil 7:15A M. 10:55P.M.

Oqgnod Accommodation 3:10P.M. 8:45 A M
Thrnuph Western Express 5:1" P. M. 8:311 H m'
Nisht Express lOlSO.P.M. 6:0I1A m!
The 5:10 P. M. train runs daily. Trains run by Vin-

eennes time, \'2 minules slower than Cin'ti time.

For tickets or information apply at Offices 132 Tine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDDRANT, Superintendent, Cin O.
C. E. FOLLET, Gen'l Tick't Ag't, 85. Louis, Mo.

As in use on the National Despatch Line of
Cars, adapted to two or^ more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington, Delaware, or
CHAS. BOCKLS «fc CO, liostlou, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE X MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836

Allkinds ofKailroad Machinery
GEORGE G LOBDELL, President

P- N. BUENNAN, Treasurer.
WM. W. LOBDELL, Secretary.

12-5-70,52
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ERIE BAII«¥tfiiY.
H00 MILES under

One Management.

860 BILES without

Chaoge of Coaches.

BROAD GJiFGE, DUIIRLETfiACK ROUTE

KEWYORK," BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
I?liil&<Ielpliiii I-Sstltiuiore,

And Principal Points in

NEW YORK, NEW ENGLAND
—AND—

X* en ixs ylvania,
This Railway extends from

CINCINNATI to NEW YORK, - 800 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YOEK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS OAIEY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadlav Streets, by Columbus, O., time,

which is 7 rainutes taster than Cin'ti time.

7.00 A. IT, CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urbane, 10.29 A. M
; Galion, 12 57 P.M.;

Mans-field, 1 40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10P.M.; Meadviile, 8.00 P.M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Bingbampton for Coopers,»own,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Daytou, 12.03 A, M.; Urbana,
125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.j West Salem, 5.59 A. M (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Mtadville, 11.20 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supp?r) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadviile
wiih Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New aDd Improved Coaches of the style peculiar to the
Broad G;ur_r e. arranged for both Day nod Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the rtnS.y ILi.ie running through
S60 Miles without Change.

Boston and JTew England Passengers,
with Iheir Biigprasje, are transferred FitEE
OF CHARGE in Sew York.

TCf3 The Erie Railway Company hag opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hird Street. New York, thus enabling pacsengers to reach

he t > ver portion of the city without the expense and an-
noyance ot a street car or omnibus transfer.

TT73 The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight juurney over
this Line. »il! find in its ever chancing landscapes sub
ects of continual admiration and intere-t

BaggageCheck'tl Tlirotigr-li
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c*n be obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. i!3 Vine St., 4 Burnet
H~"use, and foot of Broadway* (Spencer House Block),
and at all principal Ticket Offices in the South and
South-west. WJI. R. ISA Kit.W B. SHATTCC, Gen 1

! PassV Ag't
General fljuthern Agent.

Best Rouse to St. Loiii* and €h cago

NDIANAPOLIS,
CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

C HI CAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and Hiyer Towns and Cities in the West,

North west and South-west.

Ilj'TheT.SSA. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1S69, TRATN8
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave, Arrive.
Indianapolis and Lafayette Mail *.20am ]

:
J 40 am

St Louis and Springfield Express... 2.40 [jui 7 35 am
''-St. Louis and Springfield Express. 1" °.ll pm 3.4'2 pni
Lawrenceburg Accommodation 10.11! am 2.35 pm
Lawruncelmrg Accommodation 4.^0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail
Chicago Express
Harrison Accommodation..

7 OH am
ti 50 pm
5.30 pm

10.15 am
9 30 pm
7.10 am

ThroughTickels can be obtained ai the Burnet House
Office, corner oi Thiid and Vine ; Rivei Office, corner of

WalnutStieetand River; and at Depot, corner of Plum
and Peailstreets. 1'he splendid Passenger Depot of toe

I. & C. Railroad is about a mile neater the businesscenter
of the city than the Depot of a dj other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON .Superintendent.
A. F

:
. CLARK. General ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPiRT. ARRIVB.

Eastern Express (Erie Railway). 7:00 A.M. 6:3<>P.M.
do do do ..9:4.5 P.M. 7:00 A.M.

Toledo, Detroit & Canada 7:15 A. M 10:25 P.M.
do do do 0:30 P.M. 7:00A.M.

Lima Port Wayne &. Chicago 7:15 A.M. 10:25 P.M.
do do do ....2:30 P.M. 5:40 P.M.
do do do ...6:311 P.M. 7:30A.M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
S- ringfield Accommodation ... . 2:30 P. M. 10:;0 A. M.
Sandusky, Cleveland & Buffalo.. 6 50P M. 10:20 A. il.

MuncieiV Indianapolis 7:15 .A.M. 10:25 P.M.
do do 5:00 P. M. 1:30 P. M

Hamilton, Eaton & Richmond.., 7:1a A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A. M.

Hamilton Accommodation 9:30 A. M. &:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
jatitime.

For allinformationand throughtickets, please apply at
taeold o'mce, south-east cornel of BroarrVay and Front; Bur-
net House Office, corner Vineand Bakerrtreets. and at the
respective depots. East Front and West Sixth streets.

D. McLAREN, Gen'l Superintendent.
SAM'L STRPH KNSON, Geu'l Tick't Ag't.

Jmnihusec call for passengers

The Old And Reliable Route.

;
•

-- sac - -. ~aae ff 'y-w'g^— -*™-* t

Through to Pfttsbure without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dajion, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimore ( New York or Boston,
anil ail Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
tPittsburgb,Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE HAILROAB,

2M.:co.e> only O laours
Pare Only §3.50—Transfer from Hotel or
Kcfeittcuce to iLVepot, in Covington, iiee.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, MemphiB, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Morning Mail 7,35 A. M. 2, 3t>p. M.
Evening Kxpress ~. |5 P. M. 3.45P. M.
Night Express 11,1.. P. M. 5,00 a. M.
Walton Accommodation 4,(.0P. M. 9,35 A.M.

I'he7:35 A M. train runs daily.

Th<- Low Fare Season and Commutation Tickets, pood on
the Walton Accommodation -otter great inducements to the
citizens of Cincinnati and Covington wj.o wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all dwy to attend to business. For
further information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Depot. Covington. Ky.

SAM'L GILL, Gen 1
! Sup 't- Louisville.

CENTRAL R. R. 0_F NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib*
erty St., connects at JtL-anpton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easion
with tiie Lehigh Valley Railroad ami its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati^ St. Louis, etc-, with hut one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows .*

6:55 a. ni.— For Easton, Bethlehem,, Mauch Chunk,
Williamsport, Wilkesburre, Mahoney City, Tuckliannock
&c
7:15 a. m.—For Somerville.

S:3(Va in.—For Fleiniugton, Junction, Stroudsburg,
Water Gap, Scran ton, Kingston, PUtst'on. Great Bend,,&c.
12 IU.—For Flemington, Eastun, Allentowu. Mauch

Chunk, VVilkeabarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville. Scranton. Harrisburg. &c.
3:30 gi. ni.—For Eastou, AUentown, Mauch Chunk

and Belvidere.
4:30 g>. ill.—For Somerville.

5:25 l»- in.- For Somerville and Flemington.
6 i>. ibi.— For Easton and iutermediatesiations.

7 g>. in.—For Somerville.

7:211 p. m.—Emigrant—Stopping only at the princi
pal stations-

i»:00 p. ni.— For Plainfield.

11:50 j>. mi.—For Pluinneld, on Wednesday and
Saturdays only.

FOR THE WEST.

9 a. m.—Western Express, daily, (except Sundays,
-

)

for Eastou, Allentowu, Hanibhurg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions- Connects at Junction for Stroudsburg,
Water 0;ip, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilaesbarre, &c.

5 j>. in.

—

Cincinnati Express, daily (except Satur-
days,) for Easton Bethlehem, ftllentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Oars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lacbawannaaud Western Railroad for all sta-

tions to ftcrauiou. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 ]>. in.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg. Pittsburgh, and the West
—connects at Harrisburg nith trjiu for Williamsport, Erie

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, 9., 9:20, Jti:30, 11:40 a m—liim-, 1:00, 2;U0

3:00,3:30,3:45,4*15, 4 30,4:45,5:10,5:25, 5:45,6:00,6:^5,
7:110,.7:2 ,7:4O,8:.<0 9:00,9:40 10:45. 1 1:50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st.. N. Y.,*

atNo- I Asior House; Nos. V54, 271, 526 Broadway ;;r

No. 10 Greenwich si., and at the principal hotels.

R. E. RICKEli, superintended"

H. P.Baldwin, Gen Pass. AgU
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Cincinnati Southern Kailway.

Pennsylvania Railroad—Its Influence In
the Kentucky Legislature.

[From the Highland News.]

COLUMBUS 4 MAYSVILLE RAILROAD.

A correspondent in another column wants

to know what has become of the C. & M. R.

R. project, and intimates that Hillsboro has

not acted in good faith toward the enterprise.

The facts, however do not warrant such a

conclusion.

It was well understood at the time the sur-

vey for the road was commenced, that the

main reliance of its friends for its completion

was based upon the implied promise of the

Pennsylvania Central to lay the iron and fur-

nish the rolling stock if the people along the

line would construct the road bed. Mr.

Jewett, the representative of that road in

Ohio, wrote letters, which were published,

stating that the Pennsylvania Central wanted
a railroad connection through Southern Ohio
with the Kentucky system of railroads, via

Maysville & Lexington, and that that Com-
pany would aid in the construction of any
line which would give it the desired connec-
tion, by the best and most practicable route.

On the strength of these assurance?, our
citizens, and the people all along the line of

the C. & M. road, subscribed funds for the

preliminary survey, and pushed it forward to

completion last winter. After the Engineer
bad made his report, showing a cheap and
favorable line, Mr. Jewett, at a meeting in

Cincinnati, promised some nf our citizens

that the Pennsy.vania Central would seni an

engineer over the route to examine it, and
report to that Company on its merits. For
some reason this promise has never been re-

deemed, and all efforts of the friends of the
road to obtain an explanation from Mr. Jew-
ett or the officers of the Pennsylvania Cen-
tral have completely failed. It is conjectured,
however, that the reason for this apnarent
change of policy on the part of that Compa-
ny, is to be found in ils lease of the Little

Miami Railroad for 99 years, which was
effected soon after Mr. Jewett's promise that
an engineer should be sent over the C. & M.
line to examine it. After having shortened
its line through Ohio to Cincinnati, by the
purchase of the Wilmington & Zanesville
road and the lease of the Little Miami, the
Pennsylvania Central seems suddenly to have
lost all us professed desire for a north and
south line to Maysville, and has left our Co-
lumbus & Maysville line " out in the cold."
Ibis is the best answer we can give to our
correspondent's enquiry as to what has be-

come of that enterprise.

Last month, by an act of the Legislature
passed in 1868 (of which none of our people
seem to have been aware), the control of the
unfinished railroad line east of Hillsboro to

Jackson and the Ohio river, unexpectedly
passed out of the hands of the M. & C. R. II.

Co. and the Baltimore & Ohio R. R. Co., and
the rights of way, materials and all work
done, were forfeited to the land owners on
the line. Seeing a good prospect of com-
pleting this line by the organisation of a new
company, and no immediaie prospect of com-
pleting the Maysville and Columbus line, our
citizens have very naturally and properly
turned their attention to the former enter-

prise, and in doing so, we do not think they
can be justly accused of " bad faith " towards
the other line. Besides, there is a great ad-
vantage in favor of the Eastern line, in the
amount of work already done, estimated at

half a million of dollars, and the superior
connections it would give us, with the coal

and iron region, and the Chesapeake & Ohio
Railroad.

The amount of money to be raised in this

county to complete the line to Jackson (be-

yond which point it is expected the line will

be built by Gallia, Jackson and Meigs coun-
ties), is estimated at not over $100,000;
while the share cf this county for the Colum-
bus and Maysville road would be at least

$800,000. This is another very good mason
for concentrating our present efforts upon
tine Eastern line.

The above puts us in mind of an Oriental

story of an old hermit, famed for his piety,

and the wonderful cures effected in response

to bis prayers. Upon a certain occasion, a

beautiful princess, afflicted with a sore dis-

ease, was taken to him for the benefit of his

intercessions. It being late in the day, he

requested that she be left all night, and be

would struggle in prayer for her restoration.

His character being so pure, the high officials

did not hesitate to comply with his request.

But horrid to tell, instead of engaging in his

devotions, the tempter had got control of his

mind, and he was induced to satiate his lust

on the person of his charge. To hide this

crime, the tempter suggested "murder" as

the only possible means. The result—his ar-

rest, trial, conviction and condemnation.

Having lost his power for good, the tempter

had control of the now miserable culprit, and

upon the gallows told him if he would fall

down and worship him that he should be

immediately transported to another countiy,

where he would be more venerated than ever

he was before. The wretch complied, and

the devil spat in his face and left him to his

fate.

The above history of the Columbus and

Maysville enterprise is another link in the

chain of the " history of the defeat in the

Kentucky Legislature of the Cincinnati South-

ern Railway, ' and the promises enumerated

above indicate the real origin, as well as the

motives that instigated the amendments to

the bill proposed by the member from Mays-

ville, and his vole against the measure when

the amendments had been all adopted, with

the exception of " but they, each and all,

shall be charged in the same proportion ac-

cording to distance." This clause was in-

tended to force the trustees, or their lessees, to

carry freight over their line a portion of the

distance at the same rates that they would

charge tor a " long haul " over their entire

line. Or, in other words, it would have

enabled Maysville, by the completion of the

Maysville and Lexington Railroad (for which

they had the same kind of promises as above

enumerated), and the construction of the

Columbus and Maysville. Railroad to be on

the "short line" between Chattanooga and

Columbus, which at that time was the ex-

treme caudal end of the Pennsylvania road.

The failure to get this connection on the

terms, and as they desired, forced the com-

pletion of the contract with the Little Miami,

and it was added as an appendage to the cau-

dal extremity, while poor Maysville has just

discovered her mistake, and is now in the

condition of the hermit.

Chesapeake and Cincinnati Railroad Sur-
vey.

The committee appointed by a meeting of

the friends of the Chesapeake and Cincinnati

Railroad, in March last, to solicit subscrip-

tions for a survey, are now, we learn, pushing

their lists with some energy. The amount
proposed to be raised is not large, and it

should at once be placed in the committee's

hands Hon. Benjamin Eggleston and Mr.

Joseph Kinsey will be glad to receive contri-

butions. As the undertaking is a very impor-

tant one, capitalists and business men should

not wait to be called on.— Commercial.

Common sense is usually esteemed a good

thing, and not liable to the same objection

that is urged against the " measles" on ac-

count of the danger attendant upon '' striking

in." There seems, however, no danger of

such a calamity to the projectors and com-

mittees of proposed lines of railroads leading

to or from Cincinnati. If our citizens are

really in earnest about building a railroad

through Ohio to connect the city with the

Chesapeake and Ohio Railroad, why don't
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they organize, under the law, and comply with

its terms, and then survey and adopt the best

route, all things considered, to destination.

Why send out any begging committee, or have

one or two prominent citizens sitting like

"blind Birtimeus," without his faith or chan-

ces of success.

The organization of a great company should

be for a worthy object, and pushed with a

vigor, energy and determination as if strug-

gling for a prize, and not as if "soliciting

alms" for an effete object of charity*

Cincinnati Southern Railway.

ANOTHER CHANCE "TO HEAP COALS OF FIRE .01^

THEIR HEADS."

Eminence, Kt ,
June 17, 1870.

Hon Mayor of Cincinnati

:

Dear Sir : I read that part of your recent

message suggesting that Cincinnati oug'ht to

avail herself of other probable opportunities

of making an independent railroad connec

tion South, beside her Cincinnati and Chatta-

nooga scheme on the plan of the Ferguson

bill,

-

as this might be greatly delayed, and
possibly fail at last. You suggest that the

problem of a Southern connection might be

solved more readily and economic lly by

means of the Cumberland and Ohio Riilroad

enterprise. Just such a policy as you very

wisely and sagaciously suggest, I last summer
and fall urged upon some of your leading and
active men in this movement. It seemed im-

practicable to induce them to concur in the

suggestion : and only your allusions revive the

hope that these persons may yet be led to see

that yours is the surest and speediest way to

give Cincinnati an independent line of rail-

road South, and to enter into a co-operation

that will not impair the chances of the Fer-

guson-bill plan, while it will surely spoil the

Btrategy which has for years been blocking

the pathway of your city to the South.

I send you a copy of the report and map
put out in the earliest stages of our movement.
We offer you the shortest practicable route to

Nasl'ville, and we have in Kentucky, from the

Kentucky river to the Tennessee line, $2 600 -

000 of subscriptions, Wnieh will be increased

to $3,000,000 in Kentucky ; and to this $700,-

000 can be added in Tennessee. If you will

give us $1,000,000 on this line we will, with

our credit and bonds in addition, compiele for

you a direct ihruugh unbroken line to Nash-
ville From Campbellsburg, Ky.,'to Tennes-
see line, on the Chattanooga stem, 60 miles,

we have $6HO,U0O more subscribed, to which

the counties in Tennessee to Chattanooga will

add §1,00:;,000 more. Mr. D. D Stanton, of

Boston, President of the Alabama and Chatta-

nooga road, still assures n»e has $2,000,000

sub-cribed for the purpose, and is ready to

undertake to bu : ld the road from Chattanooga
north to the Kentucky line, if we, or any
company, will guarantee to meet him at a

point on the Kentucky and Tennessee line.

In my judgment $1,01)0,000 more of subscrip-

tions from your ciiy would secure you a road,

direct and unbroken, to Chattanooga, and on

as short a line as ) ou can possibly build. Pos-

sibly, with Mr Stanton's aid and co-operation,

it would not require over §500,1)00 additional

to secure ihe Ctatianooga extension. Is not

such a programme worth your consideration ?

1 believe it practicable to carry it out to full

completion, and to go to work on the whole in

six months.

I will send yon the report of our last meet-

ing of the C. & O. R It. Co., and aciion.

A committee of our friends will visit your

city next week, to consult with your leading

and authoritative men, and to inaugurate a

move for subscriptions to our Nashville road,

and for the road toward Chattanooga also.

I have much more to say on this subject,

which must be omitted until I can visit your

city and see you in person. In the mean time

I am, very respectlully, yours, &c ,

Z. F Smith.

P. S —J refer you to R. M Bishop, Esq
,

Mr Ferguson and Mr. Joseph C. Butler, with

horn lam personally acquainted,

"ours, &c, Z. F. S.

Report on Transportation and Discrimi-
nation in Kates and Freight.

The following report was signed yesterday

and will be presented to-day:

" CixciNNiTi, June 7, 1870.
" P. P. Lane, Esq , President Board of Trade :

" Dear Sir—The attention of our Trans-

portation Committee was lately directed to

the discrimination against our city in rates

of freight to Bellefontaine, one of our ship-

pers stating them as

1st class. 2nd class. 3rd class.

From Cleveland (140 miles) 3D 25 15

From Cincinnati (117 miles) 48 3S 32%
" On inquiry we found it to be

1st class, Slid class. 3rd class.

From Cleveland (14" milps) ?'i 85 15

From C miina i (117 m: e) 17 23 J25

" Not as bad as stated, but bad enough.
" We at once proceeded to find out the cause

of this injustice

:

" In reply to a letter addressed E. F. Fuller.

General Freight Agent Little Miami Railroad,

we received answer:
"'The reason rates from Cincinnati to

Bellefontaine are higher than from Cleveland

is that we are compelled to pay very high local

rate from Springfield, whereas the line from
Cleveland is single to Bellefontaine.'

" We also addressed a letter to L. Devinney,
General Freight Agent Cincinnati, Hamilton
and Dayton Railroad, on the same subject.

" Mr Devinney very kindly forwarded our

letter to J. C. Buxton, General Freight Agent
of their connecting line, the Cincinnati, San-

dusky and Cleveland Railroad, for reply, which
came as follows

:

"'While Bellefontaine is a local point on
the Cincinnati, Columbus and Cleveland Rail-

road, it can hardly be expected they will per-

mit the roads from Cincinnati to make same
rates. If it was done, the result would be a

reduction of their rates to preserve the busi-

ness to them because it is a local station. I

don't see as it can be avoided.
'

"This is certainly surrendering the business

to another road without any attempt to retain

it, and would seem a concession that the road

Mr. Buxton represents is not imbued with the

spirit of the age, or at all even's is not deter-

mined to fight it out on their line if it takes

all summer.
" We also addressed a letter to Mr Buxton

ourselves, calling his attention to their unfair

rate, and received the following reply:

" 'Sandusky, June 8, 1870.

'A Macneale Esq., Chairman Committee on
Transportation, Cincinnati Board of Trade :

" ' Dear Sir—Your favor of June 7 has

been received. The rates of freight from

Cleveland to Bellefontaine are less than from
Cincinnati, because Bellefontaine is a local
point on the Cleveland road, and the earnings
all go to or.e road, while from Cincinnati the
business passes over two roads, and the earr-
ings are divided, and at the same rales made
from Cleveland would not pay the two compa-
nies. Rates are made by the Cincinnati,
Hamilton and Dayton road that are. less than
the local rates, but not as low as the rates from
Cleveland. I do not see any remedy, unless
the roads leading out of Cincinnati make a
very low rate and add to a rate over this road.

" ' It will not pay us to pro rate on rates as
low as from Cleveland. Yours respectfully,

" ' J. C BUXTON.'

"We then conferred with Mr. Devinney, and
on his agreeing to pro rate, or in other words,
to receive an amount of money paid for freight
in proportion to the distance carried on each
road, and to make the entire rate as low as
any rate that might be made for Cleveland to

Bellefontaine, we addressed the following let-

ter to Mr, Buxton
;

" ' Cincinnati, June 10, 1870.

"'J. C. Buxton, Esq., Genera! Freight
Agent Cincinnati, Sandusky and Cleveland
Railroad, Sandusky, Ohio:

"' Dear Sir— L. Devinney, Esq., General
Freight Agent Cincinnati, Hamilton and Day-
ton Railroad, authorizes me to inform you he
will pro rale you on freight from Cincinnati to

Bellefontaine at the same price that is. or may
may be, established from Cleveland to Bellefon-

taine. Will you please inform me whether you
accept or not, and oblige, Yours truly,

N. MACNEALE,
" ' Chairman Transportation Committee.'

" In due course of mail we received the
following reply from Mr. Buxton :

Sandusky, Ohio, June 16, 1870.

" 'N. Macneale, E-iq., Cincinnati, Ohio:

"'Dear Sir—Your favor of the 10th has
been received and contents carefully noted.

As I wrote you under date of 8th a pro rata
from Cincinnati to Bellefontaine. on the sane
rates made from Cleveland to Bellefontaine,

would not pay the company for the work done.

It is unjust to. ask this company, with its small
local business, to accept, the same rate per
mile as the lines out of Cincinnati with their

large local business and with their regular

rates so much less than ours. The pro rata
from Cincinnati to Bellefontaine on the same
rates as from Cleveland, would give the Cin-
cinnati Hamilton and Dayton road nearly or

quite their usual rates from Cincinnati to Day-
ton, while we would perhaps receive onlv one-
ihird or one-half of the usual rates, Dayton to

Bellefontaine. If the Cincinnati, Hamilton
and Dayton Company would offer us sixty-five

per cent, of the through rale it would look

much more reasonable. We can not accept
a pro rate.

" ' Yours truly, C. H BUXTON,
General Freight Agent.'

" As we could not see the propriety of Mr.
Buxton's position we wrote him in reply:

Cincinnati, June 18th, 1870.
" ' J. C Buxton, Esq , General Freight Agent

Cincinnati, Sandusky and Cleveland Railroad,

Sandusky, Ohio:

" ' Dear Sir—Yours of ihe 16th instant recei-

ved. We can not see that it is unjust to ask
you to carry freight at t ie same raie the Cin-

cinnati, Hamilton and Dayton Railroad does;
on the contrary we think it unjust yon should
ask sixty-five cents for carrying freight a less

distance than the Cincinnati, Hamilton and
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Dayton road will carry the same for thirty-five

cents,
" 'The fact that you charge an extremely

high local rate of freights is no reason that

the Cincinnati, Hamilton and Dayton road
should make a ruinous deduction on what
has always been a (air and reasonable rate,

" ' We have heretofore held the position that

there are few actual discriminations in rates

of freight against Cincinnati, and have taken
pains to try and clear your road of the impu-
tations brought against it.

' We regret our
failure, and must merely place the facts before
•our shippers and let them regulate their ship-

ments accordingly.
" ' We wish you would reconsider your deter-

mination relative to prorate
Yours truly,. N MACNEALB

" ' Chairman Committee ou Transportation '
"

" In the investigation of this matter we
think we have brought out the points that in-

fluence most of the cases that are considered
discriminations against Cincinnati, and the
burden of the matter now rests on Mr. Buxton,
as the representative of the Cincinnati. San-
dusky and Cleveland Railroad. Should he

adhere to his position and rates, we think lire

less freight his road gets from Cincinnati the

better. Personal attention to shipments will

enable our citizens to throw much of their

freight off this road until a new policy actuates
.its officers.

"The conduct of Mr. Devinney confirms
our previous statements, that the officers of

our own roads have the interest of our city at

heart, and the great disadvantage we labor

under is that we do not control long lines of
road.

" This is the first case in which we have
received evidence from any of our shippers

sufficient to enable us to trace up a positive

instance of discrimination against Cincinnati.

We have asked in the public prints for evi-

dence regarding the alleged actions of the

Louisville and Nashville road, and have only
received information of one instance that

would justify examination.
"'This is not sufficient to authorize our

committee in availing itself of the hospitality

of the Mail Line of steamers and Short-line

Railroad, so kindly tendered us* for our expe-
dition to Louisville and beyond, in order to in-

vestigate the matter. When we receive the

evidence required, a report will soon follow.

" In conclusion we would reccommend our
snippers to unite and establish an office where
they could apply for all rates they require on
freight; and keep employed a suitable staff

of officers, in their own pay, to effect contracts

for them and investigate all unfair rates'

charged by connecting roads. The duties are

too onerous to be altogether transacted by ef-

forts of voluntary committees, but we shall

hold ourselves prepared to co-operate to the

fullest extent with a bureau organized as sng
gested

"As soon as our shippers furnish us with

proper evidence to present to the Louisville

and Nashville Railroad Company, we will in-

vestigate the complaints made against them
as fully as we have the Cincinnati, Sandusky
and Cleveland Railroad case.

" We hope the evidence required will be fur-

nished this week, as all our arrange meats are
made to attend to the matter forthwith.

" N.Macneale,
" M.Loth,
" C. Ol.HABER,
" James J. Hooker,
"Joseph Hargrave.

"Committee on Transportation."

Southern Pacific Railways.

We republish the following editorial from
the New York Tribune, because it covers the
whole ground, and fully explains the rivalries

between the South-western cilies and roads,
looking towards the interior and across to

the California coast countries:
" The proposition of a railway on the thirty-

second parallel of latitude has been before

the public in various shapes for tweutv years,

and yet the enterprise is still struggling des-

peraiely for existence Then Texas was the

only St=ite of all the Gulf region to whose
prosperity the completion of the road is of

almost vital importance, which gave it the

least encouragement Louisiana was cold

because New Orleans was passed by, and Ar-

kansas offended because Memphis was aimed
at. But so earnest was Texas in its wish to

see the line. built, that its several Legislatures

under rebel and loyal rule affirmed and re-

affirmed the grant of lands made to the road
in 1 8o<> California, on the Pacific coast, de-

sirous of making the port of San Diego the

Western terminus of the line, chartered and
'aided the partial construction of another line.

The Texas route is the Memphis and El Paso
line; the California route is usually called

the San Diego and Fort Yumas road. Of the

former more than fifty miles are graded, and
twenty-three miles laid with rails. Of the

latter we know only that work is in progress.

Without doubt the two lines have more of

finished work, larger land grants, and better

prospects of being eventually completed than
any other Southern Pacific railway. These
two roads are under the control of Gen. John
C. Fremont, and he has asked Congress to

consolidate, charter and aid them under the

title of the " Southern Transcontinental Rail-

.way."
'• The Senate Committee on the Pacific Rail-

ways has not only reported adversely to this

consolidation, but has proposed to authorize

an entirely new line, to be called the Texas
Pacific Railroad, with branches and connec-
tions ; and the bill makes large land grants.

But the new line has certain gravely objec-

tionable features to which we wish to direct

the special attention of the Gulf States dele-

gations in Congress. Texas, in the first place,

can give no aid to the new road, because her

land grants are vested in the old line. The
Senate Committee claims otherwise, we are

aware, but these grants have been repeatedly

declared valid by the Texas Legislature, be-

fore, during and since the war. The burden
of proof conclusively shows that the right to

make grants to other roads over the same
route has not reverted, as the Committee
claim, to the Slate of Texas. Ai any rate,

such right, if claimed, will be contested, and
the first step of any new company which
Congress may charter will carry it deep into

litigation, and cripple and retard both enter-

prises for years.

"Further, the proposed line is not such a

one as the South needs. Its eastern terminus
will be New Orleans on the Gulf, instead of

some Southern port on the Atlantic. It is

not to be uniform in gauge with the roads of

the Southern system, which, without excep-
tion, are five feet wide, while the Texas Pa-
cific road gauge is fixed by the bill at 4 feet

8} inches. The evident design of all this is

to build up New Orleans by compelling the

"breaking of- freight in bulk" at that termi-

nus, and will please none but the Senators
from Louisiana and Arkansas, f he Memphis
and El Paso road, on the other hand, connects

at the former city with the Southern system,
and has unbroken and direct communication
wiih I he Atlantic coast through the heart of
the Southern Slates. These facts should
leach Congress the need of changing the
grade of the Texas Pacific road, or of defeat-
ing the bill altogether'. Other facts which we
have cited in this and previous articles urge,
wiih equal'force, the economy and importance
of encouraging the partly finished ' Southern
Transcontinental road.'

"

Fast.

It is understood that one of the question at
issue between the trunk lines to the East, on
tiial during the present contest, is tl.e time
in which the trip between New York and
Chicago shall be made. The Pennsylvania
has a line by one route 49 miles and by on-
other til miles shorter than those of its com-
petitors. It claims that this udvantage in

distance gives it the right to make the trip in

two hours less time. But the Pennsylvania
route has many heavy grades, and the other
lines claim that their advantage in grades
counterbalance its advantages in distance,

and that the trip should be made by all the
lines in the same time. We do no", know that
this is the chief question at issue, but it is one
of them, and it is probable that the resulr. of
this contest will settle it. At least there

seems a disposition on the part of managers
to make the very best time possible on their

respective lines.

The initiative in putting on the thirty-hour

train and in reducing rates was taken by the
Vanderbilt roads, we believe. It may be re-

garded as a challenge to the Pennsylvania.
"We can do this: can you do better?"

was the interpretation. It is very quick time
and requires good roads, equipment, and the

best management. But all the roads had
maintained it. for some months last fall, wilu.-

out accident and with reasonable certainty.

The Pennsylvania this week gave its answer
to the challenge. It is twenty-seven hours to

New York. Fare reduced to eighteen dollars

(just two-thirds of a dollar an hour). That
is, as one of Mr Bret Hart's heroes would put
it. " We see you and go you three better."

Certainly there is no dodging of the question
here If the Pennsylvania can mike the* trip

in twenty-seven hours as easily as the other
routes in thirty, it will have demonstrated its

advantage in distance. This will not be dem-
onstrated, however, unless the other lines try

the same lime and fail to uake it, or if the
Pennsylvania should fail to maintain it.

This lime of itself is sufficiently remarkable
to deserve attention. The line by which it is

made is not the shortest one, via AHentown,
but via Philadelphia. This route is 911 miles

long. Thus the average speed of this train,

in^iding stoppages, is HHj miles per hour,

which exceeds anything made in America
heretofoie on so long a line. The northern
routes, to make the same time, must run at

the rate of H5& miles an hour.

This time is possible only on roads in excel-

lent condition, with rolling stock of the best

quality, and under the most skillful manage-
ment. We t'link that all the trunk lines have
already demonstrated that they possess these

advantages. No very long trial of these ex-

cessive rates of speed will be necessary, it

would seem, to show quite plainly just how
far and where one line has the advantage of
another for time. The contest is costly, like

all contests ; we have no idea that there is

any public demand for such fast lime; but it
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is one of the weapons of war. If tbere must
be a contest—and there is no question of that,

for it exists— it is better for all parties that it

be sharp, quick and decisive. The Pennsylvania
managers are confident that they can maintain

their present rate regularly, and even make up
an hour or two, if necessary. If other lines can .

do as well, they must shorten their time again

or lose their point. We do not imagine that

many more shortenings will be made by any
party, for if the limit is not already reached

it can not be far off. When it is over, doubt-

less, the time will be established at something
like the rate of last summer, which will meet
all popular dein mds and leave a little margin
between earnings and expenses for the com-
panies. At present, we presume, the greater

the travel the less the profit. Those who wish

to go to New York in a day and an eighth,

and for a very little money, will do well to go
soon, before this contest is ended.

Since writitig the above, we learn that the

Michigan Central and the Lake Shore roads,

in connection with the New York Central,

have made arrangements to run their fast

train to New York in twenty-seven hours. As
we have said above, this requires an average
speed of thirty-five and one-half miles an hour,

and counting the delays in crossing streams

on one line, it will be at the rate of thirty-

seven miles an hour—a rate which would
hardly have been thought possible a few ye trs

ago, and, indeed would not have been possi-

ble, in the condition of the roads at that time.

But our trunk lines have gradually been im-

proved until they approach in perfection the

cosily English lines. Eoad-bed and super-

structure have been made as safe as possible
;

inspections are frequent and repairs immedi-
ate and thorough. Accidents on these fines

are very rare, nothwtthstanding the increase

in business and the number of trains and the

consequent complication. There are double
tracks on the eastern halves on the lines, and
the western halves have many sections of sec-

ond track where there is most passing of

trains. The system of running trains by tele-

graph has been perfected, and there is every-

where more certainty and fewer opportunities

for mistakes in the movements of trains So
what was not possible a few years ago may
well be possible now. Still, this rate of speed
is so much more rapid than any heretofore in

use that its practicability can only be tested

by experiment. Of course no one imagines
that such a rate can be made with profit. It

is not likely that there will be any increase of

business on account of the fast time, while it

can not fail to increase materially the expen-
ses of the line, especially in repairs of road
and rolling stock. But the question of profit

does not enter into this contest, it matters
little whether the fast train has any passen-

gers or not. Of course, since the train must
be run, it is well that something should bfugot

for it, but its success will be estimated oyits
regularity, promptness and safety, and not

by the number of passengers it carries, or the

money it returns to the companies. The re-

duction of rates has less reason in it. All the
companies have pretty good credit and pretty

strong backing, and it is hardly possible that

one company will deliberately plan to do the
business at a loss nntil the other's means are

"exhausted. It would seem that it is enough
to add greatly to the expenses without dimin-
ishing the receipts of the road3. Probably
this blow is aim>-d at the line particularly, but
it can be hurt more by reductions on freight

than on passenger business. It was reported
at one time that rates wo i Id be reduced before
the end of this week fro a $18 to 815, but no

such reduction has been made before we go
to press. Curiously enough, the low rates

have not created any very remarkable in-

crease in traveling, and indeed, at one time it

rather fell off, the expectation of still lower

rates causing travelers to delay. They do
not seem to remember that rates may go up
as well as down, and that they are sure to be
increased eventually, whereas they may never
beany lower.

—

Railroad Gazette, June 18.

Railway Influence on Legislation.

The managers of the larger railway compa-
nies exercise a most pernicious influence

upon local or State legislation. In fact they

control legislation from the influence of their

aggregated capital, and the free use of money
and other potent influences possessed by men
of their position. For many years the mana-
gers of the New York Central Railway exer-

cised a controlling influence upon the legisla-

tion of that State, under the effect of which
all other interests had to give way

; and we
see in other States the same power exerted

with the most unscrupulous rigor A promi-

nent railway company in Massachusetts for

several years kept a band of well trained

paid lobbyists at a suit of rooms near the

State House, and into these seductive head-

quarters, well furnished with the best of
liquors, cigars and edibles, card tables, and
other means of social influence, members of

the Legislature and other influential persons

were always welcomed by the paid agents of

the company, well known professional lobby-

ists, men of brains and any quantity of asser-

tion. When the company wished to carry a

measure in its interest, or defeat one op
posed to it, it found the influence of this ar-

rangement potent. These agents reduced
lobbying to a science, commencing even with

the primary meetings of political parties, in-

fluencing the defeat or election of men either

feared as opponents or desired as friends of

any important measure. After the legislature

is chosen, the lobby men are very active in

canvassing for Speaker of the House or

President of the Senate ; they go for the man
or men who will appoint the right men on
the railway committee ; and with their ac-

tivity, perseverance, and thorough knowledge
of men and things, they seldom make a mis

take. In fact, the railway committee is ofien

the creature—the actual creation—of the

lobbymen and if by mistake some man of in-

dependence and judgment gets upon the com-
mittee, when an important measure is to be

reported upon, and there is a question of the

result, the lobbyman—who knows everybody

—straightway writes to influential men in" the

member's district to come to the Capitol and
help put the doubtful member in the right po-

sition. Members of the judiciary, doctors,

lawyers, and even ministers of the gospel, are

pressed into the service by these preserving

lobbyists. The promise of a trip to Boston,

with all expenses paid and a handsome fee

besides, does the business for a great many
men, who stand high in public respect, but

whose weak points are known to the sharp,

unscrupulous and plausible lobbyist. Men
who are familiar with legislation know all

these things, and it takes but a moderate
amount of experience at the State House to

recognize the power of railway corporations,

backed by a well trained corps of lobbyists,

upon legislation affecting its own interest.

Some very funny results are produced by

looby influence at times. One at the present

sessiou of the Legislature is worth remember-

ing. One large railway corporation bought
a branch line that had been operated but not
owned by another large corporation. The
buyer wanted to connect the track of the

branch line with its main line. This the

other objected to, and to prevent it., the full

force of the lobby was prucured, and actually

the House of Representatives were persuaded
not to allow the connection of the main line

and its branch by building a short bit of track.

This piece of legislative folly will be rectified

hereafter, doubtless, but, the fact is well worth
remembering as a specimen of the power of

the lobby directed by the managers of a pow-
erful railway corporation. At another time
we propose to speak plainly upon the influence

brought to bear upon railway legislation.—

American Railway Times-.

fc:rie«fc Atlantic <jt Great Western Railway.

All that untiring energy, forethought, in-

ventive genius, unprecedented liberality and
enterprise, aided by the highest order of en-
gineering and mechanical skill, can do to

render a road safe, convenient, speedy, com-
fortable and everyway reliable, has been done
on the Erie and Atlantic, and now, immea-
surably in advance" of all other routes, it is

acknowledged by the concurrent testimony of

the millions that have traveled over it, to be
the most thoroughly equipped and most suc-

cessfully managed line in the whole country.

A tolerably correct idea of the great favor

with which this road is regarded by the trav-

eling community, as well as of its importance
and the vast amount of business it transacts,

may be derived from the statistics presented

by Mr. Gould, the President, and more espe-

cially by the enormous receipts of the consoli-

dated roads. In 1868. these, for passengers

and freight amounted to $14,312,-I78 ; in

1869 to $16,576,836—a gain in one year of

$2,263,3+8.

In these days of rapid travel over long dis-

tances, the public will be interested to know
that, from the harmonious relations existing

between the numerous railroads and steamers,

consolidated under the designation given

above, all of its connections are made certainly

and with regularity, as advertised, another

and more 'important advantage offered by
this line is that baggage can be checked
throughout its entire length, from Cincinnati

or Louisville to New York, and this inexpres-

sible relief from annoyance, loss and extor-

tion, will be properly appreciated by travelers

who have had to leave their seats at almost
every station, on other roads, to have baggage
re-checked, without having opportunity to en-

joy the trip for this discomfort.

The luxurious accommodations on this line,

in the way of spacious, elegantly furnished

coaches, should entitle it to popular prefer-

ence. The sleeping cars as well as the day
coaches are large, well-lighted and admirably
ventilated, rivaling in the beauty and magni-
ficence of their adornments and appoint-

ments, the most sumptuous apartments in

the first hotels of the land.

The agents and friends of competing lines

have heretofore and now continue to wage an
unscrupulous and bitter warfare on the Erie,

resorting to misrepresentation and abuse, but
despite this opposition, the Erie and Atlantic

continues to grow in popular favor, and its

managers determined to deserve the liberal

patronage bestowed, employ their immense
resources in procuring every improvement
and facility that will benefit the public and
serve to render traveling more agreeable.—
Farmers Home Journal, June, 187U.
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Bailroad Earnings from Jan. 1 to Jane 1.

As the year progresses, the reports from

our principal lines of railway show a favora-

ble condition of traffic compared with the

same period in 1869. It will he observed in

the table of earnings for May, presented be-

low, that most of the prominent roads show

a decided iticrease in their earnings com-

pared with' the same month of last year.

The month has, indeed, been quite propitious

for a large railroad traffic. The higher price

of breadstuffs has stimulated the movement
of grain at the West

;
progress in railroad

construction in most of the Western States

increases the activity of business in those

localities, and adds an important item to the

freight traffic of the leading lines, while the

passenger business is probably larger than in

previous years, from the marked attention

which has recently, been given to dealings

in railroad lands; from the large immigra-

tion, and from the. great increase in travelers

for pleasure.

A number of changes have taken place in

the list of roads reporting their earnings

within the past year. Several of the old fa-

vorites, as the Lake Shore and Michigan

Southern and the Fort Wayne Companies,

have disappeared, and in their place we find

new roads, as the North Missouri, Pacific of

Missouri, St. Louis and Iron Mountain, Kan-
sas Pacific, &c , whose stocks are hardly

known at the Exchange, but which are daily

becoming of more importance as leading

lines in the West.

A number of the reports here given are

not published elsewhere, and have been ob-

tained through the courtesy of officers of the

respective companies, to whom we are in-

debted lor being thus able to present the

most complete list ot railroad earnings which

can be compiled under the prevailing system

of secrecy in corporate management.
For the five months of the year which

have now elapsed, the roads, as a general

rule, show a fair increase of earnings com-

pared with the same time in 1869, and for

the future their prospects would seem to be

very good, from the several causes remarked

upon above. The condition of the country is

prosperous; the crops are in excellent condi

tion, and the various conditions upon which

railroad business depends are apparently

Buch as to decidedly favor the anticipation of

earnings fully equal to those of the year 1869 :

EARNINGS FROM JANUARY 1 TO JUNE 1

1870. 1869. Inc. Dec.
Chicago & Al-

tin.. $1691,806 $1,717,808 .... $25,913

Chicago & N.
Western 4,521,518 5,225,693 .... 701,173

Chi Si Rock
Island 2,155,900 2,089,131 66,769

ClevHM, Col ,

Cin tz Indi-

anapolis 1170,476 1,113,979 56,497

Kansas Pac... 1,2 8.848 ;93i!85 4I>.563

Illinois Cen.... 3. -'55.176 3,111,052 154,123

Marietta^ Cin 506:90 514,301) .... 8,11111

Michigan Cen.,1 ,t-6j,802 1,900,742 40,880

Milwaukee &
St. Paul 2 329,827 2,295,1-16 34,3 :>1

Norlh Missouri l-]i6,959 639,0.-5 537,864

Ohio & Mis... 1,18j,2-6 I,0i0,i53 131,833 ....

Paci6c of Mis-
s.uri 1,318,919 1,238,235 80,681

St I.- vi is Alton
fcTeire Haute 810,824 763,654 45,170

T..1.. Wabash
b. Western.. 1,523,534 1,491,651 31.SS3

Total ....$24,751,135 $23,943,024 $1,587,107 8773.0U8

J2gg~Carbon oil has been discovered in (he

town of Iola, in Waupaca county, Wis., and
preparations are being made to sink wells.

Railroails, Ax.

In railway construction alone the amount of

private money employed, and the frequency of

public loans to augment railroad transport, few

have any conception of. Notwithstanding; the

bad odor that maladministration of the affairs

of one or two railroad corporations in this

country has brought, them into, there is no

difficulty in obtaining money in Europe for

railroad enterprises, which shows that want of

confidence in the permanence and progress of

our institutions is not very potential across

the Atlantic. It is estimated that for the next

few years 5,000 miles of new railroad will be

constructed, on an average, each year One
State alone is said to be now projecting 3,000

miles of new road, and the next three year's

construction will equal the whole railroad

milenge perfected in England and Ireland

during forty years. In Canada, after a stand-

still of some years, railroad business has again

been quickened, and 600 or 700 miles of new
roads are under way. This is independent of

the anticipated great North Pacific line, whicti

will add some three thousand miles to the to-

tal, and bring the hitherto isolated regions of

the Hudson's Bay Company into union with

the Atlantic and Pacific coasts. In India the

important line from Bimbay across the Hin
dostan peninsula to Calcutta, has just been

completed, and projects are ripening for lap-

ping this grand trunk line by various others

at different points. Russia has contracted

enormous loans to this end during the past

three years. By the first of January, 1872,

no less than 3,450 versts of new railroad will

be completed. Within the next four or five

years 11,800 versts (8,000 miles) of railroad

will be constructed, and 4,500 miles more will

shortly be proceeded with. The desire for

new railroads in Continental Europe is said

to have assumed a mania, which will proba-

bly be followed by a tremendous crash ; but

most of the projects will be completed before

reaction comes. Austria, Prussia, Bavaria,

Hungary, Wurtemburg, and even Roumania,
Turkey and Egypt have caught the fever and
are preparing for a large increase of railroad

construction ; and in Japan 300 miles of rail-

road are soon to be built. Neither in Eng-
land or France is there any sign of great

undertakings in railroads. The former is

pretty well gridironed already, and has not

vet got. over the shock of 1866, and that the

hitter's ambition does not appear to tend in

that direction at present.

The building of so many lines, has, of course,

materially affected the iron trade. It is said

the Cleveland and Tyne districts alone, in

England, have orders from Russia to the

amount of £3,000,000, for railway materials

of all kinds, and that the North-eastern dis-

trict is producing railroad material at the rate

of 1,400,000 tons a year, and increasing its

furnaces.

In land and ocean telegraphs the activity

is scarcely less, particularly in the latter.

Nearly every mile of the world's surface that

can be utilized has either been surveyed or is

about to bo to that end, and in a few years

there will be neither ocean, sea nor strait that

is not underlaid by the electric messenger.

The Atlantic is crossed and -recrossed, the

Arabian Sea is traversed, so are the Mediter-

ranean and Red Sea, and so will shortly be

the great Indian and Pacific oceans, thus

bringing in rapport the four quarters of the

globe, and placing the antipodes witliiu about

an hour's speaking distance. In its results

upon the happiness and progress of the earth,

the present decade bids fair to stand pre-emi-

nent. The benefits to mankind resulting from

(he vast railroad and telegraphic projects in

hand and projected, can not be thoroughly

estimated, but- that they can be other than

vastly beneficial to the whole world, none can

doubt.—[Thompson's Reporter.

Cotton II iniii'icliiii's In the South.

The -convention which recently assembled

in Charleston, South Carolina, in their report,

set forth in a striking manner the various

manufacturing advantages enjoyed by the

Suiihern Siate3. This document is not of

that crude, sophmoric character, such as

make up the bulk of journalistic essays

upon Southern manufactures, but of that clear

practical nature that must com nai.d respect

and altention. The managers of pros-

perous factories leave their work for a lime,

to send forth to the outside world the story of

their fortune. They invite competition from

all quarters. The E istern mill owner tells

how his Southern factory has supported the

one in New England, how sixteen frames in

Georgia returned a profit of $15,000, while

twenty frames of the same machinery in the

North barely paid expenses.

In the report is clearly explained ths pecu-

liar advantages of our climate for manufactur-

ing cottons especially, the immense saving in

the transportation of the raw material, amount-
ing 10 almost one-eighth of the value of each

bale, the cheapness of lands in the South, the

abundance of fuel and lumber, and the large

home consumption of goods.

Careful estimates are made of the compa-
rative cost of manufacturing yarns in the

South, in the North and in Europe; and
the result proves that home-made yarns

can not only compete with any others, hut yield

a prorit in the New York market alier all ex-

penses and commissions are paid of five cents

per lb. The Saluda Factory, of South Caro-

lina, in April of last year, sent some of their

No 21 yarns to Manchester, where they were

sold for lOd , equal to 43c. in currency. The
cost of these yarus was 39 Jc, so that the manu-
facturers' profit was 4 Jo. per lb , or 11 per

cent. This is competing with English manu-
factures in their own market, which the New
England Factories have never been able to

do
But the advantages of the South extend not

only to the manufacture of yarn, but to cotton

goods of every description, many classes of

colored goods have been made at a cost, which

will bear transportation North, and after being_

s-ol«l at the cost of Northern production yield

a profit of 40c. per lb. With the requisite

skilled labor, the South can convert fully one-

third of her raw material into fabrics and sus-

tain her factories against the competition of

the world without a single protective duty.

Theje considerations ought to attract the atten-

tion of capitalists, and they must do so sooner

or later; and in the meantime it would be

well for the advocates of a comprehensive

self-sustaining national industry to encourage

emigration to the Cotton States and foster tile

development of our resources.

—

N. O.Price

Current.
m •

gg^-Tbe Special Commissioner of the Reve-

nue says that the annual crop of tobacco in

this country is 225,000,000 lbs., valued at

$37,125,000; of wool, 177,000,000 lbs., valued

at $75,225,000; of corn, 900,000,000 bushels,

valued at. $150,000,000; of hay, 25,000,000

tons, valued at $250,000,000; and of pota-

toes, 50,000,000 bushels, valued at $90,000,-

000.
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Material Progress of tlie South.

The cotton crop for the present cotton year

-will reach to over 3,000,000 bales of 400 lbs.

each, which, at the average price of twenty-one

cents the pound, will be worth $'252,000,000.

A large quantity has, however, been marketed
at considerably higher figures, and the total

value of the crop will probably not fall short

of $270,000,000. .It is estimated by the best

judges that the next years crop will amount to

3,500,000 bales, and if like prices be obtained,

it will be worth §312,000,000 The food crops

have not been neglected in the meantime, and
sufficient has been produced to meet most of

the demands for home consumption.

There are three leading reasons for this

wonderfully improved condition of the South-

ern Stales. The first is, that, no longer depend-

ing on slave labor, the planters have had re-

source to the improved agricultural imple

ments of the North, and can till a much
larger tract of land at a greatly reduced

exjense, and in a greatly improved manner.
The second is, that fertilizers have been gene-

rally employed, and the lands renovated to

that extent. Great aclivity has been noticed.

In South Carolina not less than 28,000 tons

were applied to lands within four months, and
almost as great use of fertilizers has obtained

in other Southern States—the principal con-

sumers being proprietors of small farms, The
third reason is, that a large addition has been
made to the cheap labor of that section by

emigration from Virginia, Kentucky and the

Eastern States. They are now demanding
the assistance of Chinese laborers, and will

avail themselves of this lever, which the unre-

flecting of California nffect to hold in utter

horror. These are the three leading causes

of marked prosperity in the Southern States

With the augmented use of machinery and
fertilizers, and an increased working force,

there is good ground to believe that next year's

crop will fully reach the figures above given,

and some even go to the extent of estimating

that it will be 3,750,000 bales. Cotton is one
of the most precarious of crops, but thecutting

op of large and unwieldy estates into smnll

cotton farms enables the planter to bestow

more care and special attention to his growing
plants He can cultivate to better advantage,

and reap larger returns from less land, and
with less cost and labor, than he could under
the old system. The tobacco and rice crops

also show increased average, and unless over-

taken by some unlooked for calamity, will

give good returns. It is feared that the marked
attention given to cotton raising will induce

negligence in the planting of food staples", but

we have no such apprehension. The people

of the South have felt too severe suffering from

this cause, and will scarcely permit them-
selves to be again overtaken by a like ca-

lamity. With an otr>t of some §250,000,000
in the shape of cotlon bills ; the food resour-

ces of the grain producing regions: heavy
exports of lumber and other domestic produce

;

the whole country will occupy a much better

financial position than any time since 1860

Add to this, the increased confidence in out-

national and other securities ; the economical
management of the administration ; efficiency

and honesty in the collection of revenue, and
the increased purchasing power of greenbacks,

by reason of iheir enlarged field and greater

demand, and we arrive at the .conclusion that

the prosperity of the South presages that of

the whole country.

6@"There are now 445 blast furnaces iu

the United States.

.Railroad Items.

—At the annual meeting of the stockhold-

ers of the Des Moines and McGregor Rail-

road Company, on June 1st, the following

officers were chosen : President, J. M. Wood-
bury, Marshalltown ; Vice President, Wm.
Larrabee, of Fayette County; Treasurer, G.
W. Couch, of Blackhawk ; Secretary, F. M.

Mills, Des Moines. The Executive Commit-
tee were authorized, after the conference
with the Directory of the Milwaukee and Si.

Paul Railway, to make arrangements for

commencing work on the northern portion

of the line; any where on the route sufficient

tax will be voted to authorize them to break
the ground.

—The Executive Committee of the North-
ern Pacific Railroad Company have awarded
the contract lor the construction of the Min-
nesota Division of the road (230 miles in

length, extending from the Dalles of the St..

Louis River westward to the Red River of
the North), to a combination of the old

Canadian firm of Ross, Payson & Co., with

the Minnesota firm of Brackett, Morrison &
Co The entire work is to be completed by

July 1, 1871. The Committee have also con-

tracted for 20,000 tons of rails with the iron

appendages necessary, and the engines, cars,

&c, required for the work.

—The contract for the iron superstructure

of the New Hudson River Bridge, at Aibany,
has been awarded to Kellogg, Clark & Co.,

bridge builders, of Phcenixville, Pa. The
whole work will be completed during the

season of 1871. Messrs. Brainard, Fenner&
Ketehum, of Albany, have been awarded the

contract for dredging for the new bridge, and
Stephen Miles, of Greenbush-, has the contract

for driving the spiles.

—Charles H. Clough, a smart and exem-
plary young man, recently employed with his

father, H. P. Clough, in the Atlantic and
Great Western and Cincinnati, Hamilton and
Dayton ticket service here, has been appointed
ticket agent for the Erie road at St. Louis.

—

Commercial, June 17.

—The Green Bay Advocate says the sur-

veying party under Chief Engineer Rice have
completed the preliminary survey for the G.

B and L. P. R. W. as far as Ne.w London,
and find the route a very fovorable one. The
locating party will commeuce operations at

once.

—The contract for building two sections

of the Midland Railroad, near Newark, N. J
,

and a bridge over the Passaic, at Woodside,

have been awarded lo Messrs. Backus, San-

ford & Sandford, and Overton & Lewis, for

1250,000,

— All the conductors of the Chicago and
Northwestern Railroad will be clofhed in

uniform—blue coats with brass buttons, blue

vests, and caps with two gilt bands.

—The Union Pacific Railroad Company is

employing Chinese laborers for ihe section

west of Cheyenne, and the displaced laborers

are making threats.

—The last rail of the Denver Pacific Rail-

road was laid at 3 P. M. yesterday, and the

first train arrived at Denver last night.

—At New Lexington, Perry County, Ohio,

yesterday, ground was broken for the Atlantic

and Lake Erie Railroad.

—The Lake Shore and Michigan Southern

Railway will divide four per cent.

The Salt Product of the Saginaw Val-
ley.—The salt product of the Saginaw Val-
ley for the present year is estimated at $000,-

000 barrels, a little more than last year, and
actual figures may slightly overrun this esti-

mate. Early in the season an understanding
was effected between the Saginaw and Bay
Salt Co. and the Onondaga Salt Co. of New
York, through which the Western ports and
cities should be supplied with salt, in such a
manner as to avoid the crushing competition
that has existed between these rival compa-
nies of territory of markets. The arrange-
ment is made on the basis of the amount of
salt made by each company last year. To
all pons and markets west of, and including
Cleveland, the Onondaga Co. is to ship four-

sevenths, and the Saginaw Co. three-sevenths.

The disposition of our salt this year, on a
basis of 600,000 barrels, will he about as fol-

lows :

Barrels.

Cleveland 65,000
*

Toledo 65,000
Sandusky aDd Detroit 20,000
Chicago 300,000 to 350,000
Milwaukee 50,000 to 60,000
Mackinaw, Grand Haven,
Waukegan, Racine, and
Lake Michigan ports, bal-

ance, bay 40,000

600,000

Between 100,^00 and 200,000 barrels have
already been shipped, a large portion of

which has gone to Chicago.
i _ -

Narrow-gauge Railway.—We- gladly insert

at a late moment for the present issue, the fol-

lowing brief extract from a letter giving some
account of the successful working of the nar-

row-gauge railway at the Thomas Ironworks,
at Hokendauqua, Pa, The line was built to

take away the cinders from the blasi-furnaces

:

" The road is 2 feet 6 inches in gauge, and is

the same as when we used horse-power. The
engines were built by Messrs. M. Baud & Co.,

at the Baldwin Locomotive Works, in Phila-

delphia. The steam-cylinders are 9 inches

diameter and 12 inches stroke ;
diivi' g-whee'a

30 inches diameter, wilh steel tiers 2 inches

thick. In order to economize in room, we
ascend very rapidly to the tip, or dump, and
a portion of the road has a gradient of 4 feet

in 100 feet, or 211 feet per mile. Our cinder

cars are four-wheeled, weighing, when loaded,

3 tons 5 cwt. gros* ; wheels only 16 inches

diameter. The engines weigh, when ready
for work, with tank full of water, 8 tons 4 cwt.

gross. One of them will haul, with ease, up
this gradient of 21 1 feet per mile, 8 of the cin-

der cars, making an aggregate ot 20 tons, and
that wilh a boiler pressure of only 120 to 125

pounds per square inch."

—

Van Nostrand 8

Engineering Magazine.

Ship building on the Clyde.—There are on
the docks at one ship-building establishment

in Glasgow, eight iron steamers, and two oth-

ers are under contract, and will be com-
menced immediately.

— ^
JS@*It is said that a manufactory will soon

go into operation at Mauch Chunk, designed

to prepare the coal dust and siftings at the

collieries into a merchantable fuel. Many
experiments have been made during the past

few years to utilize the vast mountains of

screenings which are to be seen at the en-

Irances of the extensive collieries, but gene-

rally the results have not beeu very satis-

factory.
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Caiifornia Silk.—The silk manufacturers

are looking forward to ihe time wl.en raw
silk can be obtained from California equal

to their demands. The specimens already

obtained from California cocoons are pro-

nounced by experienced manufacturers as

equal to the best silk of India or Japan, ihe

fiure being very strong and fine, free from im-

purities, and remarkably smooth and glossy.

The difficulty hiiherto has been in 'getting

proper machinery for reeling the cocoons in

the districts where they are grown. When
that difficulty is removed, as it is in a fair

way to be, the silk growers and the small

colony of silk manufacturers in the country

look forward to a bountiful harvest.

new use has grown up for sponges

that appears destined to win its way to pub-

lic favor. We refer to the manufacture of

elastic sponge, to he used for the tilling of

cushions and mattresses. It has been found

that by moistening them wilh glycerin they

retain their elasticity for a long time, and as

they contain iodine, it is said that they are

not liable to the attack of insects. In former

times the sponges were burned and the ashes

were used tor medicine—afterward attempts

were made to save the iodine known lo exist

in them. This new use seems to be or.e of

the most important hiiherto suggested, and
appears to be well worthy of the attention of

upholsterers and furniture dealers.

new and very delicate test for arse-

nic lias been discovered by Bettendortf. Its

sensibility is so great that it is said to be

capable of detecting one part of arsenic in a

million parts of solution ; and the presence of

antimony does not affect it. In order to ap-

ply this test, the arsenious or arsenic liquid is

mixed with bydrocloric acid until fumes are

apparent, thereupon chloride of tin is adced,

which produces a basic precipitate, containing

the greater part of the arsenic, as metal

mixed with 0x3d of tin.

pecimens of a new silver coinage have
just been struck at the ynited States mint in

.Philadelphia of the denominations of ten,

twenty-bve, and fifty cents. Three different

specimens of each of these denominations
have been submitted to the Treasury Depart-

ment for approval. The standard value of

the new coins is reduced to correspond in

actual value with our present "currency,"
wilh a view to its immediate use instead of

the ten, twenty five and fifty cent notes.

in English trade circular estimates

that Gieat Biitain will require between April

and September 1st, at least 24,01)0,000 bushels

of wheat, involving at least shipments of half

a million of bushels (including flour) from

this country for the balance of the season.

The corporators of the Pacific tele-

giaph are Cyrus W. Field, Peter Cooper,
Moses Taylor. Marshall O. Roberts, Wilson <->.

Hunt, Samuel F. B. Morse, Dudley Field,

Wm. H. Webb, of New York, and Darius
Oden Mills, of California.

_ new oil spring was discovered in

Isabella county, Michigan, on the 29th ult.,

by Mr. Norman, of Mill Brook, on bis farm.

JOgg-The North has 5,848,477 spindles, and
the South 190,772.

Le Van's
IMPROVED BOILER

Feed Ppp,
Single Acflnc for Hot
or Cold Water; com-
plete In itself, with
\\ronght Iron Crank-
shaft and Connecting
Bod.
jgyFast and Loose

Pulleys, Meam Metal
Valves and Boxes fltr-

ted up In the best man-
ner.

jK3~Photograph a k
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan&Co
8. E. Comer

24th & "Wood Sts.,

PHILADA.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
TIIKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,

G7 W. Sixth St., Cincinnati, O.

Ci'snlars sent free. Established 1S53.
19 i-70. 1H

E DWIK J. HOBNEJt,

Successor Co

McDANIX A HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER

L,RAND SCENERY!
{©-QUICKEST ROUTE-®!

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PIIILADEL PITTA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASH I TVO'JTOIV

FliEE!^^
ISO CHANGE OF CARS
From Cincinnati "Da 1 -rim nr»o nnd l>ul 0NK

orColunilius to iJt*l L1H1UX C CHANGE
JP/iilad' Iphia and yew Xorft.

Ma&IKec^ ^Baltimore & Ohio R, R

J. L. WILSON, Mns'e- of Transportation.
L. M. COLE, Gt-neralTtrket Atfent.
}. BGIUSON, General Western Paafenzer Acrenr.

JANUARY 1st, 1870.

Cincinnati to fit. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joaeph

J^Terson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS:
St. L^uis, Evansville and Cairo

M.iH 7:tSA M. 10:.
r
,3 P. ]Vf.

n^troor] A.'Cimmodatinn... 3:10 P.M. 8:45 A.M.
Thrmmh Western Express 5:1" P. M. P:3» R. M.
STIjdit Express 1U:'J0 P. M. (i:U0A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
rennes time, I'-i minuiKS slniver than Cin'ti time.

For tickets or in'ormation apply at Offices. 132 Tine
Street, Coiner Front and Broadway ; and at Depot, Foot
Mill Street.

E. O. BONDURANT. Superintendent, Cin. O.
C. E. FOLLET, Gei:'l Tick't Ag't, S'.. Louis, Mo.

EUioin tun us mm
As in use on the National Despatch Line of

Cirs, adapted to two or more gauges. For
information apply to

The Lobdeli Car Wheel, Tire & Machine Co.

Manufacturing Agents,

M'ilmiiigtota. Delaware, or
I'HAS. BOCKl's A CO, ttoslon, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEELJiRE k MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1816

Allkinds ofEailroadMachinery
GEOKGE& LOBDELL, President.

P. N. BRENN'AN, Treasurer.
WM. W. LOBDELL, Secretary

12-6-70,82
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ERI1S fei3LII«1nf.fcY.
1100 SUES under 860 BILES without

One Management. Change of Coaches.

BROADGAIIGE, DOIIBLETKACK ROUTE
FOR—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia j Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
r

ANDPennsylvania,
This Railwaj extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS OAIEY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadluy Streets, by Columbus, O., time,

which is 7 Eiinutes faster than Cin'ti time.

7.00 A. If, CINCINNATI EXPRESS,
(Sundays ""icepted.) Arrive Dayton 9.10 A.
M.; Urbane, 10.29 A. M ; Gallon, 12 57 P.M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; RanveDna,
5.10P.M.; Meadville, 8.00P.M. (Supper);

Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

61. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

Sou'h; at Binghampton for CoopersJown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
cUily. Arrives Dayton, 12 03 A. M.; Urbana,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'si);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pitlsburg,

Harrisburg, Philadelphia, Xc. ; at Meadville
wiih Franklin BraDch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at. N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of toe style peculiar to the

Broad G*U'_r e. an-noped for both Day ami Night 'travel.

Br*» attached !o this tiain at Cincinnati and run through to

Nerf York, forming the Only Line running through
860 Miles niihonl Change.

Boston and N>w England Passengers,
tv ilh their Baggage, are transferredFREE
OF CHARGE in JTew York.

TCP* The Krie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hirl S'r»et New York, ihu-* enabling parsengers to reach

he X i per portion of the city without the expense and an-
noyance ot a etreet car or omnihustiansfer.

M V The scenery along the entire route of the Erie
Railway is of the most picturesque and he lUtifu! character.

Admirers of Nature's beauties, in adaytght journey over
this Line, fill find in its ever chaneing landscapes sub
ects'of continual admirati. n and intere-t

Baggage Check'd Through
And rare altcays as Low ae by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c-in be oMaired at the Company's Offices in Cin-

cinnati, 80 West F-urth Street. 115 Vine St.. 4 Burnet
H f'use, and foot of Broadway, (Spencer Il-.use Block),

and at all principal Ticket Offices in ti-e South and
South-west. W3I. It. BA UK,V E SHATTUC, Gen'iPasi-VAift

fl^oeral S /ntbern Agent,

Best ttouSeloStt Louis and €h cago

INDIANAPOLIS,
-*- CINCINNATI

IiAFAYETTE^RAILROAD
Great Through Passenger Route from CINCINNATIto

ST. LOUIS,
CAIRO, "

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, De&Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-we3t.

TQ=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, I860, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail.... ".20 am 12 4i> am
St Louis and Springfiejd Express... 2.40 pm 7 35 am
^St. Louis and Springfield Express. in 20 pm 3.42 pm
Lawrencebnrg Accommodation 10. 1 U am 2.35 pm
Lawrenceburg Accommodation 4.'. pm 8.25 am
The lu.ZO pm. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am JO. 15 am
Chicago Express 6 50 pm 9 3" pm
Il.irrison Accommodation 5.30 pm 7.10 am

ThroughTiokets can be obtained atthe Burnet House
Office, corner o 1 Third and Vine ; River 03ice, corner of
WalnutStreetand River; andat Depot, cornerof Hum
and Pearlstreets. 'I he spleDdid Passenger Depot of tt>e

I. & C. Railroad is about a mile neaiertl e businesscenter
of the ci fy than the Depot of any other railroad- and with-
in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICnARDSON Superintendent.
A- E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway).. 7:00 A. M. 6:3" P. M.
do do do .. 9:4"> P. M. 7:(!0 A. M-

Toledo, Detroit & Canada 7:15 A. M 1(1:96 P. M.
do do do 0:30 P. M. 7:00 A.M.

Lima Fort Wayne At Chicago 7:15 A.M. 10:25 P. M-
do do do .... 2:30 P. M. 5:40 P. M.
do do do ... (5:3** P. M. 7:30 A. M.

Sandusky. Cleveland & Buffalo... 7: 15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:v0 A. M.
San'lusky, Cleveland &. Buffalo,. 6:i0P M. 10:90 A. A.
Muncied: Indianapolis 7:15 A.M. 10:25 P.M.

do do 5:t0 P. M. 1:20 P. M
Hamilton, Eaton &. Richmond... 7:1a A. M. 10:25 P. M.

do do do. ... 5:00 P. M. l0:2« A. M.
Ilamiltcn Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINC7ES FASTER than Cincin-

jatiiime.

For allinformation and throughtickets, please apply at
fieold office, south-east cornerof Broadway and Front; Bur
n?t House Office, corner Vine and Baker rtreets. and at the
respective depots. Eaal Front and Wesi Sixth streets.

D. MrLAREN, Gen'l Superintendent.
SAM'L STRPI1 KN SON, Gen'l Tick't Ag't.

Jmnibu set- call for passengers

The Old And Reliable Route.

Through to Pilt§bure without Change.

The TITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection wiih the Cincinnati, Hamilton At

Dayton, and Little Miami Railroads, still cont :nue to trans-
port produce and merchandise between Cincinnati and
Fittsbusg. Philadelphia, B;iliimcre

t
New York or Boston,

and all fcastern points with the greatest promptitude and
dispatch.

For Kates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
^Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.

Time only 5 2ioux*a
Pare Only $3.50—Transfer from Hotel of
Itesitlence to I>epot, in Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Mori ing Mail 7,35 A. M. 8,3up. M.
Evening Express - = ....7.15 P. M. 3 45 P. M.
Niaht Express 11,16 P. M. 5,00 a. M.
Walton Accommodation 4,iOP. M. 9.35 A. M.
The 7:35 A. M. train runs daily.

Thf Low Fare Season and Commutation Tickets, good on
the Walton Accommodation .o tier great inducements to the
citizens of Cincinnati and Covington woo wi6h to pur-
chase country resi- ences or small farms for gaidenin?.
This train leaves late in the afternoon, and arrives early-

next morning, giving all d^y to attend to business. For
further information as to routes, low fare. &C please apply
at No 1 Burnet House, or Depi t Covington. Ky.

SAM'L GILL, Gen'l Sup't- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Fassenger and Freight Depot in New York, foot of Lib-
erty st., connects at Hampton June Lion with the Dela-
ware, Lackawanna, and Western Railroad, and at Ems. on
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTCWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1669. Leave New York aa
follows .*

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhanm-ck
DZC
7:15 a. m.—For Somerville.

8:3)0 a u«.—For Flemingtun, Junction, Srroudsburg,
Water Gap, Scrantun, Kingston. PiHston. Great Bend, _Atc.

12 in.—Fur Flemingtou, Easton, Allentown. Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
fcphrata, Liiiz, Pottsville, Scranton. Harrisburg. <£c.

3:30 p. m.—Fur Easton, Allentown, Mauch Chunk
and Belvidere.

4:30 p. m.—For SomervHle.
5:25 p- ill.- For Somerville andFlemington.
6 p. Ul.— For Eastun and iutermediatestat.ons.

7 p.m.—For Soujerville.

7:20 p. m.—Emigrant—Stopping only at the princi
pal stations.

9:00 p. m.—For Plainfield.

11:50 p. m.— For Plainfield, on Wednesday and,
Saturdays only.

FOR THE WEST.

9 a. m.—Western Express, daily, (except Sundays,)
for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicngo, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Watf-r Gap, Scranton, &c. Connects at Fhillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p. m.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Rethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Care
tu Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-
tions to acramon. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with tr.-in for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:43, 6:30, 6:55, 7:15
8:15., 8:30, 0., 9:20, H.;3U, 11:40 a. m — 12 m , 1:«0,2:<0
3:110.3:30, 3:45,4:15, 4 3c, 4:45, 5:10,5:95, 5:45,6:00,6:26.
7:i 0,7:2 ,7:40,8: 9:00,9:40 10:45, 11:50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.J
at No. 1 Astor House; Nos. ¥54, 271. 520 Broadway ;rt

No. 10 Greenwich si., and at the principal hotels.

R. E. RICKER,.->uperintendei
B.P.Baldwin; Gen Pass. Agt*
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Wnat do we Import ? and How are we to
Pay for it ?

The financiers of this country, gentlemen

who ought to be called fancy-fliers, are put-

ting themselves to a great, deal of trouble to

find out how to pay our debt, and how to re-

duce taxes.

What is called " financiering " is the merest

humbug in the world, unless «e confine it to

the simple acts of banking. This consists in

the difference between long noles and short

notes, deposits and discounts, &c, &c. There

is considerable art in the management of

money in this way, and there is considerable

art in the different modes of raising taxes;

but at last, if we mean to be honest and pay

our debts, it comes to this:— that we must

raise money enough to pay the interest and

part of the principal. Anything short of that

is dishonest. Then'all the financiering that

is possible comes to this : to live within our

means—leaving margin enough for the purpo-

ses of the public debt. That is all there is

of the problem.

Now, one of the very first things which

stares us in the face—which has been the

great financial difficulty of this country in

all times—is not the public debt, but the

.commercial debts; in other words, the ex-

travagance of the people. The mode in

which this operates most strikingly is the im-

portation of foreign merchandise, A lady

says she must have a hundred dollar silk

dress, and she says she has the money for it

;

and who has a right to forbid her? Cer-

tainly no one 1

But here is a railroad company; it wants

5,000 tons of rails, and s»ys it can get off its

bonds by buying the rails in Europe. This

may be well for the company; but, what is

the practical result? There is so much
American labor unemployed by that capital,

and so much debt to pay in Europe. And
here is where the whole difficulty in American
finance lies. We are constantly importing

from Europe an immense mass of merchan-

dise, which is either wholly unnecessary, or

unnecessary to get from Europe. All this

muet be paid for, and the payments for it re-

quires a large part of the funds of American

labor to pay for it, and that payment is made

out of the country. Since importing mer-

chants can not calculate exactly what is

wanted, and since two-thirds of the whole

value is on credit, it happens inevitably tha 1

commercial convulsions periodically occur
;

and when they do occur, credit is immediately

restricted, the revenues are reduced, indi-

viduals are ruined, and the Government em-

barrassed. This happened at short intervals

before the war, but now for ten years has not

happened. Why ? Perhaps our wise Con-

gressmen and newspaper writers, and free

traders, would learn something if they would

inquire what is the difference between the

commercial condition of affairs now, and

that before the war.

We have been now five years at peace, and

importation have been stimulated to supply

the South; and yet we have no commercial

convulsion. Why ? Two causes have made
this

:

1. We have had a uniform material cur-

rency, and, paper money as it is, it has done

much to preserve the stability of the country.

2. We have had a high tariff, and while

importations were greatly stimulated, the

tariff unquestionably restricted them much
below what they would otherwise have been.

Yet we have a set of men who think that to

restrict foreign importation is a mischief.

Such men ought to live in a country where

they could ruin themselves without ruining

others. If a large part of the tariff were

taken off, and this country sets to wadling in

unrestricted foreign trade, a bloated inflation

of credits would first follow ;
then contrac-

tion, suspension, bankruptcies, and probably

the most extensive, ruinous overthrow ever

known in this country.

We do not say to prevent tariff is right, or

that it ought not to be reduced at all; but

we do say that the reduction should be mode-

rate, and that by degrees. The average of

the present tariff is 47 per cent, on the

whole mass of imported merchandise. Say

the average was reduced 20 per cent., leaving

the average on the whole 38 per cent. This

would relieve the taxe3 on many goods very

much, and probably not reduce the revenue
;

but it would increase importation to the fulj

extent of an hundred millions, and be as

much as the commercial interests could possi-

bly bear. Nothing more than that could be

borne. But it is not our purpose to comment
on the tariff, but simply to show what we
import, and how we pay for them.

The returns from the 1st of March, from

the Bureau of Statistics, prepared by E. L.

YouNfi, a gentleman who deserves great credit

for his statistics, gives the result of eight

months, being just two-thirds of a year. The
principal articles imported were as follows:

Free articles $ 30,418,574
Coffee 15,335,447

Manufacturers of cotton 15,826,800
" " silk 14,839,042
" " iron 20,500,0110
" " flax 11,800,000
" " leather 6,000,000
" " glass 2,700,000

Hides imported 9,200,000

Manufactures of wool 20,700,000
Wool 5,000,000

Sugar and molasses 32,700,000

Other articles 80,000,000

Total value of importation in

8 months $288,215,663

Importation for a year at the

same rate $432,323,494

Now, it will be observed that in the ab

sum near one hundred millions—at the ra

of an hundred and fifty millions in a year

—

are of the manufacturers of cotton, wool, iron,

leather, glass and flax—and those articles

ought not to be imported at all. Why are

they imported? How is it possible. Simply

this, and no more or less, that the European

laborer works for half what an American can.

And why this? Because capital oppresses

labor in Europe, and will oppress it here un-

less the laborer can be protected against

foreign competition ; but let us proceed.

Great as the importations of 1870 are, we

have paid for them. So far, so good. How .

have we paid ? The following are the princi-

pal items

:

Cotton and cotton manufactures..$139,1 18,000

Flour, wheat and breadstuffs 54,743,000

Provisions and the products of

animals 18,726,800

Tobacco and its manufactures... 17,232.000

Petroleum and oils 22,350,000

Gold and silver 27,237,000

Miscellaneous products 47,035,000

Total exports of 8 months. ..$325,183,000

Exports for a year at the same
rates $487,774,000

This shows a balance in our favor of over

$50,000,000. That balance, however, is made

up by the exportation of gold and silver,

which is a native product.

On the whole, this is the most prosperous

commercial year the country has had in a

long while, and croakers may as well hide

their diminished
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Pittsburg A Chicago Railroad.

President Garrett in bia recent able speech

to the directors of the Baltimore & Ohio

Railroad, is reported to have said :

" That an independent line from Pittsburg

to Chicago was a matter of so much import-

ance to the B. & 0. Company, as well as the

City of Baltimore, that he, in company with

some of the leading citizens of that city and

other officials of the road, had passed over

the country between Pittsburg and Chicago

and found the people greatly interested in the

contemplated work, ready and willing to

afford all the aid in their power—and several

routes quite practicable. And that the people

of Chicago are alive to the importance of this

new connection, with the sea front at Balti-

more, and would doubtless find their profit in

transacting a large portion of their eastern

bound business upon that line.

For some time it has been understood, that

a new road from Pittsburg to Chicago was

under consideration by the B. & 0. managers
;

and we believe there has been one or two

companies organized in Ohio, to so advance

their respective interests as to meet this want.

But, rumor to the contrary notwithstanding,

we believe this is the first official announce-

ment of the intentions of that company, and

that the matter had progressed as far as Mr.

Garrett discloses.

We have been at some pains to ascertain

the route passed over by President Garrett

and his friends, or that was likely to be

chosen ; but, until within a day or two, we

only learned that the face of the country ad-

mitted of several practicable lines, and that,

keeping distance in view, all would be con-

sidered in due time, and that one selected

that yielded the largest amount of local aid,

and business support.

It was this understanding, we suppose, tha

'

induced the organization of the Companies

which we have spoken, and that prompted the

surveys and efforts for local aid, that have

agitated the people upon two if not three

routes through Ohio.

We are now advised, however, that the line

more favorably considered by the B. & 0.

Company than any other, is as follows :

From Pittsburg to New Castle, in Pennsyl-

vania, a point a little east of the State line;

on the Pittsburg & Erie road—thence, to

Akron, Ohio; thence, to Tiffin, Ohio; thence,

upon an air line to Chicago; leaving ihe

State of Ohio near the north west corner of

Paulding county.

We do not understand that this location is

absolutely made, but that it is quite likely to

become so, as it meets with great favor with

the B. & 0. directors, and has excited such a

local interest as renders the line unusually

attractive.

Tae weighty consideration in this choice

are :

1st. Proximity to Lake points so as to com-

mand part of their trade for this line. That

is, to squarely compete with the roads now

doing their business.

2nd. The large amount of graduation and

masonry that is already done upon part of

this route, and that will probably fall into the

hands of this Company at a mere nominal

sum.

3rd. The fertile and well settled character

of the country in both Ohio and Indiana

through which the line passes.

4th. The large material support given the

project by the people.

These are certainly well taken points, as

the lawyers say, and considering that nothing

is lost in distance or cost of construction

seems to be wise and final.

But, we would suggest to the managers of

the B. & 0. Company, before they settle upon

this line, to look carefully over a route di"

rectly from Pittsburg, west through the State

of Ohio and into Indiana to some point on the

Wabash River, that affords a practicable diver-

gence to make the necessary northing to

Chicago. Such a line would have the merits

of— 1st. directness, almost if not quite that

of an air line, from Pittsburg to the point

of detour, and from that point to Chicago.

2nd. Of being so far away from all competitors

as to command the local trade of a belt of

country of equal fertility and density of popu-

lation to that of the northern one, and of

more than twice its extent. 3rd. It would

touch a number of prosperous towns in both

Ohio and Indiana, not now supplied with an

east and west thoroughfare. 4th. The cost of

construction, will be no more than that of the

other. Even admitting that the 47 miles of

grading upon the northern line should be a

donation to the Company. And there will be

easier grades and less curvature than upon

the northern route. 5th. There will be as

much, it not more local aid upon this line,

than upon the other. So we are informed by

those who ought to know. 6th. By this route

a better entry into Chicago can be had than

by a line close to the Lake Shore.

And now so far as the proximity to the

Lakes for the purpose of commanding a part

of the trade of the lake ports. We would

in no wise disparage the value and im-

portance of this traffic, but, let us in-

quire how much of it, is likely to come to this

new line.

Each of these ports now have lines of rail-

way leading eastward and connecting with

Pittsburg, in which their leading men are more

or less concerned. Their trade is established,

and their facilities quite equal to its demands.

This, then, at best can only yield a divided

business, and that at low competitive rates.

But as the B. & 0. Company now own the old

Sandusky, Mansfield & Newark road, they

are secure in the Pittsburg trade from that

point, and they have only to revive the old

coast line from Sandusky to Toledo, to secure

a large Toledo businpss, and these are really

the only Lake ports that the Company can

expect to receive much from. Or, to secure

the Toledo traffic, let the B & O. Company
enter into relations with the new road about

to be constructed from Toledo to Newarl-,

and now under the direction of Mr J. E.

Conant, of New York. This Company would

be glad to carry business as far on its line, as

the point of intersection of the line we advo-

cate, whereas, it would not be very attractive

to take it to the point of intersection of the

New Castle line. By this arrangement the

B. & O. Company, will lose none of its lake

port interests, and will not sacrifice the great

and better local traffic of the more southern

line to obtain them.

We certainly think these are considerations

of great moment, and not to be lost sight of,

in looking not only to the preseDt, but the fu-

ture of a thoroughfare such as the Pittsburg

& Chicago road, is undoubtedly capable of

becoming.

New Music.—John Church & Co.
r
have laid

upon onr table the " Saengerfest March,"

by H. D. Sofge. The title page has a most

excellent picture of the great Saengerfest

Hall and the music is worthy of the occasion

—the International Feast of Music. The

"March de Triomphe," by Alfred H Pease,

is very fine and spirited, while the " Beauties

of Martha" by J. Brinley, is not only what it

purports to be, a compilation of the beautiful

passages of this celebrated Opera, but they

are also possessed of the merit of being easy.

"Starry Waves" by Mrs. Sue Ingersoll

McWilliams, is a very pretty air and sweet

words. " Safely through another week," is

•a sacred quartette, by T. C. O'Eane; the

accompaniment is very fine, and the Song is

peculiarly adapted to parlor Binging on the

Sabbath.

We acknowledge the receipt of a com"

plimentary ticket to attend the Commence-

ment Exercises of the Polytechnic College of

the State of Pennsylvania. We regret our

inability to be present; we trust that the

Polytechnic College may long continue in its

career of usefulness, and that with its years

its prosperity may increase.

8S|°° We received a pleasant call this week

from J. H. Potter, of the Burlington & Cedar

Rapids Railroad. Mr. Potter says :
" out

west," is the country to build railroads in.

Business active, money plenty, and prospects

fine. Mr. P. looks as though the West agreed

with him. May his shadow never grow less.

J5@* An Iowa farmer's harrow teeth scraped

a rock a few days ago, and revealed the fact

that it was a nugget of pure copper, weighing

117 pounds.
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Resignation of Sir. L'Hommedieu.

It will be seen by the letter annexed that S.

S. L'Hommedieu has resigned the Presidency

of (he Cincinnati Hamilton <fe Dayton Railroad

Company, to take effect on the 4th of July.

That will be the twenty-second anniversary of

Mr. L'Hommedieu' s election to the office which

he now voluntarily surrenders, having been

successively indorsed by the stockholders, and

the last time most emphatically, notwithstand-

ing a formidable opposition.

Mr. L'H. will leave for Europe on the 13th of

July, with his wife and two sons. He goes

abroad, not for his health, for that, we are

glad to say, is in excellent condition, but for

recreation. He is fairly entitled to a season

of rest. In the true sense of the word be has

been a working man. It is now fifty years

since he commenced work-in the office of the

Gazette, and from that day to this, with the

exception of five months in Europe, thirty

years ago, he has worked without intermission.

Within this time what improvements have

taken place! Forty years ago he passed over

the first mile of railroad on the Atlantic coast,

looking westward. He has now returned from

California, having passed over the last mile of

road that connects the Atlantic with the Pa-

cific. Then there were not one hundred miles

of railroads in the United States. Now, how
many thousand 1 This great work of railroad

building is one of the wonders of the past half

century, and those who have taken part in it

may well say they have witnessed more in fifty

years than had been usual in five hundred

years. Mr. L'Hommedieu did his share in this

great work, and did it well. The C. H. & D.

road, of which he has been President from the

first, was constructed exclusively by private

capital, and throughout the whole time stock-

holders have, on the average, received fair an-

nual dividends, and the property is now in a

most healthy and prosperous condition. Of
few roads in the country can this much be

said.

We are pleased to know that Mr. L'H. does

not propose to retire from active business upon

his return from Europe. He feels too young

for that. There is a great deal more work in

him to-day than in many of our modern men
who have reached only their fortieth year, and

it is his intention to see that nothing of this

goes to waste. A host of friends will wish

him a safe and pleasant journey, and extend

to him a hearty welcome home on his return.

The following is the letter of resignation

which the Board of Directors have accepted :

—

President's Office, C. H. & D. R. R. Co.

Cincinnati, June 25, 1870.

To the Board of Directors of the Cincinnati,

Hamilton & Dayton R. ,R» Co. ;

Gentlemen—I hereby tender my resigna-

tion as President of this company, to take ef-

fect on the 4th day of July next, the anniver-

sary of my election to that office twenty-two

years ago.

It is proper for me to say that the pledges

originally given, and often since repeated by

me, have been made good to our stockholders.

They have received on their whole invest-

ment fair average dividends for a period of

twenty-two years, and have now a property

worth largely more than its cost, and capable

of earning satisfactory dividends in the future.

They have a road so constructed as to be

worked with economy, in first class order, with

a growing local and through business, and
with all its relations toward other roads satis-

factory—one free from debt, except that

which is funded, and which maybe discharged

by a sinking fund, without interfering with

regular dividends on its capital stock ; and
one with a financial credit equal to that of

any in the country.

The principal objects in building a railroad

from Cincinnati to Dayton were to promote
the interests of Cincinnati and the adjacent
country, and at the same time secure a fair

return on the whole capital invested. Botb
these objects have been attained, though it. has

taken many years of toil and anxiety to ac-

complish them.
I desire now to express my thanks to the

Directors for the constant, able and willing

support they have at all times given me in the

discharge of my various official duties; and
at the same time to acknowledge my obliga-

tions to all the officers and employes of the

company for the faithful manner in which all

their responsible duties have been performed
for so long a period.

With the hope and confidence that the Cin-

cinnati, Hamilton & Dayton road will continue
to prosper in your hands,

I remain very truly yours,

S. S. L'Hommedieu, President.

After the reading of the resignation the

board passed complimentary resolutions; and
on the nomination of Mr. L'Hommedieu,
Daniel McLaren was elected President by the

unanimous vote of the board, to take effect

on the 4th proximo.— Cin. Gazette.

The Pennsylvania and tbe Erie.

Considerable surprise has been manifested

that the Pennsylvania Railroad Company
should give any facilities or form any kind of

an alliance with the Erie Company during
the present contest. It has been generally

understood, and, indeed, it has been evident

enough, that the Pennsylvania has been as

much as any company hostile to the Erie,

and has thwarted it repeatedly in some of

its most important schemes. It has even been
reported that the conflict is not so much be-

tween tbe Pennsylvania and the New York
Central as by the Pennsylvania and the New
York Central againsi the Erie, which, being

crushed between the upper and the nether
mill-stone, would be out of the way of both

companies, leaving to be divided between
them the business which it has hitherto had.

It seems to have escaped those who^ have
formed this opinion that, however the stock-

holders or managers of the Erie Railway may
suffer, the road and rolling stock will re*

main. The company may become bankrupt,

the managers unable to pay even their ope-

rating expenses, the property may be put up
at auction to satisfy creditors, yet there will

still remain the track from Dunkirk and Buf-

falo to New York, which some one must
own. It is, of course, not to be believed that

the roads will continue to do their business at

less than cost until one is absolutely worn
out. Yet this would be necessary if it was
intended to put the Erie Railway out of the

way.
But, the road being in operation and sure

to be operated by some individual or corpora-

tion, the important question is, who shall

have it? It is quite possible that the Penn-
sylvania Company has no liking for Gould
and Fisk, that it would very much prefer

some other management, even if it were a
hostile management ; but it is quite certain

that it is not willing to see Fisk and Gould
driven out to make room for Vanderbilt.

Against any such event it is bound to con-

tend, and while it may give nothing for the

benefit of Erie, it may be very generous to

defeat the schemes of Vanderbilt. The New
York Central is strong enough now; com-
manding all the rail routes between Buffalo

and New York, it would almost monopolize
the lake business. So long as the Erie has
an independent management—no matter
what its character or its temper towards the

Pennsylvania—the New York Central can
not have the entire lake traffic to support it

and strengthen it for further conquests.

—

The
Railroad Gazelle.

Cumberland A- Ohio ttallro ill.

REPORT OF THE JOINT COMMITTEE OF THE CHAM-

BER OF COMMERCE AND BOARD OF TRADE.

The joint committee appointed by the Cham-
ber or Commerce and Board of Trade to con-
sider the claims of the Cumberland & Ohio
Railroad for aid from our citizens, yesterday
submitted the following report:

In order that the claims of this company
may be fully understood and properly appre-

ciated your committee deem it necessary and
proper to give a concise statement of the route

proposed, the results already accomplished

by the company, its prospects for the future,

cooperative enterprises, etc., as furnished by
the President, Mr. Z. F. Smith, and the agents
of the company now in this city, with whom
they have been in consultation.

With Cincinnati as its Northern terminus,

it is proposed to run a main trunk, under a
charter from the State of Kentucky, from or

near the point where tbe Short Line road
crosses the Kentucky river through the coun-
ties of Henry, Shelby", Spencer, Washington
and Marion, to the town of Cainpbellsville, ia

Taylor county, and then to branch along the

most practicable routes in the direction of both
Nashville and McMinnville to the State line-

From the junction with the L. C. & L Rail-

road to Lebanon Ky., the distance has been
ascertained to be 74 miles, and from Lebanon
to the State Line on Big Laurel creek, 96
miles, making the total length of line across

Kentucky 170 miles.

From surveys made by Captain Chilse and
other engineers, the whole distance from Cin-

cinnati to Nashville by the proposed route of

this road is estimated at 288 miles, which can
be reduced 15 miles by going directly to

Nashville. And from Cincinnati to McMinn-
ville the distance is about 280 miles, by which
route a more direct and shorter road than by
Louisville can be had between Cincinnati and
Chattanooga, which can be reached directly

by building about 70 miles of road—if in tho

future, it should be deemed expedient to ex
tend from McMinnville, one of the objective

points of this road.

During the last week the Danville and
McMinnville Company has been consolidated

with the Cumberland & Ohio, by which the

latter has acquired $630,000 additional, with

which to construct south of Campbellaville to-

ward the State line.

In regard to the resources of the road, the

committees have been informed that county

and private subscriptions amounting to $2,-

600,000 have been obtained in Kentucky along

the Nashville route, independently of the

$630,000 above stated on the McMinnville ex-

tension in Kentucky, or $17,000 per mile across

Kentucky to the Tennessee State line, besides

which large means and resources have been

guaranteed in Tennessee to extend the road

to Nashville. To complete the extension from

the Kentucky line to McMinnville, $16,000
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per mile have been obtained from State aid,

county and private subscriptions in Tennessee,

Surveys for location are being made, and it

is proposed to put one hundred miles, at the

beginning of the junction with the L. C. & L.

R. R., under contract for construction at the

earliest practicable moment; and the commit-
tee are informed that within that length of

line §2,000,000 have been already subscribed,

with $200,000 additional safely calculated

upon, which is an amount sufficient to con-

struct the road bed, masonry, bridges, &c,
and leave a considerable cash balance to be

carried forward to the account for iron, &c.

From the foregoing it evidently appears
that the company has accomplished large and
important results within a limited period of

time, and that the Cumberland & Ohio road
is already upon such a foundation as to give

strong assurances that its entire programme
will ultimately be carried out ; and while it is

not under the control of our city, yet the com-
mittees do not hesitate to say that it offers to

Cincinnati, Covington and Newport almost in-

valuable benefits and advantages, and there-

lore they most cordially commend it as emi-
nently deserving of patronage and encourage
ment at the hands of our citizens, and can not

conclude this report without expressing the

earnest hope that the assistance asked for

(§1,000,000) will be promptly and cheerfully

given.

At the request of the representatives of the

company, the committees recommend that

the Chamber of Commerce and Board of

Trade each appoint a committee of three to

advise and confer with them as to the best

mode of obtaining subscriptions, &c.

Geo. F. Bobve,
W. H. Harrisos,
W. E. London,
Thos. G. Smith,

Committee Board of Trade.

B. Eggleston,
» C. W. Rowland,

C, G. England,
John S Sloan,

Committee Chamber of Commerce.

Railroad Chinese.

A San Francisco railroad man sends us a
lithographic sheet containing (we take his

word for it) the latest time table of the Cali-

fornia Pacific Railroad. It is headed " Cali-

fornia Pacific Railroad and Steamer New
World, via- Vallejo, California," and has a

handsome lithograph engraving, representing

a train, steamer, station, etc. The remainder
of the sheet explains itself readily— to those

familiar with the Chinese language and
literature. Our Chinese editor being absent,

we refrain from presenting a translation of

the document. As for giving it in the origi-

nal, we tried that last winter with a smaller

poster of the same kind. We can not say

that it did not attract attention, but we have
never been able to learn that the California

Pacific Railroad gained any passengers by

that advertisement. But as the Chinamen
have begun to come in this direction, it may
not be long before railroads in the Mississippi

Valley, as well as those on the Pacific slope,

will need such advertisements.

—

The Railroad
Gazette.

•It is stated that there are now sixty-

four cables in active use, the shortest of which
is 3 miles long and the longest ia 3,014, and
their total length is 22,007.

Newport News, Va.

A gentlemen writing of the prospects of

this place, and speaking of it as the natural

terminus of the Chesapeake & Ohio Railroad,

and the business of this great outlet to the

sea, says:

From the earliest history of the country the

leading minds noted the commanding topo-

graphical and geographical position of Vir-

ginia's territory for the main lines of connec-
tion between the great central interior of the

West with the most eligible terminus on the

Atlantic coast. A. necessity for this connec-
tion between east and west was apparent from
the very conformation of the continent. The
most direct, the shortest, and cheapest outlet

to the ocean was required by an immense
back country of indefinite extent.

This necessity started all the plans ot Fiske
and of General Washington for the Chesa-
peake and Ohio, and the James River and
Kanawha Canals, and prompted Clinton to

put in progress and complete the New York
and Erie Canal. The water communications
stand and stop where the mountains obstruct

them, and the railroad is found to be the only

practicable means of transit and transporta-

tion until population and wealth shall so in-

crease as to be able to do whatever is required

for full development.
The continent is most striking in its grand

features. A line of lakes in the north, run-

ning from west to east, and from the head
sources of the north-western rivers to the Gulf
of St. Lawrence ; and a system of rivers, the

principal of which are the Missouri, the Mis-

sissippi, the Ohio, and the Susquehanna, east

and west, rising near the sources and shores

of these lakes, running from north to south;

those on the east of the Apalaehian chain

emptying into the ocean midway the Atlan-

tic coast at the mouth of the Chesapeake bay,

and those west of that chain, the main artery,

the Mississippi, rising near the waters of the

Winnepeg lake, and running through the

whole length of the continent, emptying into

the t-iulf of Mexico, and having the mouths of

its main branches, the Ohio from the east and
Missouri from the Andes, in the center, mid-

way between the lakes and the gulf, and
nearly due west from the mouth of the Chesa-

peake bay in the center of the Atlantic

coast.

The mountain ranges were no less marked
and distinct. A chain from one hundred to

two hundred miles in width, dividing the eas-

tern slope from the Mississippi valley, runs a

general course north-east and south-west from

the lakes nearly to the Gulf. Thus the valley

of the Mississippi and its branches, to get to

the Atlantic, was compelled to go northward

by the lakes, and encounter its frosts, or south-

ward by the Mississippi, and encounter an al-

most tropical climate; and in either course to

make an immense circuit of distance, out of

all reason compared with the distance of a

direct line from the center of the valley at the

mouths of the Missouri and the Ohio rivers.

But to get that direct line, it has to cut

through and cross over the mountains and
rivers of the continent transversely.

This natural necessity for an outlet has

built up the unparalleled prosperity of the com-
merce of the lakes, and has been the cause of

the exporting center of trade at New Orleans.

New York and New England tapped the lakes,

and Philadelphia had the command of the

forks of the Ohio at the mouths of the Monon-
gahela and Alleghany, and Pittsburg is made

a center there. The fostering patronage of
alternate sections of the public lands by the

Federal Government has cancellated all the
north-west of the States of Ohio, Michigan,
Indiana and Illinois with, railroads

; Chicago
is the center there, and St. Louis is the depot
of all the trade of the Missouri and the

Mississippi. And Cincinnati and Louisville,

Ky., are the centers of the trade of the Ohio
valley. And this trade of the valley of the

Mississippi is the great source of the wealth
of the continent. On its pabulum mainly the
commerce of the country must depend. But
yet it needs, and must have, its shortest, most
direct, and cheapest outlet to the Atlantic.

It has not yet obtained it, and can get it

only through the territory of Virginia

Virginia most sagaciously retained what is

called her Pan Handle, in the settlement of
her boundary lines with Pennsylvania—the

territory lying between the western boundary
of Pennsylvania and the Ohio river, as far

north nearly as Pittsburg. This compelled
every State north of Virginia to run their

lines north almost to the very lips of the lakes,

in order to get to.the west, without first ob-

taining her consent. And no works so far

north could e.ver compete with her more
southern, and central, and shorter, and
cheaper routes, owing to the greater distance

and the obstruction of frost. Unfortunately,

from various causes, needless now to discuss,

Virginia constructed no central line to the
Ohio, and yielded the advantage ground of
the Pan Handle to Maryland, and thus made
Baltimore the emporium of commerce she

now is, and made Maryland our successful

rival for a port on the Chesapeake.

But still the main and oniy central outlet,

by a line direct from the mouths of the Mis-

souri and the Ohio rivers to the mouth of the

Chesapeake, has not been begun, and can not

be completed but by the consent and under
the control of Virginia. It is dow more than
ever, and is every day more and more de-

manded, and, fortunately, by an interest so

immense as to command it by its wealth at

will. A belt of back country, in parallels

halfway between the lakes and the mouth of
the Ohio, and half way between the mouth of
the Ohio and the Gulf of Mexico, 250 miles at

least in width from the Atlantic, indefinitely

westward, demands this central, shortest, and
most direct way to an outlet on the Atlantic

coast, without going northward hundreds of
miles out of its way to meet the obstacles of
ice, or thousands of miles out of its way down
the Mississippi river and through the Gulf to

encounter the risks to flour and pork, and
other products, by passing through an almost
tropical climate. Distance and climate meas-
ure the necessity for this route, and Virginia

alone has its track entirely through her terri-

tory, and she alone has its terminus at New-
port News, on the Hampton roads, at the

mouth of the James river, at the gateway of
the ocean between Cape Henry and Cape
Charles. She has the whole eastern portion

of this route through her territory for 500
miles, and its western extent is just as far as

population and improvements can and will

reach to and towards San Francisco 1 It

has every center of the whole middle interior

of the valley of the Mississippi, St. Louis,

Cincinnati, and Louisville interested to con-

struct it; and whatever Virginia can do, or

may do, to promote it, the work must and will

be accomplished. The necessity for it is in

exact proportion to the immense extent of

country dependent upon it for quick, direct,

and cheap transportation of produce, and to

the incalculable per cent, of saving which



THE RAILROAD RECORD. 157

it will secure against the present delay and
cost caused by distance and climate. The in-

terest of import, export, and consumption in

this route is not less than one hundred mil-

lions of dollars per annum, twenty-five per

cent, of which at least would be saved by its

construction and successful operation; and
its cost all the way by rail to Cincinnati would
not exceed twenty millions of dollars.

The route contemplated is from Newport
News to Richmond ; from Richmond to Lynch-
burg; from Lynchburg to Covington; from
Covington to mouth of' Big Sandy; from
mouth of Big Sandy to Cincinnati; the whole
distance being 621 miles

The belt through which this line would pass

embraces on the Atlantic front from the Poto-

mac to the Southern limits of Pamlico Sound.
Its northern parallel runs from Fredericks-

burg to Chillicothe, Ohio ; thence through
Indianapolis, Ind., to Springfield, 111., and
thence to Palmyra, on the Mississippi. Its

southern parallel is from Nevvbern, North
Carolina, to Memphis, in Tennessee. This
portion east of the Mississippi is about 4 deg.,

or 240 miles wide, and it expands in widih as

it diverges westward. It includes all North
Carolina and Tennessee, all Virginia and
Kentucky, and all the Southern portions of

Ohio, Indiana, and Illinois, east of the Missis'

eippi. The centers of this belt are Cincinnati,

Louisville, Memphis, St. Louis, and Point-

Pleasant, in the West, and Richmond, Lynch-
burg and Newport News in the east. These
centers comprehend the trade in corn, oats, po-

tatoes, fruits, hay, cotton, tobacco, wheat,
whisky, flour, pork, iron, copper, lead, coal,

horses, cattle, mules, and swine of the whole
middle interior, from east to west, of the Missis-

sippi river; and a reference to the census
alone can compute their value and amount.
Twenty-five per cent, thereon would in two
years build the road, and run it, and it would
save its cost in less time. At the lowest rate

of transportation the profit of the work would
be ten per cent, at least upon its cost; the

ratio of business would be continually increas-

ing, and increase rapidly the rate of profit on
the work.

Williamsburg is situated on a dividing

ridge about intermediate between the James
and York rivers, in a beautiful and healthy

section of country. Its principal public build-

ings are the Eastern Lunatic Asylum, a mag-
nificent building, surrounded by spacious
grounds, and capable of accommodating six

hundred inmates, and the College of William
and Mary, the oldest, with one exception, and
one of the most celebrated in America. Un-
til the removal of the seat of government to

Richmond, Williamsburg was the capital of

Virginia. The high character of its residents

for intelligence, rennement and hospitality is

still worthy of its ancient fame, Yorktown is

also one of the oldest towns in the State, and
is celebrated for having been the scene of the

surrender of Cornwallis at the close of the
Revolutionary war. In colonial times it was
the center of the importing and exporting
trade of Virginia and the Southern Colonies,

and the immense cargoes of tobacco which
were shipped to foreign countries all passed
through this port.

This great trade, which has been diverted
from its natural channel to New York, is

destined, upon the completion of this road, to'

find its way to Newport News.
In its position below Warwick river, the

line, as I have before stated, passes through
large forests of heavy timber, the virgin
growth of the soil. There is an abundance
of the finest white oak and pine timber, some

of which has reached an enormous size, and
was probably growing when the country whs
first settled. A pine thut was felled on the

line indicated, on counting as closely as could
be done, an age of over two hundred years.

The road supplies facilities for getting this

almost inexhaustible. The navies of a king
dom could be built at Newport News from
materials almost on the spot.

In an agricultural point of view, the Penin-
sula has great advantages. The soil is of un
surpassed fertility, and of a character adapted
to the production of fruit in every variety

grown in this climate, and particularly to the
culture of grapes and of vegetables. The
climate is delightful, and free from violent

! extremes of heat and cold.

As regards Newport News, the seaboard
terminus of the road, I have to repeat what I

said in my former report: that its harbor is

known to be the deepest, safest, and most
capacious in the world; it is accessible at all

times, and can be entered with safety, in any
season and in all weather, from any point and
with any wind.

Newport News is situated at the mouth and
on the north bank of the James, at ils con-

fluence with the Elizabeth and Nansemond
rivers. It is seventy-five miles by railroad

and one hundred and forty by James river

from Richmond, fifteen miles from Norfolk,

seven miles from Hampton, nine miles from
Fortress Monroe, nyiety-fh'e miles from City

Point, and twenty-two miles from the ocean.
The location is healthy and delightful, and in

every way well adapted for a city. It pos-

sesses all the advantages which render For-

tress Monroe and other watering places on
the Atlantic coast so attractive in the summer
season, while the winters are not severe. It

approaches nearer in climate and natural
features of soil and productiveness to the

Bermudas than any spot iu the United States.

American Bessemer Steel.—Four large

steel works have already beeu established, two
more are nearly completed, and several addi-

tional are projected. Previous to the burning
of the Bessemer Works of Griswold & Co., of

Troy, they had made 2,000 tons of rail, of

which none have broken, and all are officially

reccommended as fully equal to the best for

eign raiU. With the completion of the new
woiks, this firm can produce 20,000 tons steel

rails per year. The Penn. Steel Works, at

Harrisburg, produce some 13,000 tons per an-

num, principally for the Penn. R R. Co., the of-

ficial report pronouncing them equal to for-

eign rails. The Cleveland Rolling Mill pro-

duces steel rails at the rate of 8,000 tons, with
a proposed capacity of 20,000 tons per annum.
The Cambria Iron Co. has a Bessemer Steel

Rail Works nearly completed, with a proposed
capacity of 20,000 tons. These works alone
indicate a capacity of production of 80,000
tons annually of American steel rails. The
Hope Rolling Mill, at Allentown, is producing
for the Lehigh Steel Co. puddled steel of a
superior quality, under the new patent known
as the Excelsior process. This Co is receiv-

ing orders from all parts of the country for its

products, and has run out a hundred heats of
puddled steel since the commencement, with-

out a single failure. The puddled steel stood

a test of 64 tons to the square inch at Whit-
ney's Car Wheel Works.

—

Iron Age.

B@~The slate quarries at the Dallas, near
Thompson, Minn., are said to be the largest

in the world, and are about to be thoroughly

worked.

Railroad Progress.

In the history of the growth and expansion
of American Railroads for 1869-70, as com-
pared with former years, we have the best evi-

dence of the substantial growth and prosperity
of our country. Notwithstanding the dullness
of general business and the absence of any-
thing like a speculative tendency in commer-
cial operations, there has, nevertheless, been
a very remarkable increase of our railroad
system, which is all the more wonderful in

view of the obstacles imposed by the lack of
confidence, and the want ot activity in mer-
cantile circles. It appears from Poor's
Railroad Mainitl, just published, that 7,745
miles of raiiroad were constructed in the year
18(i9, at an aggregate cost of not less than
$305,000,000.

It is only by comparison of the railroad pro-

gress in former years that we can gain an ade-
quate idea of the industrial development of
the United States. During the ten years from
1850 to i860 only 2,000 miles a year were ad-
ded to the railroads in the various States and
territories. Since that period the progress
has been as follows :

Tears. Miles. Increase.

1860 30,635
1861 31,256 621
1862 32,120 864
1863 33,170 1,050
1864 32,908 738
1865 35,085 1,177
1866 36,827 1,742
1867 39,276 2,440
1868 42,245 2,979
1869 50,000 7,745

It is estimated that the increase during the
next five years will reach 5,000 miles a year.

The probability is that it will exceed this esti-

mate, at least during the present and succeed-
ing year. Railroad construction was never
before so active. Almost every town in the
West and North-west is taking steps to com-
plete some missing links, and in the South,
the progress is fully as rapid as the available"

resources and capilal of the respective States
will admit.

The completion of the Pacific Railroad* has
imparted an immense stimulus to railroad en-
terprise along its entire route. All the leading
commercial centers in Kansas, Missouri, Min-
nesota, and the entire West, are making exer-
tions to establish branch lines with the main
arteries of travel. The construction of the
Northern Pacific Railroad, which is by this

time fairly commenced, and which is to be
pushed forward with all speed, will also exert
a prodigious influence in the development of
a country about which little is known beyond
the fact that it is the finest and most fertile

wheat region in the world. Ground has been
already broken near Duluth, and the firs\ divi-

sion, extending from that point to the Red
River of the North, has been placed under
contract. The North Pacific line of railroad

commences at the head of Lake Superior and
traverses Minnesota, Dacotah, Montana, Idaho
and Washington Territory, till it reaches Pu-
get's Sound on the Pacific. The route is

through a country new to civilization, but
rich in natural resources. The importance
of railroads in creating commerce is only be-

ginning to be understood. In ten years time
the vast belt of country lying along the main
route of the Northern Pacific Railroad will,

undoubtedly, be populated by millions of per-

sons. The influence of the Central Pacific

Railroad is felt all over the world, and is lead-

ing to results, the importance of which can
hardly be calculated. The Northern Pacific
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Railroad will tend to foster and strengthen

this growing influence, and bring us into new

and permanent commercial relations with

that part of Asia fronting the Pacific Slope,

which now nearly numbers one-balf the human
family.

Mr. Poor estimates the aggregate net rail-

road tonnage of the United States at 72,000,000

tons, averaging §150 per ton, and amounting

to the enormous total of $10,800,000,000—or

more than three times the amount of the Uni-

ted States debt. The annual railroad com-

merce of the United Slates amounts to six

times the original cost of the railroads. The
gross tonnage per head according to popula-

tion is 6,170 pounds valued al $282 to each

person in the United States. According to

these returns, the value of the 7,745 miles of

new railroad constructed in 1869, when the

roads get fairly in operation amounts to no

less than $750,000,000. All this amazing de-

velopment is of recent origin. In 1851 the

railroad tonnage of the United States was

only 5,000,000, the earnings of which amoun-
ted to $20,192,104. The value of the tonnage

was $750,000,000. In 1869 the value of the

tonnage had increased, as stated, to $10,800,-

000,000—or fourteen times greater than

eighteen years before. The average annual

increase of tonnage since 1851 is 6,273,861

tons, and the average annual increase of value

is $556,666,666. In other words, the railroad

tonnage increases annually at the rate of

about one-fourth of the amount of the funded

debt of the United States.

American Land Grants.—The Americans

liave seta wise example by their liberal course

in dealing with the railway interests of their

country, and had Canada followed it the

Grand Trunk Railway Co. would not have

been at this day dividendless, and the effi-

ciency of the line as a carrying machine would

have been materially enlarged. For a great

part of its length the Grand Trunk runs

through a rich tract of country, just as the

Illinois Central does. The very back-bone of

the Illinois Central has been its extensive

land grant, which is so important to the inter-

ests of that Co. that it is estimated the value

of the land will equal the cost of the line ;
and

while conferring this great boon upon the rail-

way Co. the country has gained the much
greater advantage of a large district being

cultivated and populated. To the Illinois

Central Co. were given 2,595,000 acres, and

that Co. have already succeeded in disposing

of about 2,000,000 acres of it to numerous set-

tlers who are busily at work cultivating the

soil. The enormous advantages of this to the

public of America is not to be measured by

its advantages to the Illinois Central Railway

Co., although the latter is so great that it is

equal to the whole value of that long line !

We suppose it is too late now to ask of the

Canadian Government a land grant for the

Grand Trunk Railway. The line is made,

and therefore the land could not be offered as

a consideration for its construction, but it is

doubtless unfortunate for Canada herself that

she never made the Grand Trunk a land grant.

No better means of populating acountry, and
cultivating the soil, could be devised, and we
want no better proof of this than the actual

operations of the Illinois Central —Hera-

path's (London) Railway Journal, May 28.

BSF'The coal fields of California yield an-

nually $1,000,000, the quicksilver mines

$1,500,000, and the precious metal $23,-

000,000.

Improved Method of treating Wood for
tlie Production of Paper-pulp.

According to Dr. Cattell's process for treat-

ing and preparing a fibrous material from wood
for the manufacture of paper-pulp, the wood
is taken in the form of fine shavings, shreds,

filaments, and well washed in cold water. It

is then placed in a baih consisting of a solution

of borate or bi-borate of soda, potash, or am-
monia, and phosphate of soda, potash or am-
monia, in the proportions of three lbs. of the

borate or bi-borate and one lb. of the phos-

pr.ate, together with one quart of benzole, pe-

troleum spirit, coal-tar, naptha, bisulphide of

carbon, rectified turpentine, or other volatile

solvent having an action on resin or resinous

matters, and not being soluble in water, to

every cwt. of the raw material to be operated

upon. The bath is heated by steam or fire

until it boils, and it is kept at that temperature

for six hours with continuous agitation, until

on removing a small portion of the material

from the bath and applying it to a bleaching

agent, such as the ordinary chloride of lime

or chlorine water, it is found capable of being

readily bleached
;
this is what Dr. Cattell calls

the first process.

The wood thus so far treated is then removed
from the bath, and thoroughly washed with

hot or cold water, and it is to be again boiled

with continuous agitation for about four hours

in a bath consisting of either of the earthly or

of the alkaline sulphides, such as the sulphide

of lime or the sulphide of soda, in the follow-

ing proportions, namely, for every cwt. cf

woody fiber, about seven lbs. of quicklime and

seven lbs. of flour of sulpher, or about, six lbs.

of caustic soda and five lbs of sulpher, or

about ten lbs. of soda ash and five lbs. of sul-

phur. The sulphide of lime is prepared by

slakin" the lime, and then intimately mixing

the flour of sulpher with it ; the requisite quan-

tity of water being then added, the whole is

boiled for about an hour ; any insoluble mat-

ter in it is allowed to subside, the clear liquid

alone being used. The sulphide of soda is

prepared by mixing either the caustic or the

carbonate of soda, or the soda ash and the

sulpher together, and then fusing them at a

gentle heat with stirring, and a solution is

made by boiling either of those products with

water. After treating the material as above

in .the sulphide bath, the liquor is drawn
off and the material is drained without expo-

sure to the air, and subjected to the action of

sulphurous acid, either in solution or by pas-

sing the gas itself into the bath, or exposing

it in a chamber to the action of sulphurous

acid gas obtained by the burning of suiphur,

until the alkaline earths or alkalies are con-

verted into hyposulphites, when the material

is thoroughly washed, and is converted into

pulp in the ordinary way; this Dr. Cattell

terms the second process.

For the purpose of producing pulp for the

manufacture of paper, it is possible, by increa-

ing the relative strength of the baths of the

sulphides, and likewise the duration of their

application, to dispense altogether with the

first process, but the result is the production

of a pulp of a quality very much inferior to

what is produced when the first process is also

applied ; it is also possible, by increasing the

chemical substances of which first baths are

composed, and also by increasing the duration

of the boiling in that first process, to dispense

altogether with the second process, but again

in this case the result is the production of a

pulp equally detective in some of the qualities

essential to the production of a pulp capable

of producing paper of really what may be con-

sidered a high quality.

Although in the first process borate or bi-

borate of soda, potash, or ammonia, and the
phosphates of soda, potash, or ammonia, are

named as the salts which it is preferred to em-
ploy, yet these salts may be used in any pro-

portions with m'ire or less effect, a solution of

tungstate, or sillicate, or aluminate, or carbon-
ate, or a mixture of one or more of these salta

of the alkalies, with analogous chemical reac-

tions, may be employed in making the bath,

although the bi-borate of soda is much pre-

ferred. In woods in which there is an entire

absence of resinous 'matters, the baths of the

salts of the alkalies may be made without the

addition of the vola'ile hydrocarbon or other

resinous solvent. The quantity of water in

making the baths will vary in some respects

with the materials which may be under opera-

tion, but in all cases the quantity of water
should be such as to fairly cover and keep the

materials submerged during their treatment

;

the vessels employed in making the bath may
be either open or closed, but the latter is pre-

ferred.

By the foregoing process or processes, a
truly good paper may be made, but the mate-
rial or pulp may be further improved by what
Dr. Cattell calls bis fourth process, and which
he has found of great value when applied to

paper-pulp made especially from wood, and
which may be described as follows, namely,

in submitting the material after the first or

second process, or after the application of
either of these processes, to a' clear solution of

a hypochlorite or of chlorine, applied while

the material is in the beating or pulping en-

gine, then washing the material in water, and
further submitting it to a solution of a sul-

phide or bi-sulpbite, or a hyposulphite of the

alkalies, or of the alkaline earths, and these

processes when necessary are extended or re-

peated. The processes have been protected by

a patent.

—

Mechanics' Magazine.

—A contract has been let for the construc-

tion of one hundred and eighteen miles of the

Atlantic and Erie Railway, ultimately intend-

ed to connect the Baltimore and Ohio Rail-

way with the lake at Toledo. The section to

be built first extends through Perry, Licking,

Morrow, and part of Crawford counties, leav-

ing the remaining portion towards Toledo un-

provided for as yet. The line contracted to

be built passes through the "Great Vein"
coal basin, a few miles east of Straitsville,

and will thus, when completed to Toledo,

give that city the communication with the

coal fields of which so much has been said.

^—The Abingdon Virginian states that the

capital stock of the " Saltville and Coal Mine
Railroad Company " has been subscribed, an d

that the Company will be organized in a few

weeks. A survey of the road will be commen-
ced by the first of June. It is to run from

Tazewell county to Saltville, where it will

unite with the branch of the Virginia and
Tennessee road.

—The Central Pacific Railroad Company
have purchased the California Pacific Rail-

road, and will take possession next month.

It is rumored in San Francisco that the Union

and Central Pacific Railroads will also con-

solidate.

—At the annual election of the Milwaukee

and St. Paul Railway Company, held in Mil-

waukee June 4, 1870, Messrs. Levi P. Morton,

James G. Garner, Isaac Sherman and Frede-

ric De Billier were choseu directors for the

three years ensuing.
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WRIGHTSOX <& CO., Propr's.

The -Vew Railroad Combinations aronud
Cincinnati.

For a long time, all of New York capital

and interests neglected and seemed appar-

ently to despise Cincinnati and the Ohio val-

ley. For half a century nearly, Western New
York was growing up, and then Northern

Ohio and Michigan. In that lime, New York
capital flowed continually to the Lakes. It

made canals and railroads, built towns and

factories; and kept on streaming to the

North-west. But, rapid as was this growth,

and great as was its contributions to the

prosperity of New York, there were certain

limitations to it which are now being evidently

felt. New York canals no longer pour in

new commerce; the lands of Michigan and

Wisconsin are not as profitable as those of

the Ohio valley. Ohio is beginning to wurk

her mines, build factories, and supply many
of those industrial products which New York
formerly did; and in fine, it is becoming very

evident, that the center of inland commerce
is not on the Lakes, but in the Ohio valley.

Any one who takes a map and looks into

geography and statistics will see that the

Ohio valley and the South-west are the great

producing regions; that the river vallies will

be as populous as was Egypt ; and the pro-

duction of grain, animals, iron, coal and all

the great products used in society, will sur-

pass anything in this country, or, perhaps,

anything the world has ever seen. Some
place in the Ohio valley, (of which Cincinnati

can be the only one) ; some place in the

South-west, (of which Memphis will probably

be the one), must be the great centers of a

commerce unsurpassed in any portion of the

globe. They will concentrate the trade of ten

Slates (except the lake-portion of Ohio, In-

diana and Illinois), which include 500,000

square miles, and will soon contain 50,000,000

of people, and produce more than the entire

United Stales does now. Was this vast region

to be overlooked in the calculation of New
York ? For half a century, it was, practically,

because as we have said, New York was en

gaged in building up her Western territory,

and in aiding the commerce and towns of

the Lakes. But, there lias come a time, when
two great facts loom up to the eyes of New
York traders and speculators. It is evident

that the Lake Basin no longer increases the

trade of New York at the same rapid rate it

did. In the next place, it is equally evident,

that the Ohio valley and the Mississippi val-

ley are beginning a new career of improve-

ment. The slave question is over. All agi-

tation, except that ot industry, is ended.

Industry comes up as the great idea of society.

Towns are being rapidly built; mines are

being opened. Cincinnati already feels the

force of the great industrial wave. Is New
York to forget and forego all this ? Certainly

not, and her capitalists are now just getting

their eyes open. The consequence is, tha^

instead of forgetting, they now seem to be

rushing towards Cincinnati, in an impetuous

competition. Let us now notice a little what

is, and has been going on :

1st. The first attempt to reach Cincinnati

on a direct line from the Atlantic was that

of Baltimore; and to some extent, Baltimore

still has the advantage in having the shortest

line between the Ohio and tide water.

2nd. But, Virginia has a little the advan-

tage in having the shortest line, not to tide

water, but to the Atlantic Ocean. Hence,

she early began the Kanawha Canal by the

head of James River, which is still urged,

and which ought to be made. Then the Vir-

ginia Central was undertaken with the same

view. That work, as well as the " Coving-

ton & Ohio" has been reorganized under the

name of the Chesapeake & Ohio; and is now
being pushed forward with great vigor. It

will be completed to the Ohio River, quite as

soon as the new eastern enterprises can be

completed. It is absolutely necessary to it-

self and'to Cincinnati, that the Chesapeake

& Ohio should be completed from the Ohio

River to Cincinnati, and connect with the

western roads, and when it does, no road will

surpass it in advantages.

3rd. The next (and so far the most suc-

cessful) of the eastern roads, in attempting a

connection with Cincinnati and the Ohio

valley, was the Pennsyluania road. For a

long time, the able and energetic managers

of the Pennsylvania Central were occupied in

perfecting their own road, and in buying up

and basing their Pennsylvania connections.

This done, ihey continued their road through

Ohio to Chicago, which made a great through

route to the North-west. In the mean time,

what is called the Pittsburg & Columbus

line, was built and operated separately, but

in connection with the Pennsylvania road.

Finally, the Pennsylvania Company turned

its eyes to the Ohio valley. It leased or

bought the Pittsburg road, has recently

leased the Little Miami, and is building (or

those in its interest are) a bridge over the

Ohio at Cincinnati. It has bought the Wil-

mington & Zanesville road, and is now mak-

ing the cut-off, from the Pittsburg road at

Dresden to Zanesville. This will be but a

short distance, and will probably make the

distance from Pittsburg to Cincinnati by

Zanesville, as near as by Columbus. Thus

the Pennsylvania Company will have a great

double route through Ohio to Cincinnati, and

over the bridge, to connect by the shortest line

with Memphis. It is thusevideut, that the Penn-

sylvania Company has taken the shortest and

best methods to connect themselves with the

whole Ohio valley and the South-west.

4th In the meanwhile, the Atlantic &
Great Western was built by an English Com-

pany on a grand scale—a great double track

road, to connect with the Erie road to New
York on one side, and with St. Louis through

Cincinnati on the other. But there was a

link missing from Dayton to Cincinnati, and

the question was, whether a new road should

be made, or some arrangement made with the

Cincinnati, Hamilton & Dayton line. The

latter was preferred, and a third rail laid,

and the right of way obtained. Thus there

was at once raised up a great competing

line with the Pennsylvania; and an absolute

bar to the New York Central, in regard to com-

petition for the trade of the Ohio valley and

the South-west. And here arose a question

in the public mind, whether the New York

Central would quietly accept being cut off

from the Obio valley, or would attempt to

compete for it? Apparently, the New York

Central was quiescent, but we never believed

it could be so. For it would be simply to

concede that the New York Central was not

one of the great trunk lines of the United

Slates. At length, however, the public are

startled with the result.

5th. It is announced, that the New York

Central, the Lake Shore, the Sandusky, and

the Cincinnati & Indianapolis, and the

Cleveland & Columbus roads have combined

to make the " Short Line" from Dayton to Cin-

cinnati I Thus, after so much opposition,

so much rivalry and jeering, the "Short Line"

is to be made, and there is to be a new and

great trunk line into Cincinnati. We have

maintained both the policy, and certainty of

this road from the beginning, and can only

hope that its proprietors and managers will

really make it a short and straight line into

the center of Cincinnati. .
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Important Railroad Meeting.

THE DAYTON 4 CINCINNATI SHORT LINE TO BE

BUILT IMMEDIATELY.

The JV. I*. Central, Like Shore and Other

Strong Roads take it in Charge.

Sandusky, 0., July 5.

Meetings of the officers and representatives

of the New York Central, Lake Shore, Cleve-

land, Columbus, Cincinnati & Indianapolis,

Cincinnati, Sandusky & Cleveland, and the

Indianapolis, Cincinnati & Lafayette Rail-

roads, were held here on Saturday and today,

to perfect arrangements for the immediate
construction of a Short Line of Railroad from
D&ytou to Cincinnati. The company was
fully organized and the following directors

elected : Hon. Horace F. Clark, of New York,
President of the L. S. & M. S. R. R Co., and
a Director of the N. Y. C. & H. R. R. R. ;

Jason Marvin, a Director in the N. Y. & H.
K, R, R.ypf Saratoga, N. Y. ; Amasa Stone,

Jr., a Director in the L S. & M. S and C,
C, C. & I. R. Rs ; Selah Chamberlain, of

Cleveland, Director in the C, C & C. and I.

R. R. ; Jacob W. Pierce, of Boston ; Hon.
Rush R Sloan, President of the C , S. & C.

R. R. ; H. C. L jrd, President of the I , C. & L.

R. R., and R. M. Shoemaker and J. M. Kin-
ney, of Cincinnati. R. M Shoemaker was
subsequently elected President of the new
corporation.

Arrangements were also concluded which
secure the immediate completion of a railroad

between Springfield and Columbus via Lou-
don.

The above is a special despatch to the Cin-

cinnati Gazette, and from the character of the

parties engaged iu the meeting, it is evident

that they "mean something." Still, it is a

very curiously mixed affair in some respects

In the first place, Jacob W. Pierce and Rush

R. Sloan, of the Cincinnati, Sandusky &
Cleveland road, but a few days ago concluded

a contract with the magnates of the N. Y.

Central to do their Cincinnati business over

their road via Clyde, thus taking it away from

Selah Chamberlain, of the C, C, C. & I R. R.

Mr. Sloan evidently expecting to do the

business over the C, H. & D. road under their

present contract. This, however, will not be

permitted by the Erie, who have a sort of

prior claim on the track of the C, H. & D. It

13 understood now that they will, for the pre-

sent, do the business over their line from

Springfield via Xenia and the Little Miami

road. The N. Y. Central business has here-

tofore been done over the C, C , C. & I. to Col-

umbus and the Little Miami; the latter road

has recently passed into the control of the

Pennsylvania Central, and hence supposed to

be inimicable to the interests of the C, C, C.

& I. as well as the New York Central. We
can not see what is the advantage gained by

the N. Y. Central, in sending the business

via Clyde, on the C, S. & C. and the L. M.

roads, over the old route via Cleveland, Col-

umbus and the Little Miami road. Are they

not still at the mercy of the Pennsylvania

road, just the same ?

But why this harmony between the C , S. &

C. and the Little Miami for business from

Clyde and Springfield to Cincinnati, and the

apparent "bad blood" in crmstrn<:ting the

parallel road from London to Columbus ? the

completion of which we understand is assured

by this arrangement. This would be square

competition to the Little Miami ! Possibly

in their modesty, they propose to use the

track of the Little Miami for their construction

trains! This surpasses Barnum's "happy

familj.
1 '

Besides, what coarse will the Hon. Rush

R. Sloan, President of the C , S & C. R R
and bis company pursue in reference to his

suit now pending before our courts, for the

recovery of the principal and interest

of the bonds of the Dayton Short

Line road, held by them, and agreed to

be surrendered as part of the purchase

price of the right of Way and other in-

terests of that corporation, between Dayton

and Sharon, when the C, S. & C. Company

was operating under the title of the Dayton

& Eastern Railroad, and under which name

they issued a large stock and bond list, some

of which is still in circulation ; they actually

did a large amount of work on the route, all

which was abandoned on the completion of

their contract with the C, H. & D, and they

then turned around and sued for the cash paid

and the value of the bonds and the accumu-

lated interest. They are n>w going io build

the road. The managers of the C, S. & C

evidently intend to be on the safe side of the

game, for they only play "heads I win, tails

you losel"

But, then, it is "an ill wind that blows

nobody any good," and we have full faith

that if our friend R. M. Shoemaker, takes the

contract to make the line, it will not only be

built in an inconceivable short time, but he

will "make something handsome" out of it.

So mote it be

!

Land Grant "Swindles."

The Kalamazoo Gazette, after indulging in

a very severe attack on ihe " Protective Tariff

Swindle," and the "Internal Tax System,"

(if the Government "machine" would only run

itself like a sled going down hill, how nice

it wiu'.d be to get along without any taxes

whatever,) gets off the following in support of

"Congressional Grants" for railroad construc-

tion.

"Some Democratic papers are making
fcols of themselves, by classing "Land Grant
Aids" with the above mentioned swindles.

" The "Land Grants" are generally an in-

calculable blessing to the country. Tbey
open up sections of wilJerness wastes, which
have been unoccupied for ages, and would
have lain for many ages longer, had not the
' Grants' been made."

Brother Lomax's "head is level" on the

question of "Land Grants" and their influ-

ence on the development of the country.

Death of Mr. A. H. Lewis, late Tlce Pre»f»
dent of the «. 4k. 31. Kailroad.

We were sadly pained to learn of the death

of Ai.exa.ndek H. Lewis, to whom the Ohio

& Mississippi Railroad is so greatly indebted

for its present splendid condition and popu-

larity as a public thoroughfare. Mr. Lewis

died on Sunday July 3rd, at 1 1 S o'clock, P. M.
aged forty eight years. It will thus be seen

that he was cut. off in the very prime of life

and vigor of manhood. The Commercial pavs

the following very just tribute to his memory ;

"In the seemingly untimely, though not of
late unexpected demise of Alkx. H. Lewis
our community has suffered the loss of a use-

ful member, and tho3e who knew the man, a
kind friend and a true gentleman None who
knew him well, not to say intimately, could
fail to recognize in him extraordinary quali-

ties of self-command under all circumstances,
the mildness and kindness of an even tem-
per, and a genial disposition. Those associa-

ted with him in business- knew bim as an inde-

fatigable and untiring worker, always true as
steei to interests intrusted to him, and exact-
ing, but none beyond the point of justice, in;

his demands upon those under him. Mr.
Lswts was born in Eiwards County, Illinois,

in 1822, and while yet a tender lad of
eight years became a resident of this

city. We believe he first worked, as an
errand boy, in John Sbillito & Co 's dry
goods store East Fourth street. Then he
worked in the steamboat office of W. D Jones.
He was next employed in Thomas Emery's
office, and at last, when yet only seventeen

years of age, with his brother, H. H. Lewis,
in the produce business on Front street. Then,
for a time, he ran iu the New Orleans trade,

as steamboat clerk, and from that time for-

ward was employed in railroad business and
enterprise. He commenced, in the business

that finally killed him, as a conductor on the

Little Miami Railroad, and at length became
Assistant Superintendent of that road. For
eight or ten years past he had been closely

identified with the Ohio & Mississippi Rail-

road, as Superintendent of the Eastern
Division, General Superintendent, and finally

Vice President, which last named office he
occupied at the lime of his death. Quick
consumption, brought on by exposure and
neglect of self in the interests of others,

caused his death. Leaves a Wife, Daughter
of William Wiswell, and four children, one
Daughter aged IS years, Sons aged 15, 13 and
11 years. .

New Railroad—There were filed at Co-
lumbus, July 5th, the followit.g certificates of
incorporation:

The Lake Shore, Louisville & Southern
Railway Co. Road to commence at Hunts-
ville, in Logan county, runs thence through

Champaign, Shelby, Miami, Montgomery and
Preble counties, striking the Indiana State

line at or near College Corners, Butler county.

Capital stock, $-1,000,000. Shares, $50 each.

Corporators, F. A. Soule, D. C. Howard, M.
A. De Tough, Stephen Johnson aud Alexan-
der G. Conover.

Air Line Railroad.—The Jackson Patriot

of June 29 says the iron is laid eight miles

west of Jackson and twenty east of Three
Rivers—that the gap will be closed in Octo-

ber or November.
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Cincinnati, Hamilton A Dayton Railroad.

RETIRING OP MR. l'hoMMEDIEC AS PRESIDENT.

A special meeting of the Board of Directors

cf the Cincinnati, Hamilton & Dayton Rail-

road Company was held on Monday, July 4th,

the day on which the resignation of Mr.
L'Hommedieu was to take effect.

The Board having been called to order, and
the heads of the various departments present,

Mr. L'Hommedieu, in the chair for the last

time, read to them the following farewell, after

which he conducted his successor, D. Mc
Laren, Esq , to his vacated post:

President's Office, C. H. & D. R. R. Co.,

Cincinnati, July 4, 1870.

Gentlemen of (he Board of Directors and
3eads of Departments of the C. H. & D
RE Co :

I have called you together this morning for

the purpose of bidding good bye to you on

this last day of my Presidency, and ou the

eve of my departure for Europe.

It is both a pleasant and painful occasion

to rue. Painful to dissolve my intimate con-

nection with you, and to surrender to the

keeping of others the trust long ago commit-
ted to me, and to luifill which has cost me
years of labor and anxious thought; but

pleasant for the recollection of the many
years we have labored together to achieve the

same objects, working in lull harmony,
"shoulder to shoulder," and the final success

that has crowned our efforts.

Pleasant to know that the Cincinnati, Ham-
ilton & Dayton road has conferred benefits

upon its stockholders, upon the cities of Cin-

cinnati, Hamilton and Dayton, in honor of

which it was named, and upon all the inter-

vening country, which it has made more pro-

ductive and beautiful than the valleys of the

Napa and San Jose, and filled with a popula-
tion prosperous, refined, intelligent and
happy, requiring a train of cars to be run

almost every hour in the day, where in the

beginning of our enterprise a stage coach
sufficed for all its wants.

Pleasant to know that so many of our
officers and employes, who were engaged with

me twenty years ago, have proven efficient

and faithful to their trusts, and have earned
and are receiving the confidence of the stock-

holders and community at large. Pleasant
to know that their integrity and experience
has fitted them for higher positions than they

at first occupied ; and pleasant to realize that

we have stockholders disposed to reward long
and faithful services by the selection of those

who have grown up with the road for its fu-

ture management.
I congratulate you on your selection of Mr.

D. McLaren as my successor in the Presi-

dency. He is a man of great railroad expe-
rience and ability, whose judgment in select-

ing and directing men. has been fully demon-
strated by the manner in which the various
duties of his several departments have ever
been performed. To him, and to Mr. F. H.
Short, our Secretary and Treasurer, as well

as to you all, am I largely indebted for what-

ever success has been attained by me in build-

ing up the business and prosperity of our
road. They have earned the positions they
now occupy. That their future will be as fully

rewarded as their past, I have not a doubt.

Very truly, yours,

S. S. L'Hommedieu, President.

HANDSOME TESTIMONIAL.

The employes of the Cincinnati, Hamilton
and Dayton, Dayton and Michigan and Cin-

cinnati, Richmond and Chicago Railroads
made a Fourth of July present, to their retir-

ing President, S S. L'Hommedieu, of a hand-
some gold huntine-case Nardin watch, with a

fine, heavy neck chain, a beautiful diamond
pin, a pair of sleeve buttons, with the mono-
gram "L'H 1

set with small diamonds. The
watch bears the following inscription in the
front case: " S. S. L'Hommedieu, from the

emidoyes rf C. H. & D , D. <fc M. and C. R. &
C. Railroads. July 4, 187U"

Accompanying the above presents was a
sheet of parchment in the form of a letter, as
follows:

" S. S. L'Hommedieu:
11 We the undersigned, desiring to show our

appreciation of you as an officer and gentle-
man, upon your retiring from the Presidency
of the Cincinnati, Hamilton and Dayton,
Dayton and Michigan, and Cincinnati, Rich-
mond and Chicago Railroads, would respect-
fully present you with these tokens of our re-

gard, viz. : Watch and chain, pair of sleeve-

buttons, and breastpin, hoping that they may
in the future be a remembrance of by-gone
days.

" Cincinnati, July 4, 1870."

Then follow the names of the subscribers,

152 in all.

In addition to the above, Mr. L' Horn me
dieu was the recipient of a handsome 18-carat

gold tobacco box, finely engraved and finished,

a personal gift from D. McLaren. It is in-

scribed as follows : "8. S. L'Hommedieu,
from D. McLaren, July 4, 1870."

The presentations of the above were made
by Judge Matthews at noon, in presence of

the Board of Directors and some fifty of the

employes. Mr. L'Hommedieu responded in

fitting words.

Pittsburg and Connellsville R. R.—The
Piitsburg Chronicle says that great activity is

now displayed in the region of country to be
developed by the Pittsburg and Connellsville

railroad. A surprising number of branch
lines are not only projected, but surveyed and
contracted for, and some of them will be
finished almost as soon as the main line is

opened for travel. Branches to Somerset,

Salisbury, Bedford, the Uniontown extension,

and Mt. Pleasant Branch are the most notable.

The Somerset branch, from Mineral Point,

distance about ten miles, was surveyed last

spring, the cost will be about $140,000, and
the contracts for building the same are already

made. The Mount Pleasant branch leaves the

line of the road a short distance west of Con-

nellsville, at Bradford, and in light grades

and easy curves it passes for ten miles through

one of the richest and most beautiful regions

in Pennsylvania. Coal of the best quality,

iron ore and limestone found everywhere.

The town of Confluence, thirty miles above
Connellsville, has taken a fine start this

spring, and the railroad company have appro-

priated fifty thousand dollars for the erection

of work shops at this place. An eight foot

vein of gas coal has been opened between In-

dian Creek and the Falls.

—The Pine Bluff (Ark.) Republican says

that a full corps of engineers has arrived at

Pine Bluff, for the purpose of making an im-

mediate survey of the Little Rock, Pine Bluff

and New Orleans Railroad, commencing at

that place and going toward the Mississippi

River, The Pine Bluff' and Devall's BlufT

road will be surveyed in a short time also.

The Rockport Railroad.

ADDRESS OF PROMINENT CITIZENS.

The following address has been issued by
many prominent citizens and firms of this city

with reference to the Rockport Railroad, to

run from Rockport on the Ohio river, to the
Ohio and Mississippi Railroad. The project,

it is well known, is an important one, and the
address merits the careful consideration of
our business men and capitalists:

The undersigned, citizens of Cincinnati,
have examined this enterprise and subscribed
slock in it, and being satisfied of its value and
interest to our city, and that the terms and
conditions on which the ownership and con-
trol of the road are offered to our citizens are
both fair and reasonable, placing it safely and
completely in the control of Cincinnati, we
regard it as the duty and interest of our citi-

zens to come forward with their subscriptions

and make it a complete success. Believing

it an enterprise of merit, promising much pro-

fit and gain to Cincinnati in commerce and
trade, we think it deserves and should receive

the hearty and prompt approval of our citi-

zens. In commending it to your favorable

consideration, and asking your aid and coope-
ration, we call your attention to the following

facts in relation to the subject:

The benefits of this proposed road to Cin-

cinnati are important, and worthy of earnest
consideration. The country it penetrates

(South-western Indiana, Western Kentucky
and Central Tennessee) is not now reached
directly by Cincinnati trade and commerce.
Indeed we can not even compete on equal
terms with some other cities for the trade of

this country; but with this road can reach it

more directly and conveniently than any other

city.

This route furnishes a second line of rail to

Nashville (if indeed we can claim to have one
route there) and the southwest., and will estab-

lish what we greatly need in that direction

—

healthy competition in transportation. Be-

sides, the local trade on the entire line, from
the Ohio & Mississippi Railway to Nashville,

is desirable, and can not fail to be a source of

revenue and profit to all classes of dealers in

Cincinnati.

The Southern connections established by
this line are Owensboro, Greenville, Paducah,
Nashville, Memphis, and in a word, all the

South-west.

The Indiana friends of the Rockport road

now have $235,000 in tax and subscription

on the line of the road. This amount they

claim to be able to increase to $800,000, with

our influence and co-operation. They have

obtained the right of way on a portion of the

line, and are industriously at work to secure

this on the whole line, and to increase their

donations. All these they propose to donate

to Cincinnati, if we subscribe $300,000 of

stock, that being the amount deemed neces-

sary, in addition to their donations, to prepare

the road bed for the iron,

The line from Nashville to the Ohio river

will be completed this or early next year.

Now the question is, shall this line be exten-

ded to a Cincinnati connection, or shall the

trade and travel coming from the South by
this line, on reaching the Ohio river, go up or

down the river to other competing cities, or

shall it have an opportunity and strong induce-

ment to come to Cincinnati by having this

line extended to the Ohio & Mississippi rail-

road, less than sixty miles?

The ownership and control of the road be-
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comes the property of Cincinnati stockholders

on the subscription of $300,000.

This amount of stock secures to our citizens

the charter, right of way, and carries with it

all the donations on the line. With our aid

these donations can-be greatly increased.

The people of Indiana make their subscrip-

tions donations, while ours will be stock, thus

securing to us all we can ask as to the owner-

ship and control of the road.

But what is far better than the ownership

of a railroad, we can, by this line, reasonable

expect to control the trade and commerce of

u wide and wealthy district of the country

from which we now derive but little trade.

The officers of the road have certainly mani-

fested great energy and industry in their work,

and have sought aid of Cincinnati, and of

Cincinnati alone.

In this they have represented the feeling

and sympathy there is between this country

and Cincinnati, and the disposition of the

people there to deal here if they only have an
opportunity,

"it is now for us to say whether they shall

have this opportunity or not.

This enterprise makes a strong appeal to

all our leading citizens, real estate owners,

jobbers, manufacturers, and especially of the

tobacco interest.

For years our people have talked and writ-

ten of the value of the Southern trade, and of

the importance of additional railroads South.

Here is an enterprise offered us on favorable

terms, and for a small outlay, that is a South-

western route, short, direct and cheap. It is

not intended for a substitute for any other of

our proposed lines, but is, in itself, a valuable

Southern route.

We ask your hearty and prompt co-opera-

tion in this enterprise. It has been before

the Chamber of Commerce and Board of

Trade, and received their indorsement. Now
the citizens of Cincinnati are asked to take

individual stock to the amount of §300,000

and thus secure'the same amouut of donations,

with all franchises of this proposed road. We
hold there should not be a moment's delav.

R M Bishop & Co, Wm Glenn & Sons, M Klei-

ner & Bro., J L Haven & Co, John Shillito,

Oliver Perin, R R Springer, Jos Kinsey, Jos
Longworth, MeAlpin, Polk & Heberd, C
Scbultz, Larz Anderson, C H Wolff & Co, W
W Scarborough, J F Torrence, W Hooper,
Shaw, Barbour & Co, Josiah Kirby, M Loth,

White, Corbin, Bouve & Co, Bohm, Mack &
Co, W H Harrison, Freiburg & Workum, T R
Biggs, Pritchard, Alter & Co, Louis Stix & Co,

L H Sargent, Chas Bodman & Co, M Green-
wood, Casey, Wayne & Co,|P H Clayton & Co,

Howell Cano and Co, Bahman Bros. & Co,

Jason Evans, Lane & Bodley, Henry Lewis,
and others.

Exports of Texas Cattle.—The Lawrence
Journal—basing its opinion on information

obtained from drovers and other sources
deemed reliable—estimates the export of cat-

tle this season by the Kansas Pacific road to

reach, if it does not exceed 200,000 head.
They now average thirty cars (000 head) per
day, or nearly 4,000 per week. Over the Mis-

souri River, Ft. Scott and Gulf road 50,000
cattle will be shipped, requiring 125 trains of

18 cars (400 head to the train), and netting,

at $40 per car from Baxter to Kansas City,

S90,000, which is a pretty good showing for

the first years' earnings of the road in the cat-

tle business. In addition to the above, 50,000
will be driven north and sold to supply West-
ern posts.

Railway Legislation.

The time seems to be coming when to have
anything to do with railway matters will be
as discreditable as selling horses, and we don't

know but the horse jockey may resent being
put upon the same level as the railway direc-

tor or manager. We have pointed out at

different times the numerous ways in which
the railway manager becomes opposed to the

public good, the most flagrant instances of to-

day being the "watering of stock" and the

consequent unnecessary high rates for pub-
lic travel, and the control of State legislation

by improper influences for selfish purposes of

monopoly. The case of the Boston, Harilord
and Erie Railway, which has been before the

Legislature of Massachusetts for the last few
years, shows most conclusively how dangerous
a large railway corporation may become to

the commonwealth, and how inimical to pub-
lic morality it is likely to be when its leading
men or managers do not hesitate to make ill

use of the power which their position gives

them, This corporation came before the legis-

lature something over a year since, a petitioner

for State aid to build and equip its road to

the Hudson River. The State granted aid

sufficient, according to the showing of the di-

rectors of the company, to do this work, and-
now it is again a petitioner for aid, after it is

proved that the leading men in Ihe company
took the sums granted by the State, and lost

the larger part by stock speculations. These
brazen gentlemen, after the evidence of their

rascality is fully proved, coolly walk into the

State House and demand that they shall hav
another three and a half millions of dollars

entrusted to their tender mercies. They find

that some legislators, old fashioned enough
to be moderately honest, object to a second
depletion of the State Treasury, and straitway

the entire lobby force of the whole State is

brought to bear its influence upon the Legis-
lature. Now this lobby, composed of ministers,

doctors, ex-congressmen, judges, custom
house officials, and others, do not work for the

mere love of it ; they work for pay, for money,
and unless they can get pay in money, they
will not do the disreputable and dirty work in

which they have been and are engaged.
Where does this money come from to pay this

crew of harpies? The company is bankrupt;
it can not borrow a single dollar. The leading
officers and directors plead that they are in a
like condition, having been ruined by the

sacrifices they have made to put the road
through. According to all evidence, no one
who pe'titions has any available means, and
the only logical deduction is that the pay for

the service of the lobby for instructing the

members of the Legislature as to their duties

in this matter, is to come from the very money
that the Legislature shall vote into the pockets
of the managers, under the pretext that it is

"State aid" to the railway enterprise. The
lobby is omnipresent and active in the halls

of legislation, in the committee rooms, in the

hotels and boarding houses of the members,
while every threadbare button-hole has a
pleading finger in it, and every ear is tempted
by the soft seductions of men whose business
leads them to detect and work upon the weak
points iu the character of the men whose
votes they seek to control. Now every one
knows that these are facts, and they know bv
repeated instances that the Legislature has
been controlled by the influence of the lobby
into doing things at once very foolish and
wrong

; and when all this is known and un-
derstood, what reliance can be placed by the

public upon legislation in railway matters?
This whole system is wrong from the begin-

ning. There is very little necessity for special

railway legislation, in fact there is none.

There is no need for "State aid" for any
railway enterprise, in New England at least.

While the laws chartering and regulatin?

railways should be general, the enforcement
of the laws and the general supervision of the

whole railway system should be placed in the

hands of the Board of Railway Commis-
sioners, and that board should be endowed
with ample powers to repress the monopoli-
zing tendencies of the larger railway compa-
nies, and to protect the public from the op-

pre-sion thatevery railway company with five

or ten millions capital can now commit, with

impunity. The hearings before the legislative

Railway Committee are mere farces; the re-

sults are always diclated by the agents of the

larger companies interested, and these agents
verv coolly tell the Committee what they will

agree to and what they will not, as though
the Committee were their creatures, instead

of being composed of a number of independent
men especially chosen to look afler the inter-

est of the public. The present system of rail-

way legislation is a confessed failure as to

good practical results ; it is costly to extrava-

gance, more than half the time of the sessions

being taken up with it; it is oppressive to the

public, for the reason that it tends to perpetu-

ate and extend the monopolizing power of

the companies, rather than toexlend the easy
and possible benefits of railway facilities to

the public at fair prices. In view of these

facts,—and we have watched railway legisla-

tion for the past fifteen years quite carefully,

and the conviction has grown upon us out of

the attention which we have given the subject,

—we are convinced that a radical change
should be made ; that our railways should be
chartered and regulated by general laws, and
that the doings of the -different companies
should be controlled by a board of Commis-
sioners appointed by the Execuiive of the

State, and as independent of the control of

political parties and the Legislature, as are

the Justices of the Supreme Judicial Court.

Jacksonville, Pensacola and Mobile R. R.

.

—The earnings for the six months ending
March 31st last, were §245,066 85.

Work is progressing towards Mobile to which
point it is expected track will be. laid by next

summer. When the Apilachicola River is

reached, and it is contemplated to complete

to that point within the coining three months,

the immense traffic from Northern Florida

and Southern Georgia will find its way to a
market over this road, and the earnings will

be augmented to an extent that can be esti-

mated only by those who are acquainted with

the large product of cotton and lumber of

that regiou.

Kansas Pacific Railroad.—The May earn-

ings amounted to §341,000—an increase of

$41,000 over any previous month in its history.

Should the present rate of increase be main-

tained—and there is every assurance that it

will be, and even be increased—the opening of

the road to Denver next September, will show
a rate of earnings even larger than President

Perry anticipated in his recent report—$5,-

000,000 per year. The shipments of stock

from Abilene and vicinity now average 30 car

loads per day, which will steadily increase till

the height, of the stock season in September.

—

Chicago Railway Review.
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Cboctaw and Cbickasaw and 35tb Parallel
Railway.

We find in the Van Buren Press, a letter

from Mr. J. M. Pomeroy, in reference to the

above enterprise, from which we make some
extracts in which are clearly defined the pur-

poses and aims of this company. The com-
pany is formed by the union of chartered com-
panies of the Choctaw and Chickasaw nations

and the Stale of Arkansas.

The new company proposes to build a road
from Liitle Rock westward, along the rich val-

ley of the Fuurche le Fevre, and substantially

on the line of the 3:5th parallel of latitude, to

the Choctaw line. Upon obvious principles,

no company could, by virtue of its creation

under the law of Arkansas, obtain corporate
rights in the Choctaw Nation—the incorpora-
tion of a company under the authority of that

Nation, and the practical consolidation of the

two for purposes of business, presenting
the only convenient method of accomplishing
the object.

The Choctaw and Chickasaw company was
incorporated by special act of general council,

approved April 8th, 1870, with a directory

composed as follows : Principal Chief Allen
Wright, Robert M Jones, J. McCurtain,
James Thompson, Basil L. Leflore, and George
Durant, of the Choclaw Nation; Joseph D.
Harris, aud George D James, of the Cbicka-
Faw Nation; and Dudiey E Jones, S H.
Tucker, D. H. Barnes, S. L. Griffith, John
Stoddard James M. Pomeroy, aud Henry S.

Brooks, of Arkansas; all of which gentlemen,
except Messrs Leflore and R. M. Jones have
intimated their acceptance of their office.

The enterprise is one; the two companies
are one for all purposes of business, their in-

terests being identical; and I may state in

corroboration, if any be needed, that Mr.
Dudley E Jones, of Little Rock, is president

• of both companies.

—

Am. R. R. Jour.

New Jersey West Line Railroad.—The
inhabitants of the townships on the line of the

New Jersey West Line Railway (formerly

known as the Passaic Valley and Peapack
Railroad) are now in a state of excitement
over the action of the Directors in mortgaging

• their franchises and property for S3, 000,000

A meeting of the citizens of Summit and New
Providence was held at Summit to protest

against this action of the company and to take
nn-aoures to enforce the agreement which it

was said was originally entered into by the

company when the townships were first bonded
to aid its construction. This road, Tike the
greater part of the roads now building in New
Jersey, was to pass through certain townships
upon the agreement of the citizens to issue

bonds to raise money to take the company's
Stock. Liberal subscriptions were obtained;

but after the bargain was made the company
mortgaged their property for $3,0011,000,

giving first mortgage bonds. It is claimed by
the townships that, according to the agree-

ment under which they invested in the stook

of the road, the township subscriptions were
to stand in the nature of a first lien upon the

road; and they now demand that the amount
of their subscription be taken in the first mort-
gage bonds instead of in the company's stock.

This the company refuses to do, and the citi-

zens threaten to carry the case into the Su-
preme Court. Mr. John H. Lyon the well

known president of the company has re-

signed, and ex-Senator Anderson has been
appointed in his place.

A Square Look back and a Giimpse fur-
ward.

While currency bills and bank tinkering
are so much discussed in and out of Congress,
it is well for the people to review the historv

of paper money; for banking is of but little

interest to the people at large except in its

power to flood the country with currency, the

use of which becomes arbitrary.

Everybody must take the currency in gen-
eral use, because nobody has anything else.

"You must take the monev I get, or no trade
—no pay." Going to banks to do business is

a matter of choice simply, and probably not
more than one in fifty ever has any account
or business with any bank. But where is the
person that does not have an interest in the
currency or circulating medium of the coun-
try ?

Take the history of State legislation from
1800 to ISfiO, and it will be found that no
question has been more fully discussed than

, that of banks and currency—the great aim
being to guard the people against loss on
currency principally, and incidentally on
other bank liabilities We ask, Did ever
any State succeed ? Old records will show
that New England has had its hundred bro-

ken banks, besides four or five universal sus-

pensions and a score of very damaging
panics.

New York was forced by the people's groans
and losses into the Safety Fund system, and
even that exploded by reason of bank failures,

and the Safety Fund became a broken reed.

Then the Security system was adopted, with
Slate stocks, U. S. stocks and mortgages.
These banks broke like pipe-stems on the

opening of every panic in the money market,
and "secured money" was available only at

all rates of discount from 10 to 70 per cent,.

Michigan tried Real Estate banking, which
resulted in wild-cat. Enough said.

Indiana, Illinois and Wisconsin tried the
Security system, the product of which was an
everlasting crop of "Stump-Tail."
We could thus go through the States and

show that State banking was always a disas-

trous failure, and the losses to the people by
broken bank notes, premium on exchange,
and discount on currency, are moderately es-

timated at one thousand millions.

One of the very few benefits resulting from
the war is an improvement in the currency.
The word Discount, as applied to bank notes,

once so universal, is now obsolete. No more
do we hear the peddiers of Bank Note Repor-
ters cry, "Another broken bank!" "Ten new
broken banks I" "A full list of broken
banks !" &c.

Sixteen hundred banks all Par! Great is

the revolution, reformation, improvement, or
call it what you please.

If these facts are not kept before the peo-

ple, so that they may hold their representa-

tives at Washington in check, there will be
more currency and bank troubles. The pres-

ent system is the best ihat ever has existed

in this country. It is not, however, beyond
the reach of casualty, and if the currency and
bank questions are to become political foot-

balls, iben we are sure to have trouble with
them.— Thompson's Bank Note Rep.

G. R. & I. R. R—The Big Rapids Indepen-
dent of 23d June, says :

" The track on the big Rapids Division to-

day, was laid within less than two miles of

Paris. The locomotive crossed to the north
side of the Muskegon oa Friday last."

Steel Rails by a New l*roees9 of Manu-
facture.

[From the N. Y. Evening Post ]

We understand that a series of experiments
have, within the last eight months, been tried

at Tamaqua and Ringgold, Pa., wherebv or-

dinary pig iron has been convened into steel

by mixing a certain kind of ore with a
metal in an ordinary puddling furnace, and
the product has been put, into rails which
have stood the test that is usually applied to

Bessemer s'ei-1 rails, and railroad men in

that region have beeti greatly surprised at the
result.

It appears that this ore has thus far been
found only in the county of York, Pa., and
the en'iro body of it (estimated by geologiaus
at 17,00'i,DI)0 tons) has been purchased by
the York Co. Iron Co. A Iriend who lately

visited the town was astonished to find an
extensive rolling mill and furnaces building
on grounds purchased by the above named
Co., and to learn from gentlemen of experi-
ence in the iron business of the wonderful
success which has attended the working of
this ore by a process patented by Jacob
Jameson, of Philadelphia. By the middle or
last of June it is confidently believed that

this mill will be able to turn out 200 tons of
A No. 1 steel rails per week, as a commence-
ment, with a capacity of increasing the
amount to 500 tons per week. It seems it is

not an experiment with the parties concerned
in these works, for, under the supervision of
a portion ot the Board of Directors, experi-
ments were tried at, the Abbott Rolling Mills,

Baltimore; Camb. Iron Work3, Johnstown,
Pa ;

Lochiel Works, Harrisburgh; all with
complete success in making steel rails, which
have been in use for months past. The fol-

lowing certificate was received from Master
of Trans of B. & O. R. R., where four rails were
laid down, made at Abbott Rolling Mill last

July :

"Sir: In answer to your letter of 21st
instant, I have to inform you that the steel-

capped rails made at the Abbott Works were
placed in the track just south of Camden
station; that three of them have worn well;

that the cap came off one of them, and it had
to be taken out of the track; that they have
lasted twice as long as iron rails already,

and that I can not say how much longer they
may last, John L. Wilson,

" Master of Transportation."
l: Baltimore, April 22, 1870."

Coleman, Rhum & Co., of Pittsburg, have
been using the ore for the past eight months
in making steel for ihe manufacture of agri-

cultural implements, and have submitted it

to a test by a machine adapted to such pur-

poses, and owned by Perm. Central R. R.

Co., whereby its tensile strength reached the

marvelous standard of 112,500 lbs. to the

inch.
» m

J5@" At Coatesville, on the Pennsylvania
Railroad, Steel & Worth roll boiler plate and
wrought iron. tThey supply the Baldwin Lo-
comotive Works, Philadelphia, with all of the

boiler plate used by that firm ; and Morris &
Tasker take all the wrought iron manufactured
by them for their wrought iron tubes. Steel

& Worth have some furnaces in constantope-
ration, and they make the Union Patent Stop
Washer. There are 25,000 of these turned
out every day. This article has been em-
ployed to fasten the nuts on the fish joints for

the prevention of unscrewing or receding of
the nuts. About $8,000 are paid out weekly
for wages and expenses.
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Railroad Meeting at Piketon—By a

note from Col. Trimble, we learn thatibe Rail-

road Meeting held at Piketon last. Saturday,

was attended by a tolerably Cull representation

of the people of the county, and also by a

delegation of the active business men of the

wealthy and enterprising city of Portsmouth,
two of whom, Judge Searle and Mr. Glover,

addressed the meeting. Speeches were also

made by Col Trimble aud Hon J L Hughes.

In his brief note, Col T. does not enter into

particulars, but says he will be able to speak
of the views and purposes of the Portsmouth
delegates on his return home this week. He
closes with this encouraging assurance:

" The result of the meeting every one feels

trill be favorable in a very high degree to the

success of our enterprise.''

This is good news, and probably indicates

that Portsmouth is beginning to look seriously

to a connection with Cincinnati through our
line, by building a road up the Sciota Valley
to Piketon, (a distance of only 24 miles) —
Highland News.

Hannibal & St. Joseph R. R. Company—
At a meeting of the Board of Directors of the

Hannibal and St. Joseph Railroad Company,
held at Boston, June 29, 1870:

Voted, That whereas the earnings of the

road for six months ending July 1st, 1870, are

sufficient for the declaration of a dividend, all

prior earnings having been applied to the im-

provement, maintenance and working of the

road.

That there be distributed to the owners of

Preferred Stock of July Slat, 1870, 7 per cent,

upon the amount of said Stock, payable Au-
gust loth next, being ihe amount of preference

to which they are entiiled for the year 1870.

as per the provisions of Ihe Indenture of Anril

1st, 1863; and that there be paid lo the Hol-

ders of the Common Slock of Record July

31st, 1870, a Dividend of 3£ per cent payable
August loth next, for the six months ending
July 1st, 1870; and that the earnings of the

rO'd for the remaining: six months be first ap-

plied to pay the furiher Dividend of 3£ per I

cent, on ^id Common Stock, and that the

books be closed from the 1st to the 16th day
of August, 1870, inclusive.

Point of Rocks Railroad —The Washing-
ton Chronicle savs it is slated in a quarter
which is, from positioa, high authority in rail-

way affairs, that it has been determined tp

bring the Point of Rocks railway inlo Wash-
ington city b\ next w.uier. If so, it is to be
inferred that the Connellsville road is to be
finished by that time, for the two have been
regarded in circles of the Baltimore aud Ohio
railway as twin measures Such rapid con-
struction would necessitate very energetic
steps by the Baltimore and Potomac railway,

if it is to be as early in the field for north-west-
ern tiavel as Mr. Garrett.

Hoosac Tunnel Progress.—A measure-
mer.t of the Hoosac Tunnel excavations has
jnat been made, showing on the eastern end
31 feet advance in a week, and that the whole
length is 7,043. The central shaft, which is

in process of sinking, is now 336 feet deep,
leaving 94 feet to be accomplished to reach
the grade of the tunnel. From the west .end
the tunnel was advanced 25 feet in one week,
making it 4,902 feet long. The brick arch
which fell some time ago owing to a slide has
been rebuilt.

KaiEroacfl Items.

—The officers of the Chieago-and Rock Island

are :—John F. Tracy, President ; Ebenezer
Cook, Vice-President ; Francis H Tows, Sec-

retary and Treasurer; HuL'h Ridd'e, General
Superintendent; P. A. Hall, Assistant Gene-
ral Superintendent. Directors—David Dows,
Francis H Tows, A. G Dulman, Charles It.

Marvin, New York; Robert A. Forsythe, New-
bur?, N. Y. ; Milton Conrtwrighr, Wm. L.

Scott, John Hearn, Erie, Pa ; John F. Tracy,

Henry H Porter, Chicago, Illinois; Ebenezer
Cook, George L Davenport, Davenport, Iowa

;

B. F. Allen, Des Moines, Iowa.

— In Europe, as in this country, no satis-

factory method is in use for warming railway

carriages. The Engineer noiices a new plan

adopted in Bavaria. A special van is a.'-

tached to the train and contains a powerful
" calorifere," and the heated air is conveyed
to all ihe carriages of the train by means of

india-rubber tubes. The experiment with

first-clnss carriages is reported upon so favora-

bly .that the authorities have determined to

apply it to all the carriages on the Bavarian

lines, and it is expected thai it will soon be

adopted on all the German railways.

—The officers of the Jeffersonville, Madison

and Indianapolis recently elected are:—Presi-

dent, D. Rickets; General Superintendent,

Horace Scott; Secretary, Geo. McKiernan
;

Treasurer, J. A. McCamel. Directors— Dil-

lard Ricketts, James L. Bradley, Michael

FilzGibbons, William B Hamilton, Lucas
Tuckerman, W. G DePaw, Samuel Patterson,

R. J. Bright, S H. Hartwell, Wm. D Thomp-
son, Lawrence Riggs, W. B. Caldwell.

—The directors of the Ohio and Michigan
recently organized are:—Gen. Hiram Wal-

bridge, J. Edwin Conant, Henry Clews, D.

Randolph Martin, N. Y. ; Hon. Richard Mott,

H. S. Walbndge. M. R. Waite, Toledo; John
D. Loomis, John T, Huss, L Hall, Tiffan.

The following officers were elected :—Presi-

dent, Gen. Hiram Walbridge; Vice President,

Johe E. Conant; Treasuier, Henry Clews;

Secretary, Harry M. Bishop; Chief Engineer

and General Superintendent, J. H. Sargent.

—The newly elected officers of the Pittsburg

and Connellsville are Wm. O Hughart, Presi-

dent; J. H. Page, Jr., Secretary and Trea-

surer; Benj. H. Latrobe, Chief Engineer.

Directors—Wm. Oden Hughart, G. L. B Fet-

terman, John Fleming, Wm. Philips, Wm.
Baldwin, Pittsburg, Pa.; Cyrus Meyers, Som-
erset, Pa; Joseph Pennock, Philadelphia;

Benj. Deford, John Hopkins, Hazeltine G.

Vickery, Wm. H. Perkins, Israel Cohen, Bal-

timore, Md.

—A meeting was held in Fayetteville,

Brown counly, last Saturday night, for the

purpose of taking steps to secure the building

of a railroad fro.m that place to Blanchester.

Hon C A While of Georgetown, drew up arti-

cles of incorporation which were signed by

John Boyle, M S Pickelheimer, Dr. W C Hall,

John Dillon, J C McConn and W Ferris.

—

Clermont Courier.

—The following gentleman have been elec-

ted directors of the. Michigan Central Rail-

road; James F. Joy, John W. Brooks, Na-
thaniel Thayer, Erastus Corning, George F.

Talman, Moses Taylor, Sidney Bartlett, John
Jacob Astor, H. H. Hunnewell.

—The Central and Western Pacific railroad

companies have consolidated under the name
of the Central Pacific.

—The Southern Minnesota Railroad Com-
pany have sold to two wealthy Germans,
50,000 acres of land, situated in Martin
counly, for $10 per acre. The purchasers
will return to the old country within a month
to bring out settlers.

—James F. Joy, John W. Brooks, Nathan J.

Thayer, Eraslus Corning, George F. Talman,
Moses Taylor, Sidney Bartlett, John Jacob
Astor and H H. Hunnewell are the newly
elected directors of the Michigan Central.

—The Kansas Pacific Railroad car shops,
at Wyandotte, Kansas, were burned recently.

Loss, §50,000.

PaoTEfTiNf; Iron—We notice a new wav of
protecting iron which is probably the very best
yet invented if it can be carried out. It con-
sists simply in coaling the iron with a thin

layer of sulphur. For iron ships, this would
be the best process that could possibly be used,
for it would give equal protection from oxyda-
tion and from fouling. There would be some
difficuly in giving a large surface a coating of
sulphur, but it might probably be overcome.
At a'l evenls; ihe matter deserves the serious
attention of practical men.

A Michigan correspondent of a New
York city paper writes as follows about mat-
ters in that State : The iron and copper in-

terests are confined to the Upper Peninsula,
which is nearly altogether a mining region,

and will probably at no distant day be a Slate

by itself.. The iron district is -in Marquette
county, and is about six miles wide and one
hundred miles in length. There are now 20
mines at work and 15 furnaces. The amount
of production from 1856 to 1869, inclusive, is

as follows : Iron ore, 2,939,230 tons
;

pig
iron, 193,129 tons; total 3,132,359 tons'.

Value of production §23,097,596.

The Special Commissioner of the
Revenue says that the annual crop of tobacco
in this country is 225,000,000 pounds, valued
at $37,125,000; of wool 177,000,000 pounds,
valued at $75,225,000; of corn 900,000,000
bushels, valued at $-150,000,000 ; of hay 25,-

000,000 tons, valued at 1250,000,000 ; and of
potatoes, 50,000,000 bushels, valued at $90,-
000,000.

8@=They have been catching pearls on
the California coast for some time. It turns
out that those who catch and first sell them
do not know their value, for they sell for §20
what brings §1,000 in Paris.

$3f There is some talk in London of start-

ing a great international financial paper. The
capital is fixed at £250,000, half of which is

said to have been already subscribed. The
object of the scheme is to kill the Times.

8SF"" The slag from iron blast furnaces is

now used in Brussels and Paris for paving.
It is said to surpass the best natural stones in
strength.

The immigrants who arrived at New
York from Jan. 1st to June 9th numbered
105,990, against 106,784 during the same
period in 1869.

fl@"" Kansas is estimated to have 200,000
square miles of coal fields.

JJ@T" Dacotah contains 150,000 square miles
of territory—94,000 more than Illinois.
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Railroads of Cincinnati
and of Ohio.

Ten years ego, the railroad system

of Ohio seemed to be complete. The
proportion of railroads io population was

nearly, if not quite as great as in any part of

this country, or of the world. Ohio had

under the census of 1860, 2,340.000 people i

and there were in actual service, 3,200 miles

of railroad. This gives a mile of railroad to

750 people. Ohio has 40,000 square miles of

surface; and there was 1 mile of railroad to

13 square miles of surface. We had no ex-

perience of what was a fair proportion of

railroad to people or surface; nor have we

now any real test on that question. We sup-

pose the true test is only to be ascertained by

actual experience; and that experience will

determine it, by determining whether a road

is, or is not, profitable. The profit of a road is

to be determined by the amount of freight

and passengers to be carried over it. These

elements of freight and passengers do not

always agree together. Take two obvious

examples: Suppose a large deposit of coal

or iron, or both in a region, which may be

thinly settled ; but, that coal and iron is

absolutely necessary to towns and cities at a

distance. A railioad through that district,

though it may furnish comparatively few

passengers, will be profitable as a freight

road. Such a road is the one which was re-

cently commenced at New Lexington to go

from Toledo to Pomeroy, with a view to

supply the North-west of Ohio and Michigan
with coal. Again, if we suppose a very rich

agricultural district, such as we find in some
parts of Illinois, the freight of agricultural

products may make that road profitable'

though it has no large city. We may esli"

mate tolerably near before hand, whether a

road will have business, enough to sustain it
;

but, it is only experience will solve the pro"

blem perfectly. But, there is another im
mense aud all important element in the esti-

mates of the roads and value of railroads -

This is the constant and rapid growth of the

country. If New York had remained where

it was in 1825, when the Erie Canal was

commenced, the canal never would have been

profitable. If the whole country had re-

mained where it was in 1840, when the rail-

road system began ; half the roads made since

would not be needed. To apply this to Ohio,

we may certainly conclude, that Ohio made
as many miles of railroad in 1870, as is in

proportion to the increase nf population since

1860, what is that ? We estimate just about

20 per cent. There were in 18B0, 3,200

miles of road. 20 per cent, added, makes

3,820 miles. Then there are certain specific

wants which have arisen out of the growth of

other districts of country, and of new com-

mercial connections. For example, the new

road from Toledo to Pomeroy is a specific

want to supply the North-west with coal.

Then the ahsolute necessity of all the great

Atlantic ports to be connected with Cincin-

nati, compels them to make some new

branches and lines to connect with Cincin-

nati. For example then we see, if the Chesa.

peake & Ohio Railroad is made to the Ohio,

then there must be a road to connect with

Cincinnati ; say 125 miles. So the New York

Central must make the Short Line; so there

must eventually be a direct line through to

Mackinaw. If, then, we estimate the new

roads to be made by these tests, we shall find

that 1870 requires something like the following

increase in railroads :

Miles.

Natural increase 620
Main line of coal road - 250
Commercial connections -300

Total increase 1,170

A part of these are made and making.

Examples under the first head are the

Hocking Valley rnad ; the Dresden connec-

tion; the Baltimore entrance into Cincinnati

etc. Under the second we have the road

begun at New Lexington
;
and the third head

is the Short Line soon to be made. We are

safe in saying, that all the roads we have

mentioned above will be made in a reasona-

ble time. The files of the Record will show

that we have anticipated all these things;

but, like most sanguine people, we were years

in advance of the times. Let us loojc a little

into what seem3 new (but are really old)

schemes about to be carried into effect. Fif-

teen years ago, we were discussing a road

from Cincinnati to Portsmouth; and surveys

were made on that route. When the com-

mercial revulsion of 1857 came, this and
many other projected railroad schemes were

abandoned; and in regard to Ohio, scarcely

any one was revived till within two or three

years. The road to Portsmouth was intrinsi-

cally necessary, and it is quite surprising,

that it has not been made before. But, as we

have observed before, the commercial crisis

of 1857 stopped all railroad proceedings in

this region, and the war followed soon after i

the few years since have been taken upinrestor

ing the country to its old position ; but now all

good schemes are revived, and we are in the

midst of a new railroad era. To Cincinnati,

it is a matter of vast importance, and she will

secure the full benefit of all that is done-

Nature—if not herself has vindicated her

right to be the great commercial center of the

West. It has compelled other cities and
and other roads and interests to come to her.

She might have advanced this progress full

ten years by a more liberal and energetic

spirit
; but, the world has been obliged to come

to her, and the loss of ten years, is no great

thing in the progress of centuries. The
Eastern cities have not brought their roads to

Cincinnati from any love to her. On the

contrary, they tried to avoid Cincinnati. New
York and Boston have tried hard to ignore

Cincinnati But, to ignore Cincinnati is to

ignore the Ohio Valley ; and it would be mad-

ness to do that. So New York comes with

the Erie road ; and now the Central tries its

hand ; and is going to do just what the Record
said ought to have been done years ago. But,

there are still unsettled questions. The
" Short Line" admits of considerable varia-

tions of route. We are told and believe it is

true, that surveys have been made which

show, that a line from Dayton to Cincinnati

through Lebanon is as short as any other.

From Lebanon for many miles south, the

road is graded and the franchise he'd, by

citizens of Lebanon, who also propose a large

doucer in money to have the road pass through

there. The matter is in the hands of the di-

rectors of the Short Line road ; with a strong

prospect, that the road will be made on that

route. It would give a local business to the

road, abstracted from the Little Miami of full

$50,000 per annum.

The variations in the routes, are above

Sharon. From Dayton to Lebanon is just 20

miles ; from Lebanon to Sharon 14 miles
; and

from Sharon to the uppier plain of Cincinnati

is 14 miles ; making 48 miles for the whole

distance. The surveyed route from Dayton to

Cincinnati on the Great Miami Turnpike is

49 miles. Allowing for some curvature on.

the Sharon route, the whole distance will not'

exceed 50 miles, and a passenger train ca)a

easily run it in one hour and twenty minutes.
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We wish ihe road could come through the tun-

nel; but, perhaps, we are again in advance.

Time, however, will vindicate our position ;
and

theroads will try to get through the tunnel just

as they now try to come to Cincinnati. We

are in a new railroad era ; and all these ideas

will be perfected and carried into practice.

Cincinnati Southern Railway.

In another column we give a very able arti-

cle from EtJG Lettardt de Beaulieu, the chief

engineer of the Selma, Home & D-ilton Rail-

road, in relation to the necessity, importance,

and future traffic of the projected Cincinnati

Southern Railway. The writer evinces a very-

thorough acquaintance with the railroad sys-

tem of the South, and its capacity for traffic,

as well as a comprehensive view of the means

of more fully developing its usefulness and

the resources of the Southern States. True

there is perhaps not a single fact, or material

figure in the article that we have not hereto-

fore published in the Record; it is, however,

a very valuable resume of the subject.

The position assumed' of the advantages of

the Knoxville route over all others, is not

entertained alone by Mr. Dn Beaulieu,

there are others who persistently main-

tain similar notions. They, however, like

the author, have never personally sur-

veyed either or any route between the objec-

tive points—Cincinnati and Chattanooga,

—

and speak only from mere hearsay, or pre-

conceived notions or prejudice. And yet, it

may be true, that it is really ihe best and

cheapest. This can be determined when the

engineers have surveyed all available lines;

and that is exactly what will be done, before

the Trustees proceed to the construction of the

road, and should it prove that the conjectures

of Mr. De Beaulieu are correct, we have

no more doubt that it will be adopted, than

that water runs down hill.

The Trustees are not wasting time, nor

fooling away money; but acquiring informa-

tion that will in the end demonstrate the

wisdom, prudence and economy of thorough

surveys before the work of construction is

commenced, and enable tBem to avoid the

maelstrom in which so many enterprises are

wrecked of re-constructing a large portion of

their line. As above stated, they purpose to

adopt the best, and the best only all the

elements that go to constitute the best, fully

considered.

— At a meeting of the stockholders of the

Chicago, Burlington & Quincy Railroad Com-
pany, held on the 29 ult., Messrs. Erastu.s

Corning, of Albanj ; John C Green, of New
York ; Nathaniel Thayer, John M. Forbes,

Sidney Barilett, John W. Brooks, Robert S.

Watson, William Boott, and John N. Denison
of Boston; James F. Joy, of Detroit, and
Chauncey S. Colton, of Galesburg, III., were
unanimously chosen directors of the company
for the ensuing year.

figf There are 50,000 head of Texas cat-

tle now grazing near Abilene, preparatory to

being shipped to the Eastern markets; 200,-

000 are said to have crossed the Red River

this season already, and are on their way

to the same shipping point. The Kansas

Pacific Railroad expect to transport 500,-

000 between the first of June and the

first of December. If these anticipations

are realized, there will be required for

the transportation of this vast mass of living

food 25,000, ears computing 20 head of stock

to the car load,, which at $10 the car,

(the price charged) will yield the com-

pany a gross income of $1,000,000. It

would be more difficult to compute the

Saving in the cost of each working man's

daily dinner throughout the States east of the

Mississippi, by this influx of the great cuisine

staple ; but it is safe ttf say that the price of

beef in New York city is at ieast five cents

per pound less than it would be if the Kansas

Pacific road had not been built. This is the

working man's dividend for the aid govern-

ment gave in its construction.

The National Car Builder — Is the title of

a new monthly, issued in New York by Vose,

Dinsmore & Co, the well known dealers in

car springs and other material designed to be

consumed in the construction of railway car-

riages. The number before us is tastefully

gotten up, and presents an attractive appear-

ance. Of the objects and purposes of this

new candidate for popular favor, its god-

fathers say " that its aim will be to promote

the interests of that department of mechani-
cal industry indicated by its name. It is de-

signed to be a medium for such information

as will be useful to all who are concerned in

the construction and equipment of railways,

and especially to those more directly inter-

ested in car building. * * * *
" We shall bring to the notice of our readers

every new and useful improvement in cars

and car-trucks, with such comments thereon

and accompanied with such pictorial designs

as may be required to set forth and illustrate

their respective merits. In so doing, we shall

aim to be strictly impartial in all cases where
rivalry and prejudice may exist. Our col-

umns will be open for the discussion of all

matters calculated to interest the class of

readers for whom our paper is designed
; and

we would specially solicit communications
for publication containing views and sugges-

tions calculated to aid us in the objects we
have in view. One of the chief advantages of

a paper of this character is derived from a

free interchange of opinion upon all points

of controversy or doubt, the result being a

clearer apprehension of what is praciical and
of permanent utility, as compared with what
is transient and visionary."

—The Indiana division of the Grand Ra-
pids & Indiana R. R between Fort Wayne
and Stursris, Michigan, has been formally

opened for business. The company have

equipped the road with first-class rolling stock,

and are increasing it rapidly in order to meet
the demands.

Cincinnati Southern Railway.

Office Selma, Roue & Dalton R. R. Co.
)

Chief Enainper's Office, V

Rome, Ga , March 21, 1870.
)

To John D. Caldwell, Esq., Cincinnati, O.

Dear Sir: In conformity with the desire ex-

pressed by yourself and several other mem-
bers of the Cincinnati delegation, in the lale

"Green Line" excursion trip to the South, I

have the honor to send you to-day only a few

observations and remarks upon the contem-

plated Cincinnati Railroad, having been pre"

vented from doing so sooner.

I look upon it, as a project of the greatest

importance, not only to your city and the

State of Ohio, but also to the States of Indi-

ana, Illinois, Kentucky and Tennessee, and

alSo to the Southern States, chiefly the At-

lantic.

This project, if carried through, will in my
opinion, be in the" future, one of the main

channels of traffic, and one of the sources of

wealth and" prosperity to your city, if its

management is put in the care of prudent
]

sagacious, and wise men.

My appreciation of the main points will be

given, on which European capitalists desire

to be satisfied before investing their money

in similar enterprises. These points are as

follows :

The opportunity and utility. of the under-

taking.

Its commercial advantages.

The location of the line, its characteristic

and cost.

Its political and strategical bearings.

Finally, what are the results ir. expectation,

or in a business point of view

—

will it pay ?

A fact well known to all practical businet-8

men, as well as to statesmen, is that nothing

is so difficult, to change as the old channels of

trade; and this is because it is not easy to

change either the tastes,' the habits or neces-

sities of a whole nation, nor the old estab-

lished relations' of business, confidences, arid

credits existing between merchants, either

often cemented by family ties or association

and mutual interests.

The most violent political and social con-

vulsions are necessary to bring nations to

such an extremity. It is what the late war

and subsequent political events have done.

The old commercial relations of business and

trade between the South and North are

shaken, uncertain, partly broken and left open

to be done anew. This is the moment for

yourmovement. The opportunity is present-

ed. If this new channel of trade can throw

open new markets for your surplus produc-

tions, or increase your productions, its utility

is demonstrated.

If we consider the enterprise from a com-

mercial point of view, as well as from its ad-

vantages, we must say few others present as

this does, such prospects of success, if its

projectors locate discreetly the anticipated
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road, and manage judiciously when in opera-

lion, theSiuthern States—producing tobacco

cotton, rice and sugar, four staples which al-

ways command a ready sale and cask—are

considered the best market not only for their

productions, but for their liberal consumption

of all the commodities and luxuries of life,

even to such a point as to create jealousies.

Taking into consideration the topographical

features and physical conformation of the

country lying east of the Mississippi river, it

must be divided into Mississippi Slates, Gulf

Slates, and South-eastern Allantic States.

In the first division, are a portion of Ken-

tucky and Tennessee, as well as the States of

Mississippi. and Louisiana.

The second, are the Southern part of Mis-

sissippi, the States of Alabama and West

Florida.

And in the third, are the States of Mary-

land, Virginia, North and Soulh Carolina,

East Tennessee, Georgia and Florida. Con-

sidering the facilities of communication ex-

isting between Cincinnati and these different

sections, we find that by means of the Ohio

and Mississippi rivers, and by the different

railroads to Louisville, Nashville and Chatta-

nooga; hy Louisville, St. Louis and Grand

Junction to New Orleans, and Corinth to

Mobile, it is apparent that the Mississippi

Stales, and the Southern portion of the Gulf

States, have already ample facilities for ex-

change with the metropolis of the West.

As to the communications toward the At-

lantic States, they are circuitous, long and
costly.

The transportation is made now by way of

New York, Philadelphia and Baltimore at the

North, or by way of Mobile or New Orleans

at the South, then by steamers to the nearest

port of consumption ; or by way of Louis-

ville, Nashville, Stevenson and Chattanooga,

which is the shortest existing route of all, if

not the cheapest.

It is evident to any practical business man,

that with such a erudition of things, where

the prices of exchange are so greatly en-

hanced by the cost of transportation, all par-

ties labor under a disadvantage in both the

Atlantic and Western Stales, and particularly

Cincinnati; consequently consumption and

production are limited, while both would be

increased many fold if these obstacles were

removed. These States are large consumers

of provision and other products that come or

would come from the West, but their cost of

transportation being added, makes their pri-

ces so exorbitant, that planters prefer to di-

rect their attention from the production of

their main staples, and to raise all or a good

portion of their provisions. It is in their

direction your people must turn their efforts

and energies to build the road. They must

not lose sight of these two general and im-

mutable laws of common practice, as well as

principles of political economy: short and

easy communications by which time and money

are saved, are powerful levers of production.
Consumption is in direct ratio to the pro-

duction or wealth of the country. In other

words, help and promote production, and you
will promote consumption. To give you some
correct, idea of the country to be opened up
to your market, I have added the following

statistical tables taken from the public re-

cords up to 1860 :

First table showing progress of population
Second table showing tlie area in square miles anil acres.

Third table giving the commerce of imports and exports
Fourth taije showing toe progress of railroads aud their

exter.ts.

Filtn tabic showing the value and progress of real and
personal est- te.
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square miles ; of France, 206,979. and of Spain,
39 square miles, making altogether 5Cu,694 *qugre

It is proper to remark in order to ex-

plain the comparatively small number of

miles of new road given to the circulation in

the past years, that when the late war ended,

the railroads in the Southern States were left

an entire wreck
; and if it had not been for

the indomitable energy, industry and perse-

verance of the different officers of railroad

companies, who had to build the whole work
anew, they would now be useless to the coun-

try.

These tables, in default of more complete
and precise statistics, suffice already as they

are, to give an approximative idea upon the

main basis which constitutes the wealth and
prospects of a country, viz : its population,

its area, its commerce, its facilities of com-
munication, and its real and personal prop-

erty.

In the same manner we judge a city, by the

condition of its streets, its accommodations of

life, such as markets, water and gas works,

sewers, etc., of its public buildings, the court
house, the schools, fire department, churches,

jails, bridges, stores and buildings.

These tables also prove the existence of im-

mense natural resources in these States

which have never yet been developed to one-

tenth part of thejr capacities. Besides these

latitudes are endowed with a genial climate,

short winlers, and resulting in general salu-

brity. They not only produce the four staples

already named, but corn, all the small grains,

potatoes, onions, vegetables of all kinds, and
fruits of every variety, tropical as well aa

others.

Immense forests, still primeval, cover nearly

all their surface, furnishing abundantly the

most valuable merchant lumber
; a multitude

of streams of all dimensions are scattered

over their area, from which can be converted

incalculable water power, and free from the

frost and ice of a more Northern latitude.

Vast scopes of these regions are underlaid

by mineral wealth of immense value, which

are unexplored and untouched. Their soil is

generous, and the climate so favorable that

three crops can be raised at one time, with

their distinct time of harvest: wheat in the

spring, corn in mid-summer, cotton, rice, to-

bacco, and sugar in winter; fruits and vege-

tables from January to December.

A very important natural advantage be-

longing to said States, is the physical struc-

ture of their shores on the Atlantic and Gulf,

which resembling a net-work, are cut in a

succession of bays, harbors and sounds, in

most of which vessels of even heavy tonnage

can find safe and comfortable anchorage, and

effective shelter against the fury of the ele-

ments.

Among the most important harbors are

those of Baltimore, Norfolk, Wilmington,

Charleston, Port Royal, Savannah, Brunswick,

Fernandina, St. Mary, 'Jacksonville, Pensacola,

Mobile and New Orleans.
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The commercial statistics of exchange

taken and computed between the North and

the South from official reports, show that from

1856 to 18G0, they amounted to from $760,-

000,000 to $900,000,000, or say original trans-

actions to have been from $380,000,000 to

$450,000,000, yearly. Formerly with the in-

Btitutton of slavery, all the attention and en-

ergies of the Southern States were concen-

trated in purely agricultural pursuits, and

were mostly limited to the culture of the (our

staples—tobacco, cotton, rice and sugar; and

in connection with these, a portion of their

necessary provisions.

If you take the report published in 1863,

by the Treasury Department, exhibiting a

Eummary view of the exports of domestic

products cf the United Stales from June 30,

1847 to June 30, 1861, you will be convinced

in spite of assertions to the contrary, provided

we can rely on government reports, that the

Southern States even with pursuits purely hg-

ricultural, have done their duty toward their

sister States—that they have distinguished

themselves.

I will give only the sum of each product

for the whole period of fifteen years, as I

found it in that report :

They are the products .

Of the sea $ 49,941,461

Of the forest 151,765,517

Cotton 1,522,911,074

Agriculture ' 762,673,929

Tobacco 186,104,482

Manufacture 353,165,600

Raw produce 31,651,289

Specie and bullion 461,897,424

Total $3,536,110,776

Making the part of the Southern States

from the above sum the following figures will

be found nearly correct:

Cotton $1,522,911,074
Agriculture, rice and sugar 97,000,000
Tobacco 186,104,482
Forest 38,000,000
All other products 54,984,444

Total $1,900,000,000

I give these statistics to show how im-

portant formerly was the Southern market,

and what abundance of resources are still at

their disposal.

The political events of the last nine years

have changed and destroyed that order of

things. The complete revolution in the old

system of labor, will be followed by a like

revolution in the system of production. The
South must now multiply its products. It

must abandon its old routine in agriculture,

and adopt all the late improvements in agri-

cultural science and machinery, so as to pro-

duce as much as formerly, with one-third of

the labor and cost. The South must now
avail itself of the natural advantages put in

its hands and at its command. Besides ag-

ricultural pursuits, it must direct its attention

and exertions to manufacturing, minin" and
commercial enterprises. These pursuits com-

bined, will make it slroog, wealthy, and pow-

erful.

Its present great wants are capital and la-

bor—the immigration of an industrious and

intelligent population, composed of farmers,

laborers, and mechanics of varied pursuits —
That population will come, everything invites

it. That population must come, the induce-

ments are too strong and powerful for it to be

otherwise. Here comfort and fortune will be

the certain reward of intelligence and indus-

try.

Let your Western people in general, and

Cincinnati in particular, connect these States

of the South-east with easy and direct com-

munications, fast and cheap transportation,

and in a few years the ledgers will tell upon

the wonders of modern times

Considered in a commercial point of view,

the elements of wealth and prosperity are so

abundant, that it is safe, I believe, to pro-

nounce the construction of your Cincinnati

Southern Railroad an opportune undertaking,

and with as bright prospects as any great en-

terprise ever had, if it be but intelligently lo-

cated, worked, and managed wisely and judi-

ciously.

THE LOCATION OF THE ROAD, ITS CHARACTER-
ISTICS AND COST.

The commercial and financial success of

your enterprise, will depend altogether upon

the permanent location, which will be selected

for your road, considered in its direction, and

characteristics, or gradients and curvature

Cincinnati having already ample means of

transportation for the States of the valley of

the Mississippi river, the projectors of its

Southern road, have cast their eyes ou Chat-

tanooga, and selected that point as the ter-

minus of the route Southward.

You can reach Chattanooga by two- routes,

either cutting your way through the moun-

tains, or leaving them on the West of your

line. Looking at this matter, either in a pro-

fessional or commercial poiut of view, the

last one, crossing the mountains on the East-

ern slope, and passing through the Gap near

Jacksboro, Tennessee, this is the one I should

recommend to build, even if necessary at a

higher cost.

1 am not in position, and decline to present

and discuss this question yi its technical

bearings—not knowing the country to be

traversed, nor its topographical features,

otherwise than by maps, and some general

notions of its physical geography. The main

object aimed at by your proposed road, is to

reach the Atlantic and Gulf States, now sepa-

rated from your city by the succession of

chains of mountains—Alleghany, Cumber-

land and Lookout. By running it direct to

Chattanooga between the mountains, a$ is the

first proposition, your object is completely lost-

These mountains, running N. E. and S. W.

in succession, and divided as they are, in

many parallel ranges, separated by deep val-

leys, present as before .to the East, the same

barriers with the Atlantic States, as far down
South as Shelby county, Alabama, and will

have to be cut or tunneled through, in order

to make the requisite connections. As to the

probable characteristics of the country to be

traversed in this supposition, I can but sur-

mise them, when by taking for comparison

the Nashville and Chattanooga Railroad, the

nearest in the vicinity, and running along be-

tween, and through these same mountains,

and having even more room to select its

routes, presents maximum gradients of 2 feet

in»100 feet, or 105.6 to tbe mile, and cost

$43,000 per mile, (accordiug to the last Jan-

uary number of the American B. JR. Journal.)

putting its whole length with its braDch at

158 75 miles, and cost $6,822,580.

Presuming the object of the projectors of

the Cincinnati Southern Railroad, is to take

the widest grasp possible on the Southern

Atlantic States, the line I should propose, is

in my opinion, the one most likely to reach

the object desired, would be to run in a di-

rection mostly Southward toward tbe great

chains of mountains, at the most convenient

and practicable place in the neighborhood of

Jacksboro, Tennessee, following the course

already selected for the projected railroad

from Kuoxville, Tennessee, to tbe State of

Kentucky, thence to unite at London Station'

on the B. T. & Ga. R. R-, which is already a

link in the great thoroughfare, and shortest

distance between New York and New Or-

leans, besides connecting more or less directly

with all the main systems of railroads of the

Atlantic and S-Juthern States, numbering al-

ready in operation some thousands of m.les.

as shown by the tables given above.

To be more specific, I would propose start,

ing from Cincinnati, and passing the river to

Covington, Ky., to make use of all the road

already in operation from that point to Paris

thence, if a direct line is practicable, to con-

struct it to Richmond, London, Wiliiamsburg

and the Tennessee State line, thence to Jacks-

boro, Tennessee, Clinton, to cross Clinch river,

at or near that place; then to perfect the

junction with the E. T. & Ga. R. R. at Lon-

don, at which point would terminate the work

of construction on the main trunk of your

road without the necessity of bridging the

Tennessee river ; and there to make use of

all the roads already built in the Southern

Atlantic States, and hereafter if you had capi-

tal to spare, to assist other companies in the

construction of such roads which would best

serve your interests, by perfecting aud com-

pleting your Southern net-work of railways as

has been done by New York, Philadelphia

Baltimore, Boston, Chicago, etc., for theirs.

The direct distance from Paris, Ky., to

London, Tenn., is approximately 160 miles,

making it ab^ut 180 miles- for a railway line.

Having never been on the ground, as I said

before, I will estimate the cost of this Hn3
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only by making use of calculations of proba-

bilities :

130 miles with ordinary work at

$25,000 $3,250,000

50 miles with heavy work at-

$45,000 2,250,000

Total, 180 miles, probable estimate $5,500,000

General average per mile $30,555

Located as just described, this line will of-

fer many advantages over a line confined be-

tween the mountains, viz :

1st. The shortest distance possible to the

Atlantic Southern States, and to the great

artery which communicates with, and ties

them together.

2d. The shortest and cheapest road to build.

3d. Your shortest road to Bast Tennessee,

Virginia, North and South Carolina.

4th. From Cleveland, Tennessee, you can

at will, either reach Chattanooga, your pro-

posed terminus, by the Cleveland & Chatta-

nooga R. R , or follow its Southern direction

on the Eastern side of the great chain of

mountains.

5th. At Dalton, which is the terminus of

the Selma, Rome & Dalton R. R, you unite in

this mo3t important link in the Northern and

Southern thoroughfare, a link 234 miles long,

and which has for its lessee, one of the clev-

erest, most industrious and enterprising of

your citizens, Mr. A. D. Breed, who is also a

stockholder in the same road, I am told, to

the amount of $1,500,000.

This is a consideration of great importance

to your undertaking.

Gth, and lastly, this line will furnish rather

better gradients than a mountain route can

possibly do.

Passing in review the connections and rami-

fications which this proposed line makes or

meets, we see that from Clinton, Tennessee,

by way of Knoxville, Bristol, Lynchburg, etc.,

you can reach Richmond, and any part of

Virginia and Maryland

Also, via Knoxville and the different rail-

roads in progress, East of that place—the

Blue Ridge, Rabun Gap R. R., and others,

you can reach Southern Virginia, North and

South Carolina, and the ports of Norfolk,

Wilmington and Charleston.

From Cleveland, as already stated, you

reach your terminus, Chattanooga, thence

Western Alabama and Eastern Mississippi

through the important Alabama & Chatta-

nooga R. R ,
now in progress of construction,

and running West of the Lookout mountains,

and through very rich mineral regions.

From Dalton, by way of the Western &
Atlantic R. R , or the State Road of Georgia,

and Atlanta, its go-ahead capital, you can

reach, via Augusta, (the manufacturing city,)

Charleston or Savannah ; or from Atlanta,

via Macon, you can reach Savannah, Bruns-

wick, Columbus, Albany and South and South-

eastern Georgia and Florida.

At Rome, Ga., you will meet with several

important connections, when the contempla-

ted enterprises from that place are completed.

Among these are the opening of the Coosa

river for continuous navigation, with the Ala-

bama river to Mobile.

The construction of a railroad direct to

Decatur, Alabama, to intersect rich mineral

regions.

The construction of a railroad direct to

Lagrange, Coiumbus and Southern Georgia.

At Jacksonville, Ala., begins a railroad,

partly graded, to Guntersville, on the Tennes-

see river. This point will probably be the

terminus also of the two other railways origi-

nating, one at Griffin, the other at Carlers-

vi lie, Georgia.

At Oxford, Alabama, will apparently inter-

sect the railroad in construction from Opelika

to Guntersville, Alabama.

At Lime Kiln is the intersection of the very

important railroad now in construction from

Montgomery to Decatur, Alabama, and pass-

ing through the richest mineral section in the

State of Alabama.

And at Selma, Alabama, communications

are already or soon will be made with Mont-

gomery, and Southeastern Alabama, Pensa-

cola, Mobile and South Alabama, South-east-

ern Mississippi and New Orleans.

I have given intentionally ail these con.

nections completed or in progress, and those

contemplated along the Selma, Rome & Dal

ton Railroad, to show the advantages to your

city to have this important link attached to

your projected Southern Rulroad system.

We resume this paragraph by affirming

what has been said before, that your projected

Southern Railroad, if permanently located as

above described, is the shortest and cheapest

to be built, with as good, if not better charac-

teristics or gradients. The shortest to get

rid of the great natural barriers east of you,

the Alleghany, Cumberland and Lookout ran-

ges of mountains, and to establish your con-

nections with States east and south of you.

That it throws open for the traffic and com

merce of the West and South, the widest area

of the Atlantic Southern States that you can

possibly embrace, and offers more numerous

connections with States and their different

systems of railways, more direct lines, and in

a word—more facilities to transact business.

As regards the polittcil bearings concern-

ing this line, they can be resumed in a few

lines

:

By shortening and facilitating com-cuni-

cations between different States or sections of

country. Your line will in the same ratio

facilitate and increase commercial relatiuns

and social intercourse, the wealth of both

sections, as also, the good will and feelings

between them. It will act as a powerful

agent of civilization, promoting in all sections

the facilities for agriculture, industry, manu-
facture and commerce; which produce wealth

and happiness, makiDg the ties of friendship

closer between all sections. Every patty

must be benefited, even the general govern-

ment in the shape of more revenues to ibe

Public Treasury.

As for its strategical bearings, they have

to be considered; but in the event we should

get into war with a foreign power, which is

not probable in our life time, in that case

located and connected as before described,

originating in the great centers and hearts of

the immense agricultural regions of the WesU
it would be to the government its most im-

portant auxiliary, its great channel to furnish

supplies to the armies of the Southern Atlan-

tic States.

The last point to examine and very essen-

tial in its nature is : Will this enterprise

payt
We have presented an idea of the wealth

and resources of the Southern States, the

means to develop them, and the fair prospects

of all sorts existing for their development.

There remains but a few remarks to add to

those already expressed, and if it is demon-

strated that this line will increase the mutual

relations of business between the Western

and Southern Slates, it must necessarily

result that the enterprise will pay.

As already alluded to, the Western States

as well as those of the South Atlantic slope

have labored to this day, under very great

advantages for their respective interests,

principally the latter, owing to the want of

direct communications, and to the additional

cost to the products, resulting from the cir-

cuitous routes upon which tuey are carried,

and which in many instances are double

treble, and even four times what they should

be over the most direct line.

One of the first principles of political

economy, as well as good commercial sense,

simple, clear and true in its signification,

teaches us that an industry to be profitable

must be congenial, natural, and the best

adapted to the country or locality where it is

established. Soil, climate, raw materials,

labor, wages, provisions, outlet, &c, are all

considerations to be looked into and must be

Jound in the best conditions.

Mr. A. T. Stewart of New York, as a sensi-

ble man, will not transport his stores on
Broadway among Sioux Indians, nor even in

the city of Pititka, Alaska; nor Mr. Peter

Cooper will carry his furnaces to Palatka

Florida, on the St. Johns River.

Reasoning then from this axiom, we de-

duce this truth, that if, while in the States of

Ohio, Illinois, Kentucky and Indiana where

20 to 35 bushels of wheat, and 80 to 100

bushels of corn are produced to the acre, the

average only in the Southern States is 5 to 7

bushels of wheat and 10 to 20 of corn ; it is

evident, that the culture of said products is
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profitable in the Western Slater; and ought

lo belong exclusively to them. In tire same

manner the culture of tobacco, cotton, sugar

and rice is more congenial and better adapted

to the Southern States, and ^otisequemly

more profitable to these.

Why is it the South produces the above

cereals in the place of its. own staples, so much

to its own detriment? The reason is, that

transportation enhances the cost so much.

We must not lose sight of the important

fact, that products of relatively small value

and of heavy weight, or of large volume, as

raw material to build, fertilizers, grain <fcc:,

can not stand high freights or long traus

portation.

The South with all its disadvantages to

raise its provisions, can with its present

means of communications, produce them

cheaper than you can furnish them. Make

then the shortest road practicable, and deliver

these cheaper than we can produce them

—

you monopolize the Southern market, and

in return we send you at less prices, staples

you can not produce, and by this turn of

affairs your enterprise is obliged to pay.

Your line in this way will become the

great channel of trade between the Western

und Southern Atlantic States.

These are the few remarks that have sug-

gested themselves to me, with reference to

your projected enterprise, which, if carried

out, will, I ara certain, benefit Cincinnati in

the same manner as the Erie Canal and Erie

Railroad have benefited New York, the

Baltimore & Ohio Railroad has benefited

Baltimore, and as at present the Ctntral

Railroad of Georgia is benefiting Savannah

A large current and counter-current of

business would soon be created in this new

channel, provided, it is put under the control

of a man of wide ideas, of sound and correc^

views, of extensive, administrative faculties

and experience, and chiefly, of gi eat and iudo

mitable executive will.

There exist but very few men who could

govern France, al< hough, you find thousands

claiming to be able to do so; in the same way,

I will say it is not the business of every man

to be a railroad president.

To conclude, [ will express tn you my re-

grets of my inability of giving you and your

friends a better and more complete report.

The want of the knowledge of the physical

features of the country, where your road is to

be built, has not permitted me to touch on

the technical question, a most interesting

one, but which we have of'en to overlook for

considerations of more importance to compa-

nies.

Also, for the want of special and particular

statistical information, and principally the

want of time, have altogether compelled me

to limit this appreciation of your project to

generalities more than to facts.

I have given to you in a professional point

of view, the true expressions of my ideas,

views and impressions

I shall be happy if they coincide with yours,

and that of your friends the originators of

the great project; and I shall he more so to

see this reduced to a material fact, the results

of which I believe will far surpass our most

sanguine expectaiions.

There is no country in the world that pre-

sents so rich and flattering a field for capital

and enterprise.

I remain sir with high consideration and

esteem,

Your most obedient servant,

Burj. Lettardt de Beaulieu,

Chief Engineer.

Jfew Albany <S: St. Louis Air Line Rail-

road.

A correspondent of the St. Louis Republi-

can describes as follows this proposed rail-

road :

" The eastern terminus of ihe road will be

New Albany, hut ultimately connections with

the existing lines will he formed, and through

cars from St Louis will pass over the bridge!

and passengers be landed nearly in the cen-

ter of Louisville. The section of road from

New Albany west to Mount Carmel, Illinois,

is under direction of the following directors:

Wm S Culberlson, Jesse J. Brown, G. C.

Cannon, Lawrence Bradley. John MeMahon,
John B. Ford, E R Day, Maurice M. Donald,
Ij. Matthews, Augustus Bradley. Also, Mr
Edward H. Golden, of Crawford county, B P
Douglas, of Harrison county, and Andrew
Lewis, of Gibson county. Mr. Augustus
Bradley is President, and George Lvman, is

Secretary. The nam^s we have given of the

directory comprise those of some of the

wealthiest and most prominent citizens of

New Albanv, and furnish a guarantee for

faithful and energetic management. It was
determined by the directors that this section

of the road should nit be put under contract

until $1,50(1,000 stock subscription had been

raised. This sum has all been subscribed now
except $25,000, which the Louisville Bridge

Company agree to take. As soon as this

financial matter is closed, the company will

put the he ivy work on the New All).my end
under contract. On the 28th inst. a meeting
of the directors will be held and ten miles of

Ihe road from Mt. Carmel to Princeton ion
pleted by the 1st of January, in order to ob
tain additional subscriptions. The right of

way for nearly the eniire distance from New
Albany to Mt Carmel his been 'secured. In

the vicinity of the form -r city the only diffi-

cult engineering work connected with the

construction of theroid will have to be per-

formed. New Albany is nearly shat in on

the west and south by an amphitheater of

hills—not lofty out firming a ridge through

which, or rather un ler which, the railroad

line will be carried in a tunnel of about

2,700 feet in length.
" The section from Mt. Carmel to Mt. Ver

non, a distance of about sixty nvle-i, is princi-

pally under the direction of Mr. Robert Bell

who is President of the Board of Directors.

He is busily engaged at present drawing the

attention of the different counties to the mat-
ter and securing subscriptions. Most of the
counties involved will vote on the question of

subscription within a few weeks, thus antici-

pating the operation of the restrictive clause

of the new constitution of Illinois against
counties voting for stock. About. iweut)-two
miles of this section have been already graded.
The work was done, during G iv. Picketing'^
time, when the same project of connecting St.

Louis and Louisville by a direct line of raiU
was under considerati n, so that the concep-
tion of the present, enterprise is not of recent
date, but some twenty-five years old

" The section from Mt. Vernon, to East St.

Louis is under the management and control

of Gen. E. F. Witfslow and bears the title of

the St. Louis & South eastern Railway. In

tact the three sections named, are separate in

their control and ownership, but when com-
pleted a consolidation will be affected as dic-

tated by mutual interest and already agreed
noon. This last section is about 75 miles in

1-mgth and according to a recent statement

by Gen Wms'ow, will be completed by the

15th of November, all the necessary fuDda
having been secured''

Cincinnati, Richmond <!- Chicago Railroad
Company.

Repirt roR"THB Year ending March 31,

1870, as follows :

INCOME.

From passengers. ..$51,^35 77

From freight 35,572
tons 46,965 10
From mails and exp... 6,78+ 45
From rents, &c 616 63

$105,751 f5

EXPENSES.

For operating $77,579 48

For taxes—State $2,974 98
For taxes—national. 1,284 62

4,259 60

Insurance 319 63

Interest on bonds 43,750 00
Interest and ex 148 63

$126,056 74

Excess of expenses
over receipts $20,304 79

Balance Sheet.

ASSETS.

Construction $ 826,733 29
Equipment .- 120,451 9S

ileal estate 700 d0

Profit and loss 82,109 62

Total $1,029,994 89

LIABILITIES.

Capital stock $ 382,600 00
First mortgage bonds 560,000 00
Second " " 62,000 00
Interest on bonds unpaid 462 25

C, H. & D. R. R. lessees 17,832 64

Total $l,u2:i,994 89

Lsavenworth, Lawrence & Galveston R. R.
— Montgomery county, Kansas, whicu is ad-

joining ihe Indian Territory and at its neaiest

point 24 miles west of Chetopa and 42 miles

west of Baxter Springs, has voted to subscribe

$200,000 to the Labone road, in case it shall

be constructed through its territory for a di-

tauce of not less than 15 miles. It is e.\-

pected that the cars will be running to Hum-
boldt by the middle of August. The road

has been graded eighteen miles south of

Humboldt, and the ties distributed along the

track, ready to be put down.
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Railroatft Items.

— The Grand Rapirls & Indiana Railroad

is now in operation between Fort Wayne and
Sturgis, where it crossed the Lake Shore &
Michigan Southern, a distance oi 56 miles.

It is progressing rapidly, with most of the

road-bed completed, north of Sturgis 10 Grand
Rapids, and has recently been opened lor

business north of Grand Rapids as far. as Big

.Rapids (named " Leonard'' on most oi tile

maps) 55 miles, and will soon be completed
to Paris, five miles, further north. It has an
arrangement for running its cars over the

Kalamazoo Division of the Lake Shore &
Michigan Southern between Grand R.apida

and Sturgis, until October 1st, so the connec-

tion is complete Ironi Fort "Wayne to Big

Rapids, 207 miles.

—The Evening Express says :

The Board of Directors of Wells, Fargo &
Co.'s Express Company, have resolved lo call

a meeting of the stockholders, to be held in

New York, on the 1st of September next., to

vote upon the proposed reduction of the capi-

tal from $15,000,000 to $5,0*10,00/0, said t educ-

tion to be effected by the surrender of the ce -

titicates of stock which may then be quis'Uinu'-i

ing, and the issue in lieu thereof of n -w

certificates, in proportion *'f one share o'
'

par value $1,000 for every three shares f e

present stock.

—Twelve miles of the Nebraska Division

ol the Burlington & South-western Raiiii'iaO,

from Rulo westward, tire in operation, and t

is intenied to complete i0 miles mute, o

Pawnee City, by the first ot vht her, and al o

ten miles eastward, to form a connection wt I,

the St. Joseph & Council Biuff.-, li'iie at Mound
City. Six thousand Ions ot mm ate "ti t> e

way from England lor the road, an awou'ii

Sufficient to lay I5H miles of tra k ; O.-i u e

E istern Divii-ion, west of Fort Madison, 500
men are at work.

'— On the Nehraska extension of the Bur-

linglon & Missouri River K.nlrond the track

is laid nearly to Lincoln, the capital ot Ne-

braska, about 50 miles from Plattsmouth, and
aooui '25 miles souih-wesi of Ashiand I he

contract for grading ihe line for iwenty miles

west of Lincoln has been let to Messrs. Sulii

van, Hnrrigan Brothers, West Brothers, and
Foley Brothers. This will lake the road

about six miles west of the Blue River.

—The works of the Schuylkill Navigation

Company have been leased to the Reading
railway for 999 years, at an annual remal of

$fi55,'O00, of which $527,852 52 is for inlerest

on loans and bonds, $S0,55ti fir dividends on

preferred stock, and $2f->,3G0 on common
stock.

—The Stcck Exchange has heen notified

that the Toledo and Wabash Company will

issue thirty days hence $:-!, 000,(10" or 30,000

shares new stock of the company to represent

the exlension of the line from Decatur, III.,

to St. Louis, and for other purposes.

—The grading on the Atchison, Topeka &
Santa Fe Railroad is completed and Ihe track-

laying soon will he as far as Emporia, where it

will cross the Missouri, Kansas & Texas road.

Engineers are locating the line 60ulh-west of

Emporia.

B£S°" The State of South Carolina will pur-

chase another $100,000 State bonds for the

sinking fund, under sealed offers, to be opened
on Thursday, July 7, at the State Agency, No. 9

Nassau street. N. Y.

• Le Van's

Impyel Governor,
"WITS

BALANCE VALVE COMBINED.

"Warranted to give entire satis-
faction. One will be sent to
any r°Rponslblo party on,
30 days' trial to be re-
turned at our ex-
pense ffnot as
represented.

Price List and Photographs sent
on application.

"W". Earnst Le Van & Co.

'..v'nV-X'i-'i^ 1
S.E.cor H'.'h cmrt Wood Sts. ,

jidi 1 Liii..ii:ii i 1 ii,jj..'i:i.!ii|| ||i_ /,( Philadelphia.

30 U 70, '0.

T- F- "RANDOLPH,

M AfMLK ••(.: I Ui> bB OK

MATHEMATICAL INSTRUMENTS

Til ODOL1TS TRANSITS. LEVKLS

nitAFTtNO INSPRUMKNTR, Ac,

fi7 IV. SjxtSl fit., Ciliciiinnti. O.

Cirjnlars si'nt five.

13 .i Tfi. 1J
Kstuhlitihed IS33.

E DWIS 3. II(»nifE«S,

Successor to

Mc!»AK"FJ, & HORSES.

Locomotive and Railroad

CAR SPRING MANUFACTURER
\Viluiiu£lou, Wetaware

GRAND SCENERY!
B@*QUIGKEST lioTJTE-©si

59 Miles ia Distance Saved

SaStsmore&OhioR.R.
—TO—

balttmore,
rillL,A I>EL PITTA

,

NEW FOllK, and

71 OSTON,
WITII THE PRIVILEGE OF GOING TOWASHING rFOTV

^^.FEEE!°^^
NO CHANGE OF CA.VJS
t'roui Cincinnati Polfi'mnvo and hut ONE

or Columbus to J-Jcli L1I11UX C C1MNGIS
I'Uiltut fphin tind JVeiv York,

n\:;r;
T
G
n
^cK^i.^Baltimore&0hioR,R.

,i. I,. Wl Ron. Muste of Transportation.
L. M. COI.K, 'leneral I'lcfeel Agent,
i. li.Gl !.S >.\, General Western Passenger Ajrent.

JANUARY 1st, 1870.

• Jiitrhtiia!) to M. Louis Without
< liange of Cars.

Ohio & Mississippi Railroad,
f^or St. Louis, Cairo, Louisville, Evansville, St. Joseph

J" f
l

,

fr^('ti City, unci all points on the Lower Mis-

sissippi Itiver, and on the the Illinois

Central Railroad*.

TiliB'SRUlV AS FOLLOWS :

Sr. I.- uis, Ev nsville wnd Cairo
v t .it 7:15 A M. 10:5,5 P. M".

O-strooil A.-c-mmoiiati'-n. . . . 3:1,0 P. M. 8:45 A. M.
riirrnii-h W--SN-.1, Kxpiess f»:l P. M. 8:3d P. M.
Siiht'KxpreoB ' .TU£(KP:H. (i:00 A M.
The 5:1b P. M train runs daily. Trains run by Vin-

'/rtniiea tinit;. VJ min uifs slower than Oin'ti time.

tickets ot in ui-njatinn apply at Offices, 1H2 Vine
Corner Kmntand Broadway ; and at Deput, Foot
eel-

K. 0. B^NDt'KANT, Sii|jeHntpn.lent, Cin.O.
G. E. FOI LIT. rjpc'l Tick't Ajj'l, S-. Louis, Mo.

CffitilE lild CAR TRUCKS

As in me on the National Despatch Line of

Cir>, ttiliuied to two or more gauges. For
informal iuti :ipplj to

The Lobcell Car Wheel, Tire &. Machine Co.

Miinutacturing Agents,

^Viliiiingtoti. Delaware, or
I'HAS. BOCIilt:* A- HO, ltosloai, Mass

2-12-9, 52

Fnr
Strr-l.

Mill St

THE LOBBELL

CAR-WHEEL, TIRE & MACHINE
COMPAIVT,

WILMINGTON, T3EL.
Established in 18:16.

Allkinds ofEailroaclMachinery

GEORGE G. LOBDELL, President.
P. N. BEENNAN, Treasurer.

Hit. W. LOBDELL, Seotet&ry,
12-5-70^2
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ERIE B All*WAY.
SiOO HUES undff

Oae I,

SCO 3I1LES wittat

I'bimgc of Coaelics.

BROAD 6.11SK. DOIIBLETRACK ROUTE

NEW YORK*," BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
IPliilacleljpliia,, iSaltiauore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 4G0 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES thTsH°ORTER ROUTL.

TWO EXPRESS TRAINS OAIEY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. W..,CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urbane 10.29 A. M; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10P.M.; Meadville, 8.00P.M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Coopersjown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

0.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. iVi.; Urbana,
125 A.M.; Galion, 3.58 A. M.j Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (BkFst)

;

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
•with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

J morning trains for Boston and N. England
cities.

New and Improved Coaches of ttie style peculiar to the

Broad Gnupe. arranged for both Day and Nif?ht 'travel,

ai~ attached to this train at Cincinnati and run through to

Nf\? York, forming the Only Jjfllie running through
860 Miles without Change-

Boston and Jfew England Passengers,
with thoir Rf*;rsrna:e, arc i ransferredEKEE
OF CHAItGE in STew York.

Try The Erie Railway U'-uipany haa opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hir'i Street, New York, thu* enabling paceengers to reach

he 13 per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.
JT~p The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.
Admirers of Nature's heauties, in a daylight journey over
this l,<ne, ""ill find in its ever chancing landscapes sub
erLs of continual admiration and intere«t

Baggage Cheek'd Through
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obuired at the Company's Offices in Cin-

cinnfati, 80 West Fourth Street. 115 Vine St., 4 Burnet
Hf>U3e, and foot of Broadway, (Spencer House Block),
and at all principal Ticket Offices in the South and
So'irh-trest. WM. R. HARK,W It. SBTATTIJC, Gen 1

! Pass'r Ag't.
General S jutbern Agent,

Best Route to Si. Lotii* and Chcago

INDIANAPOLIS,
J- CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINN ATIto

. LO
,

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Fiver Towns aDd Cities in the West,
North west and South-west.

TO^The 7.35 A- M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail. ... ".20 am 12 4i* am
St Louis and Springfield Kxpress... 2.40 pm 7 35 am
:'St. Louis and Springfield Kxpress. l".20pm 3.42 pm
Liwrenceburg Accommodation 10. 1 am 2.35 pm
Lawrenoeburg Accommodation 4.^0 pm 8.25 am
*The 10. .0 vta. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm g.3i> pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTiekeis can be obtained atthe Burnet House
Office, corner oi Thiid and Vine ; River Office, corner o

I

Walnut Streetand River; and at Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neaiertl.e business center
of the city than the Depot of any other railroad, and with-

in afew squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
A. E. CLARK. GeneralTicket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE. "

Eastern Express (Erie Railwayj. 7:00 A. M. 6:3" P. M.
do do do .. 9:4:, P. M. 7:C0 A Ill-

Toledo, Detroit& Canada 7:15 A. M 10:25 P. M-
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne it Chicago 7:15 A.M. 10:25 p. M.
do do do .... 2:30 P. M. 5:40 P. M-
do do do ... 6:30 P. M. 7:3UA. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Sprintrfield Accommodation 2:30 r\ M. lOreHA.M.
Sandusky, Cleveland &. Buffalo.. 6-.30P M. 10:2*1 A. jl.

Muncieilndianapolis .... 7:15 A.M. 10:25P.M.
do do 5:60 P.M." 1:20 P.M.

Hamilton, Eaton A: Richmond.., 7:1a A. M. 10:25 P. M.
do do do. ... 5:C0 P. M. l(i:2n A. M.

Hamilton Accommodation 9:30 A. M. 8:»i5 A. M.
do do 6:50A M.

Trainsrun SEVEN MINUTES FASTER than Cincin-
^atitime.

For allinformationand throughtickets, please apply at
theold office, south-east corn ei of Broadway and Front; Bur-
net House Office, corner Vine and Baker streets, and at the
respective depots. East Front and WestSixth streets.

D. MnLAREN, Gen'l Superintendent
SAM'L STEPHENSON, Gen'l Tick'tAg't.

JmnibuseEcaU for passenger?

The Old And Reliable Route.
f^^^^^gi^ig §111I§|§

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with ihe Cincinnati, Hamilton &
Dajtun, and Little Miami Railroads, still cont :nue to trans-
port produce and merchandise between Cincinnati and
Putsbusg. Philadelphia, Bahiuicre

t New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
(Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHOET-LINE RAILROAD.

Time only 5 liours
Fare Only §3.50—Transfer from Hotel or
KesiUcuce to .Depot* in Covington, 1 rte.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis, Ntw

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
MnrringMrtil 7,35 A. M. 2, 3"P. M.
Evening Kxpress 7. 15 P. M. 3.45 P. M.
Nii>ht Express 11,15 P.M. 5.0UA.M.
Walton Accommodation 4,iOP.M. 9.35 A.M.
Che 'i :35 A. M. train runs-daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommudation .oOer great inducements to the
citizens of Cincinnati and Covington wno wish to pur-
chase country residences or small faims for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. Pur
further information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Depit Covington. Ky.

SAM'L GILL, Gen 1
! Sup't- Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackawai.ua. ami Western Railroad, and at Eusion
with the Lehigh Valley Kaiiroad. and its connections,
forming a direct line to Pittsburg and the West, wituout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Luuis, etc-, with but one change of cars.

Silver Palace cars through irom .New York' to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock
OJC
7:15 a. m.—For Somerville.

8:30 a in.—For Flemington, Junction, Stroudsbur^
Water Gup, Scrantun, Kingston. PiUston. Greai Bend, &c.
12 Uk.—For Flemington, Eastm, Allentown, Mauch

Chunk, V\ ilkesbarre, Reading, Columbia, Lancaster,
fcphrata, Litiz, Hottsville, Scranton. Harrisburg. &c.
3:30 i>. m.— For Easton, Ahentown, Mauch Chunk

and Belvidere.

4:30 p. 111.—For Somerville.

5:25 »- ill.- For Somerviile and Flemington.
G p. 111.— For Kastun and intermediate stations.

7 p. ui.—For Somerville.

7:20 p. m.—EmiuEant—Stopping only at the princi
pal stations.

9:00 p. m.-For Plainfield.

11:50 p. in.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown, Harriaburg, and the West without
change of cars to Cincinnati or ChicHgo, and but one
change to^St Louis. Connects «t Harrishurg for Erie and
the Oil Regions. Connects at Junction for Strourisburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbane, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) fi»r Kaston. Bethlehem. Allentown, Reading, Ilairis-

burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cara
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to i-cranion. This train will be run to Easton oil

Saturdays as a local train, stopping at principal stations.

8 p. nt.

—

Western Express Train, daily, for Kaston
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, trie
&,c.

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, !»., 9:30, )o:3U, 11:40a m—12m, l:iO. 3:«0
3:00,3:3ii, 3:45, 4:15, 4 3(J, 4:45, 5:10,0:25, 5:45.6:1,0,6:^5,

7:00,7:2 , 7:40, 8:1 0.9:00, 9:40 10:45. ] 1:50 p. m.
Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, Foot of Liberty &t., N. Y.J
otNo. I Aator House; Nos. 254, 271. 520 Broadway ;?f

No. 10 Greenwich st., and at the principal hotels.

R. E. RICHER, :>uperintend«B^*

H.P.Baldwin, Gen Pass.AgW
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The Southern Railroad.

Axial Line from the Lakes to the South-
ern Atlautic.

We thought we had got through with the

discussion of the Southern Railroad for the

present. Besides, the weather U excessively

hot, and if we go any farther South, we shall

be roasted. But we seat ourselves at Mackinaw,

and view the matter in a cooler manner. We
find a report by the citizens of Rome,

(Georgia) which carries us Lack some fifteen

or more years, to what we were advocating

with all our might—the '' Cincinnati & Macki-

naw Railroad." The meaning of that

echeme was simply a "Great Axial Line"

for the entire United States, with its northern

terminus on the center of the great lakes, at

Mackinaw; one point at Cincinnati, the cen-

ter of the Ohio Valley; and the other at the

extreme South, Pensacola or Apalachicola.

AH the railroads of the couotry had been

made East and Wost— with a view of carry-

ing produce to the Atlantic ports. Now it

was and is perfectly manifest, that a grea 1

line, crossing those other roads and having

no great competition, and exchanging the

products of opposite and different climates,

must of necessity bs extremely beneficial to

the country ; and, ia all human probability,

very profitable to its owners. But there were

two difficulties in the way, which have here-

tofore proved inseperable, First and great-

est, the South had no great city like New
York or Boston, which must secure the trade

of the interior, and was waiting to advance

its capital for that purpose. If it could have

done that, the great Southern Railroad would

long since have been built. In default of

that, Cincinnati would at any time have done

it by corporate means, if she was allowed to

do it. But she was not, and here comes the

second difficulty. The Stale of Ohio, by one

of the most ridiculous and indefensible pro-

visions of the Constituiion which man ever

contrived, prohibited Cincinnati from sub-

scribing to railroads; and to crown the whole,

Kentucky forbid this city to make it at her

own cost I

But now after more than fifteen years of

discussion, we have the same old ideas ad-

vanced in the South, and everybody sees

they are just, and everybody wants the work

done; but here are the same old obstacles

and what shall we do? Well, it will do no

harm to look over the route, and see the in-

terests the South has in the matter. Now
let us look at the route a little. In the first

place, we may note, that this question of

route has been no little in the way all the

while. When Cincinnati fixed a Southern

" terminus," ii should have been a terminus

in the extreme South—and thus all the inter-

mediate interests would have been united in

Kentucky or other quarters where we wanted

strength. The true plan was to consider the

"Southern road,' as a part of the grand

Axial Line through Cincinnati, from Macki-

naw to the extreme South. It is very obvi-

ous, that in such a line, Georgia has more

interest than any other State, for she is a large

State; and this axial line would go through

the whole State from North to South. Hence,

it is, we have this Rome report, and others

that have been made. The Rome report says,

speaking of the LaGrange & North Georgia

Railroad :

By reference to a map of the country, it

will be seen that this road, if ever built, will

form one important link in the great railway

project which is designed to connect the

Northern lakes with the Gulf of Mexico, and

which is to run as nearly as practicable upon

an air line, about midway between the Atlan-

tic ocean and the Mississippi river.

Taking Appalachee bay as a starting point,

this route will traverse the entire State of

Georgia from South to North, near her West-

ern horder, and in close proximity to the line

of Alabama, thus forming a common channel

of traffic and travel for both States; thence

it will cross through East Tennessee and

Kentucky, to Cincinnati, where it will divide

itself into two main routes now in operation
;

the one running North-east toward the lakes

Huron, Erie and Ontario, and the other

North-webt, toward the lakes Michigan and

Superior.

To be more specific in relation to that por-

tion of this road in which we are more im-

mediately interested, let us take St. Marks,

on the Appalachee bay, as a starting point,

and the road will piss through Tallahasse
1

and Quincy, in Florida, thence it will cross

into Georgi«, touching at Bainbridge, Cuth-
bert, Columbus, LaGrange, Carrollon, Rome
and Chaiianooga, where it will form a junc-
tion with the great air line, and thus supply a

means of communication northward, which
the people of Western Georgia have long
wanted.

In other words, the construction of this

line will give Rome a route through the whole

of Georgia, nearly parallel with the West

line of the State. But the material point,

(and it is all important,) of this line, is that

it will be nearly 200 miles shorter to the Gulfr
than the only practicable connection we now

have with Chattunooga, and furthermore, and

equally important, it will afford the shortest

connection with the roads through South-west

Virginia, and South Carolina, The proof

of this is in the following statement made in

the report :

Taking Columbus, Georgia, and Cincinnati

as ihe two points for comparison, the follow-

ing distances are fouud

:

By the following routes. Miles.

From Columbus 10 Rome, to be built 141
From Rome to Dalton 38
From Daltnn to Loudon, leunessee 82
From Loudon to Pans, Kentucky 180

From Pans to Covingtun and Cincinnati oO

Total distance fiom Columbus to Cin'ti. 521

Frou Columbus to Atlanta 139
From Atlanta to Chattanooga 138
From Chaiianooga to Nashville 151

From Nashville to Louisville 185

From Lou'vlle to Covington & Cincinnati 107

Total distance from Columbus to Cincin-

nati by actual routes 720
Giving in favor of the proposed routes 199

miles.

The State of Kentucky will, in its eastern
portion, at least derive more benefit from
this direct line to South Atlantic States,

chiefly from that section of the system be-

tween Loudon, Clinton and Paris, than any
oiher in the country.

Taking for illustration, Paris, Kentucky,
and Clinton, East Tennessee, the forking

points to go to Knoxville, in the direction of

Virginia, North and South Carolina, and to-

ward L)udnn in the direction of Georgia,

Aluhama and Florida.

We find that the distance from Paris to

Clinton, by existing routes, is 565 miles,

while by the proposed route it is only 150

miles, showing a saving in distance of 415
miles, and of 55 hours 20 minutes in time,

and in money, $41 50 for each rounds trip.

This wants no comments, but what remains a

matter of great surprise is, that the Legisla-

ture of that intelligent and progressive peo-

ple has defeated bills purporting to remedy
this enormous and injurious condition of af-

fairs for their own State, separated, as it is,

from the South Atlantic States by those natu-

ral barriers, the Alleghany and Cumberland
chains of mountaiua.

This statement is made in reference to the

roads as they now are. A direct road to Chat-

tanooga, would remedy a large part of this

difficulty, but it would not the whole by any

means. For the sake of a direct road to

South-western Virginia, North and South

Carolina, and the perfection of the great
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axial line, it is, and will remain true, that

we ought to have a direct railroad from Paris,

nearly on the line pointed out in the Rome

report, and we say that such is the necessity

of it, that let what will be done on other

routes, the direct line to the South, and the

South-east will be made. The scheme of the

great Mackinaw, Cincinnati and Southern

road will be made, and when made, will be

the greatest work ever accomplished for Cin-

cinnati and the South. We trust that capital

will soon be found to accomplish it, aud it is

one of the really good schemes, planned for

the future development of the interior.

Cincinnati Connection with Chesapeake
& Ohio Railroad.

Gallipolis, July 11th, 1870.

T. Wrightsox, Esq
,

Editor of the Railroad Record.

I take the liberty of addressing you a few

lines on railroad matters. Last February,

some of our citizens, in connection with Hon.

H. S. Bundy, of Jackson county, and some

citizens of McArthur, Vinton county, applied

for and obtained a certificate of incorporation

for the Gallipolis, McArthur & Columbus

Railroad Company, their object being to run

a road from here up the Raccoon valley to

McArthur station, on the Marietta R. R
,

thence to the town of McArthur, thence to

Logan, in Hocking county, and then connect-

in or with, and running to Columbus, on the

Columbus and Hocking Valley R. R. The

company has donated to it by deed of gift,

the old road bed of the Scioto and Hocking

Valley R. R., from McArthur station to Lo-

gan, 26 to 27 miles, on which I am told there

is about 1200,000 worth of grading and ma-

sonry done many years ago. I passed over

it in May last, and found the embankments

and masonry, with some slight exceptions, in

good condition throughout. We opeued books

at different points along the line, ou the 20th

June for subscriptions, and we are steadily

aldinc to the list. I had a conversation with

Mr. C. on Saturday evening, he informed me

that your citizens were agitating the question

of a, road from Cincinnati via Hillsboro to

Gallipolis, to a connection with the Chesa-

peake and Ohio road at this point, and at

same time wanting it to pass through the coal

fields back of us, and further said your citi-

zens talked of building a road from your city

to Hillsboro, that would be shorter lhan the

road now built between these two points. I

have had some correspondence with Col. W. H.

Trimble, of Hillsboro, (who is the leading

man in their railroad enterprise) and have

advised him fully of what we are doing, and

suggested to him the propriety of joining us

with their road at the Keystone furnace, on

little Raccoon, 22 miles from here, at which

noiut he would be in the midst of the coal

5eHs, and could pass over our road to this

point, to a connection with the Chesapeake

and Ohio road, and over the other end of our

road to any point of the coal fields of Jack-

son, Vinton, and Hocking counties. To this

suggestion he replies that they cheerfully ac-

quiesce in our plans, and will join us as sug-

gested above, at the Keystone furnace. I

understand from Mr. Trimble that the work

on their road bed from Hillsboro to Jackson,

is about two-thirds (if not more) done, and

that they are busy soliciting subscriptions and

getting the right of way. Now if we can get

our road finished to the Keystone furnace, it

will be to the Hillsboro company next thing

in importance to building that much of their

road for them, then if Cincinnati will aid the

Hillsboro people in building their road to the

Keystone furnace, and aid us with a moderate

subscription to our road to the same point,

they will make sure of a connection here

with the Chesapeake and Ohio road, aud will

have access to a line of 40 miles through the

richest coal and iron fields of Ohio, via our

road, and from Keystone to Cincinnati, have

a road of lighter grades, and shorter line than

any other coal currying road that enters your

city; and consequently, can deliver you coal

at less price than any other road coming into

your city. Then they would have the shortest

and best road from your city to the Atlantic

seaboard in the country, and shortest in

miles, and best, because it would have much
less grades than any other through road yet

projected from your city to the seaboard.

Will jour city take hold of this enterprise,

which must be to them of vast importance,

or what do tl.ey propose to do in this direc-

tion ? If not asking too much, I would like

to hear what (they) Cincinnati propose to do,

or what they would like to do. We consider

our route from here to Logan a very favora-

ble one, having no grade over 39.60 per mile,

and only a few miles at that much—over one-

third of the distance level. At times of a

scarcity of coal in your city, your citizens

would find the Hillsboro road almost invalua-

ble to them ; then this coal business, with its

Eastern connection, must make it a very

profitable road to the stockholders.

Respectfully yours,

W. H. Langley.

[It is very difficult, indeed, to tell what

Cincinnati will do, (we could readily tell

what Cincinnati ought to do) in reference to

any railroad enterprise that requires money

from her citizens. If a series of resolutions

will be of any service in the construction of

the connecting link between Cincinnati and

the coal fields, and iron beds of Southern

Ohio, and that would give her the shortest

and best route to the sea, and the best con-

nection with the Chesapeake and Ohio Rail-

road, we feel warranted (without having con-

sulted either body), to pledge the cordial sup-

port and hearty sympathy of the " Chamber

of Commerce," the "Board of Trade," and

the honorable the "City Council," together

with a "bravo" from every property holder

within the corporate limits. Collectively, an

a city, yon are aware they can constitutionally

do nothing, although pprfeclly willing; bo4

individually, although perfectly able, and it is

confessedly to their interest to do all that

might be asked of tbem, yet, they are inflexi-

bly and determinedly unwilling to aid a single

groat. If the success of your enterprise

should rely on any other aid than that whicb

I have suggested, I fear that, like a dozen

other projects, now being pressed on their at-

tention, -—candidates for substantial assist-

ance,— that like them, it will be doomed to

disappointment. But the resolutions we can

pledge to you without fail, especially if you

will have them prepared before you come

here. If we had about a score of first class

funerals, there is reason to suppose that dif-

ferent results might be attained. Till then

we are without hope.]

Virginia Notes.

EDITORIAL CORRESPONDENCE.

Norfolk, Va., July 12tb, 1870.

Railroad Record:—I passed down the Po-

tomac from Washington in a night, so com-

fortably that I really knew nothing about ft.

Slept all the way. But as I had made the

same trip by daylight, and there are few, if

any, changes upon this classic stream, I

probably lost nothing.

The morning broke upon ns as we were

rounding Smith's Point, and passing gently

into Chesapeake Bay. It was one of those

lovely morns, that a healthy man, risen from

a refreshing rest, and looking out upon a

beautiful landscape, always remembers. The
sun, clear and round and red as a great globe

of fire, had just lifted itself out of the sea.

The bay and the ocean before us was still and

smooth as a mirror, and reflected with great

beauty the rays that betokened a fierce day.

There were innumerable little boats along

the coast, and far out toward the horizon
;

and great ships too, with their wings of can-

vass spread to catch the breeze, that seemed

to rest motionless upon the waters as though

they were a sea of glass. Oar own steamer

moved steadily along with regular clank of

machinery, and splash of the great wheels at

ber side cutting the crystal surface, and leav-

ing it broken and disturbed in her wake

Thus we sailed by the Northampton coast,

passing the mouths of the Rippahannock and

York rivers, beneath the frowning cannon of

Fortress Monroe, touching for a moment at

old Point Comfort, thence out of the bay into

the famous Hampton Roads, and across this

charming sheet of water safely into the land-

locked harbor of Norfolk.

In passing across Hampton Roads, one is

inclined to wonder why this has not become

the great harbor of the continent, and apon
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game of the beautiful points of land upon its

margin, has not arisen great commercial

cities. Here is a harbor large enough to hold

the navies of the world, with fine anchorage,

and deep channels leading from the months

of the rivers that flow into it to the open sea,

mid retreats and shelters for the smallest

crafts, and from every storm; to say nothing

of the genial climate that keeps it unlocked

from ice, and its contiguity to the ocean that

renders it easily and safely approachable at

all seasons of the year, and under all circum-

stances.

But there is no use speculating upon this

question. Although the first settlers of the

continent found their way across this sheet of

water, and up the James, and the first church

ever built in the country was at Jamestown ;

and the British government by grants of

farms, encouraged the development, as was

supposed, of this section, and back of this

great estuary lies a vast interior teeming

with all the industrial resources that sustain

a dense population, and support large cities ;

there is no place upon these shores that rises

to the magnitude of a first class interior

town. The old civilisation did not encourage

their growth—the new may, probably will,

and before long the question may be solved

and the wonder cease.

Norfolk is making great efforts to become

the commercial city of the South. And that

she will be one of the great cities that is to

be built upon Hampton Roads, there is not

much doubt. Already her population reaches

upwards of thirty thousand—she has, perhaps,

the best riding for ships of all classes—rail-

road lines reaching far into the interior, and

others projected, that she is encouraging to

completion, that will place her in connection

with the South-west, and give her control of

an extensive and varied traffic that must in-

crease her population largely, and add im-

mensely to her wealth.

Her people are alive to their interests in

these matters, and they are planning and

scheming, and talking as largely as the deni-

zens of some of our Western towns.

Recently the three railroad interests that

made up the line from Norfolk to Tennessee,

have been consolidated, and under the direc-

tion of Gen. Mahone, will be worked as far

as possible in the interest of that place.

From this line at Lynchburg, a road is to

be made to Clifton Forge, thus intersecting

the Chesapeake & Ohio road, and with a view

to bring the business of this line to the sea

front at Norfolk.

Another scheme on foot as a feeder to this

city, is a railroad skirting the North Carolina

State line, and crossing the Virginia and

Tennessee consolidated road at Bristol,

thence into Kentucky, and making connec-

tions with Louisville and the cities of the

South-west.

This is the Norfolk k Great Western

scheme, that is to be the Pacific line between

that city and San Francisco.

The people are evidently in earnest about

this work—they propose to contribute a mil-

lion of dollars at ouce, and say that the pro-

ject is sustained along the entire line by very

large contributions of land and money ;
and

that they are going to make it without doubt.

They have other less ambitions railroad

schemes on band than this, but of great value,

and that are necessary as a system of thor-

oughfares to the interior, and the full devel-

opment of this favored point.

Among other improvements contemplated

at Norfolk, is that of supplying the place

with water. Although in the midst of water,

there is not a drop to drink except what is

caught in cisterns. And this bas more than

once proved so short, that cargoes of fresh

water have been brought here from Baltimore

and sold at ten cents a pail full.

To remedy this, (an absolute necessity,) it

is proposed to bring the Drummond lake here

from the midst of the great dismal swamp.

It. is distant about twenty miles, but high

enough to afford a good head, and accessible

at a reasonable cost. The estimate is about

half a million dollars. The water is said to

be clear, cool and healthy, though so highly

colored that it might readily be mistaken in a

glass, for light red wine.

Business seemed to be brisk on the streets,

in the market, al the railway stations, and on

the wharves. The tracks for a couple of

street railroads are down, and some time this

month there is to be a formal opening of the

routes.

I should think Norfolk would be a good

place for a large eater to live in. There is

such a bountiful supply of all kinds of vege

tables and fruits, and the finest fish that are

caught in the sea, and shell fish of every va-

riety, and all very cheap. Indeed, this ia one

of the characteristics of this whole section of

country. It is the source of vegetable and

fruit supply to the great Atlantic cities, weekB

before their local crops are marketable. I

understand this traffic is very profitable and

capable of great expansion.

Like all points that have "a brilliant fu-

ture," real estate owners in Norfolk appreci

ate their possessions, and talk about corner

lots, and water front in connection with

thousands of dollars per foot. In this re-

spect there is considerable inflation, and it

would be well to make some reduction in

these prices so as to encourage purchasers

from abroad, to give them part at least, of

the prospective value of such propertv.

I found considerable building going on in

and about the city. No important structures,

but a number of neat dwelling houses, princi-

pally of brick. A goad indication of thrift.

Steamers ply regularly from here to and

from New York, Baltimore, Washington, Rich-

mond and Hampton, and make excellent

time.

The business men are active and keen,

quite polite to strangers, ready to show them
about, and point out all places of iuterest.

All the leading men I came in contact with,

expressed a great desire to. have northern

men, and particularly those with capital come
among them. They are big with hope that

this will be the counterpoise upon the conti-

nent to New York. And as they are veiy

clever fellows, and are trying to do something,

and really have a good thing, I did all I could

to encourage them to hope on, fully con-

vinced, that though Norfolk may not injure

New York much, it will benefit the South,

and Virginia in particular, a great deal.

Celina.
t t

Atlanta and Richmond Air-Line Railway.

The meeting of the stockholders of the
Georgia air-line railroad and the air-line rail-

road in South Carolina, on the 28th of June
in Atlanta, Ga , again calls to mind the great
line which is now being constructed between
Charlotte, N C, and Atlanta, Ga., a distance
of two hundred and twenty-five miles. At
this meeting the two companies were consoli-

dated under the name of the Atlanta and
Richmond Air Line Railway Company. The
management will consist of a President and
12 directors. In the election which took
place for officers of the consolidated line, Col.

A. S. Buford, the President of the Richmond
and Danville and Richmond and York river

railroads, and who for three years past has
been in charge of this line (having organized
the enterprise,) was elected President by ac-

clamation ; Gen. A. Austel, of Atlanta, first

Vice President ; and R. Y. McAden, Esq.,

of Charlotte, N. C, second Vice President.

It has been determined to prosecute tbe work
vigorously from both termini, viz., Atlanta
and Charlotte.

Between six and eight hundred hands are
now and have been for months past engaged
on the Georgia portion of the work, and a
much larger force is being organized for the

work in North and South Carolina. The
clouds which hovered over this important
work have been dissipated, a contract having
been made with an experienced and energetic

contractor of New York, Mr. P. P. Dickinson,

to complete the whole line from Charlotte to

Atlanta in two years.

The President in his address to the stock-

holders of the consolidated company, said that

he expected during the year 1872 to run a
train without change from the waters of Chesa-
peake bay to Atlanta, Montgomery, Mobile
and New Orleans. The greatest enthusiasm
is manifested in all the counties of Georgia
and South Carolina through which the air-line

is expected to pass, and all are subscribing

liberally to the work. The line is to run from
Charlotte north of Yorkville, via Spartanburg
and Greenville, S. C, Gainesville, Ga., &c, to

Atlanta, two hundred and twenty-five miles.

The road is now in operation from Atlanta
eastward in Georgia twenty miles, and thirty-

three miles more in that State are under con-

struction, which it is expected will be com-
pleted by January, 1871.

B. Y. Sage, Esq., the chief engineer of the
air-line, is now in Charlotte, N. C, making
his arrangements for a vigorous prosecution

of the work ; and as all the capital 'required

is now ready, it is a foregone conclusion that

the road will be built in the time specified.
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The importance of this great road can not

be set forth in the space we can devote to it.

Immediately on its completion the immense
travel between New York and New Orleans

will fall into this channel, as it will be the

shortest and must expeditious route between
Richmond, Baltimore, Philadelphia, New
York, Boston and Charlotte, Atlanta, Mobile,

Montgomery, &c. It passes through a mag-
nificent country ; healthy and well watered,

rich in mineral productions, and with some of

the most lovely scenery on this continent.

The Richmond and Danville road, in connec-
tion with the air-line, is destined to be the

great thoroughfare between the North and
South.

—

Richmond Examiner.

Chesapeake and Ohio Canal.

Within the month of June there were cleared

from the port of Cumberland 838 boats laden

with coal, carrying an agzregate of 91,56+ -

04 tons. Of this, 90,202 09 tons went through
;

1,015.04 tons to Antietam Iron Works, 1 93. 1

7

to Hancock, and 152 14 to Shepherdstown.
There are now 400 boats, generally well

Blocked and equipped, engaged in the trans-

portation business, largely increased wharf
and loading arrangements, and the Canal
throughout the month has been in first-rate

boating eonditit'nn. With these facilities

twenty-five per cent more coal could have
been readily moved forward, had the state of

the market warranted the company in increas-

ing their shipments to that extent. The ship-

ments for the month, by companies and indi-

viduals, were as follows:

American Company 19,265.00

Borden Company 11,91)5.18

Consolidation Company 18,443.08
George's Creek Company 3,085. 13

Hampshire Company 3,885 0"<

Maryland Company 26,323.07
Individuals and firms 9,595 10

91,564,04
The coal shipments for the season, com-

pared with last year are as follows

1869.

March 3,080 00
April 77,382 10

May 84,110.07

June 90,636 08

1870
2,834.14

76,200.19

98,075.18

91,564 01

255,209.05 269,275.15
Increase , 14,066.10

East Alabama & Cincinnati R R—Thisis the
name of a company whose title has lately been
changed under the statute law of Tennessee.
Its maiden name was rather cumbrous: the
"Eufala, Opelika k Guntersville Railroad
Company." The Chattanooga Times says :

" It is designed a3 a direct route by way of
Jacksonville or Oxford, Gadsden and Gunters-
ville to Nashville, and by the Cincinnati and
Chattanooga railroad to Cincinnati. The
distance saved between Opelika and Chatta
nooga hy a connection with the Alabama k
Chattanooga Railroad will be at least 35 miles
over the route by Atlanta."
The Gadsden Times also says of this road :

"We learn from Col. Pennington, President of
the East Alabama k Cincinnati Railroad, that
instead of constructing a railroad parallel to

the one already graded from here to Attala,

he has 'Secured the old grade, and that Kyle
k Hollingsworth now have a number of
hands getting cross lie3, and that the road
will be built and in running order as soon as
the ties can be procured and the track laid.

He will then push vigorously on in the direc-
tion of Jacksonville or Oxford."

Railways and the Sea.

WHAT COMMERCE OWES TO BOTH.

How much commerce owes to the sea can

scarcely be computed. What London, in all

its magnificence, or Liverpool with its spien

did commerce would be to-day or whether they

would ever have been at. all, under geographi-

cal conditions that would not admit of their

becoming maritime cities, need hardly be a

matter of conjecture. Were New York, by

some terrestrial disturbance, cut off to-morrow

from immediate connection with the sea, the

whole complexion of the great metropolis' his-

tory would be changed Her quays no longer

touched by the tide, and strangers to the big

ships that make commerce as grand and catho-

lic as the globe, would t ell in silence and soli-

tude the tale of her undoing, of her inevitable

decadence, and a future buried in comparative
oblivion.

Next to an advantageous position upon the

seaboar8 for affording harbor and landing ac-

commodations to shipping, may be ranked a

similiar position with respect to the navigation

of a great interior water course. New Orleans,

for instance, is doubly favored in the kindly

geography that gives her both these advanta-

ges. It is mostly her own fault that they have

not been turned to larger account in the ad-

vancement of her prosperity ; that she has in

dolently pleaded the favors of nature as a pre-

text for indifference to the helps of art. But
this remark wo merely throw out in passing

It is charged to the account of our railway

system that it has a tendency to drain off

commercial elements from interior cities to

centers of trade and capital on the seaboard,

and that if in the face of this fact, any of these

cities are to succeed in securing greatness in

the future, they will do so by a sagacious and
vigorous policy addressed to the development
of resources of interior navigation. No doubt
it is true that New York, Philadelphia and
Baltimore do through the excellent railway

facilities afforded by their four or Sve power-

ful trunk lines to the west, invade and despoil

more and more every year the commercial
domains of western cities. Bit has the west

any possible means of confining this traffic

within itself? Can the commercial prosperity

of Chicago, Cincinnati or St. Louis be aug-

mented by cu ting off their present facilities

of railway connection with the seaboards ?

Chicago, the most flourishing inland city on
the continent, has more of these facilities

than any other, and is still anxious for more,

because, as her shrewdest commercial men
will tell you, it ie to them this western me-
tropolis owes its greatness. Even St. Louis,

with that great inland sea, the Mississippi

river, flowing past lis gates, is, like New Or-

leans, far behind, while Cincinnati and Louis-

ville, both possessing better railway facilities,

have a live, growing commerce. In fact, to

satisfy the most skeptical mind whether rail-

way communication with the seaboard does

or does not benefit inland cities and inland

districts, we have only to draw comparisons.

It is not the narrow exclusiveness in trade

that promotes prosperity, but the uniting of

land and sea in the grand freedom of com-
merce upon principals as broad as the uni-

verse.

—

Railway News.

BSg-A batch of 150 Chinaman have passed
through Omaha on their way to Algiers,

Louisiana, where they are under contract with

the Hon. (Jakes Ames and ex-Goveruor Q&c-

diner of Massachusetts.

• Railroad Meeting.

An earnest meeting of the citizens of High-
land, Pike, Scicto and Lawrence counties was
held in Portsmouth, July 20. Hon. Jnhn H.
Hughes, of Highland, was appointed Chair-
man, and James W. Newman Secretary.
Delegates from all the counties were present,

and also a majority of the incorporators of
the projected Cincinnati and Gallipolis Road.
The following was adopted:

" Whereas. It is the deliberate opinion of
this convention, after a careful consideration

of all the proposed routes for a railway to

connect the western terminus of the Chesa-
peake and Ohio Railroad with the City of
Cincinnati and the Northwest, which have
been projected through Ohio, the unfinished

line of railroad from Hillsborough to Piketon,
and from thence down the Scioto River to

Portsmouth, and thence up the Ohio, through
Ironton to the terminus of said Chesapeako
and Ohio Railroad, presents at this time and
in view of all future interests, among the

most practicable, feasible and direct lines of

railway which is possible of accomplishment
through the South : therefore

"Resolved, That a committee oftbree'oe
appointed to report an application for a char-

ter to this meeting."

The incorporators of the Cincinnati and
Gallipolis road accepted the resolution, believ-

ing the new route the most promising to reach

the western terminus of the Chesapeake
road.

The Committee reported a charter at nn ad-

journed meeting, this evening, designating

two incorporators from each county. The
same was adopted.

The meeting was addressed by Mess. Thomp-
son and Trimble, of Highland; Campbell,

of Lawrence, and Hutchins, Moore, Glover
and Duncan, of Scioto.

The friends of the enterprise are enthusias-

tic, and confident of its success

A meeting in aid of the movement is to be
held in Ironton to-morrow evening to be ad-

dressed by Colonel Trimble and others.

Cost of Labor and Snbslstence in the Uni-
ted States.

A most valuable document on this subject,

of about 75 pages, prepared by Mr. Edward
Young, Chief of the Bureau of Statistics, for

the Special Commissioner of the Revenue, is

now in type and nearly ready for distribution.

It contains

—

I. Factory Labor—Giving tables of the

average weekly wages paid in the various in-

dustrial establishments of the United State*

(from " Agricultural Implement Factories " to

" Woolen Mills,") in the respective years 1867

and 1869. The tables are the result of inqui-

ries made of the proprietors of the respective

establishments. This division embraces about

thirty pages.

II. Mechanical Labor.—Several pases are

devoted to the wages paid in the leading me-

chanical employments (" from blacksmiths
"

to " wheelwrights ") in every Slate nnd Terri-

tory in the Union, giving the average daily

rates with board, and without board, in the re-

spective years 1867 and 1869, and a recapitu-

lation by sections.

III. Farm and Other Labor.—About 12

pages are devoied to this branch. The aver-

age daily and monthly wages of both experi-

enced and ordinary hands, including farm

and other common and domestic labor, in

summer and in winter, with board and with-
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out board, in each State and Territory of the

Union, are given for the respective years 1861

and 1869, also a recapitulation by sections.

IV. Expenses of Living, <fcc.—To comple-

ment the preceding tables of wages, the aver-

age cost of provisions, groceries, fuel, and
leading articles of dry goods, as well as of

house rent and board, are given in each State

and Territory, for the years 1867 and 1869

—

also, a recapitulation by sections—the list em-

bracing 59 distinct items ; a statement showing

the average weekly expenditures of working-

men's families in the manufacturing towns of

the United States; and another giving the

average income and expenditures of similar

families in Belgium.

V. The Cost of Dwellings —To ascertain

whether the high rents paid by workmen were

justified by the increased cost of building,

inquiries were addressed to leading builders

in various cities and manufacturing towns,

asking the cost in 1861 and 1H69 respectively,

of the various materials, as well as of labor,

employed in the erection of dwellings for

workingmen. The result shows the increase

in the cost of materials to have been 58 per

cent., of labor, 103 per cent , and of building

lots, 147 per cent.

Most of the above information was obtained

by Mr. Young through the assistant assessors.

The eolation and tabulation of a vast nura

ber of returns, involving great labor, caused

delay, and prevented their accompanying the

last report of the Special Commissioner of

the Revenue, to which they now appear as a

supplement.

The following comparison of the average

weekly wages paid to persons employed in

woolen mills, in England and the United

States, in the years 1867 and 1869 respect-

ively, is taken from the table on wages in

woolen mills:

,—Average wages (gold values)—

,

United States, England, Perc'ge in

-Occupations. 1869. 1867. favor U S
Wool sorters.... 58 85 $0 75 19.16

Wool wasners... 6 35 5 50 13 38

Dyers 9 56 5 50 42.4b

Overseers 12 76 9 00 29.46

Pickers' 5 40 5 00 7.40

Carders 4 67 3 85 17.56

Spinners 8 62 6 00 39.39

Warp's & beam's 6 71 5 63 16 09

Heelers 3 78 2 75 20 25

Weavers 6 1>6 4 67 22 93

Burlers 3 78 2 48 34 38

Fullers 6 75 5 75 14.81

Dressers 6 22 5 50 1157
Finishers 7 47 6 00 19.67

The work is comprehensive in scope and
minute in detail, the object of Mr. Young
having been to make as complete an exhibit

as possible of the present condition of indus-

try and the industrial classes. Both in col-

lecting and colating the information it con-

tains, every precaution has been taken which

could contribute to strict accuracy. The re-

port will, therefore, be of great value to the

Legislator and Statistician, as a reliable

work of reference, covering details nowhere

else to be found. It would also be a most use-

ful book for general circulation, and espe-

cially so among the classes in European na-

tions from which emigration to our country

is chiefly drawn, since it would not only ena-

ble the intending emigrant to compare the

general advantages of the United States with

those of his own country, but would indicate

to him the particular State or section in which

his own occupation receives the most liberal

remuneration.

In the preparation of this work, Mr. Young
has simply presented facts aDd figures, leav-

ing it to the reader to draw such inferences

as the data before him seem to warrant.
It. is hoped that a large edition will be or-

dered by Congress.

—

Register.

Steel lor Boilers, etc.

That locomotive fire-boxes made of steel

have been run for eight and nine years with-

out necessity of repair, and that the same
material used for steam boilers has a much
greater tensile strength, less liability to have
its heat-conducting power diminished by
clinging soot, cinder and debris, and capa-
bility of being made thinner to withstand a

given strain, point to the ultimately extended
adoption of steel for the purposes indicated,

and render of interest and importance any-
thing relating to the production and use of

the highest quality. The testing of the metal,

therefore, has naturally called out much inge-

nuity on the part of manufacturers, and it is

now stated that, by simple means, the testing

of American brands for this purpose is car-

ried to a higher and more efficient degree
even than in England. In other words,

American steel is made capable of withstand-

ing trials under which the British is found to

give way.

This method of trial is known as the water
test—as simple as its name would indicate—

a

sample piece of the " homogeneous " steel be-

iug heated to a cherry red, plunged in water

to cool it, doubled short, and then, when cold,

beat down close, without breaking. This, it is

manifest, is as severe a test as the plates

would be subjected to under any ordinary

conditions in a fire box or boiler.

The quality of steel boiler-plate now available

may be estimated from the tests of steel made
by a Pittsburg firm not long ago. A plate of

the usual thickness was first bent to an
S-sbape in a vise, then folded flat by a sledge,

and then laid under the action of a three-tun

steam-hammer, until the points of contact of

the folds were scarcely perceptible to the eye.

The ends thus sharply bent are staled to have
shown not the slightest signs of fracture, and
the essentials of tensile strength and tough-

ness appear to have been indicated in the

highest degree. A more practical illustration

of the resisting power and ductility of the ma-
terial was given, not long ago, in a cast-steel

boiler made at the Fort Pitt Iron Works of one-
quarter inch plate. Carried to a pressure of

seven hundred and eighty pounds, the boiler

bulged, or enlarged slightly, and at eight

hundred and twenty pounds—the pressure at

which the boiler gave out—the plates, though
somewhat stretched, remained intact. The
experiment was not, as we understand the re-

port, brought to an end by any rupture of the

plates or fault in the material, but by the

shearing oft' of the double row of rivits by

which, at one of the seams, the plates were
joined.

—

Artisan.

[We have seen samples of these folded

plates of steel at the Board of Trade rooms,

and they presented the appearance described.

—-Ed. Record.l
- - ~.~

ead fuses at 6000°, tin at 442° and
bismuth at 476°. Yet an alloy known as fu-

sible metal, composed of 5 parts lead, 3 parts

tin, and 8 parts bismuth, fuses at 203°. A
spoon made of it will melt in hot tea, and it

can be melted in a paper crucible over a can-

dle.

American Marbles.

The Agricultural Review, in discussing the

Bubject of black marble and its treatment in

architecture, says that at the present time the

wealth in marble possessed by this country,

instead of decreasing with the great demand
made upon it for building and ornamental
art purposes, is developing still more intrinsio

value in the recent discoveries of colored mar-

bles of a superb quality, prolific Vermont has

contributed to our national resources. In the

rooms of the Roval Institute of riritish Archi-

tects, Loudon, there are now to be seen speci-

mens of American colored marbles which have

called forth the admiration of all observers.

Our present ohject, however, is to call atten-

tion not to the white or the varicolored, but to

the black marble, which in its own way, con-

fers so much benefit nn art by the very force

of contrast it creates. It is generally of a
line texture, (especially that which is very

deep black), but it is rare to find it with-

out calcareous spar in veins through it. The
best quality occurs in beds of from three to

eight inches thick ; but some beds are thicker.

It is tough, and contains a good deal of car-

bon, which imparts the color. It is greatly

valued for inlaying, and is extensively used

for vases, pedestils, chimney pieces, etc.

It is occasionally ornamented by etching

and engraving, in which processes the polished

surface is removed, and the brown color of

the rough marble exposed. Powdered white

lead is sometimes rubbed into the etched sur-

face, to increase the effect.. The French have

a method of ornamenting marble in this way
by etching with acids deeply into the marble

various designs upon a properly prepared bitu-

minous ground. When the corrosion has

gone sufficiently deep, the cavities are filled

up with hard colored wax, so prepared as to

take a polish equal to that of the marble when
cleared off. Drawings thus made on black

marble, and filled in with scarlet wax, after

the manner nf Etruscan, have a fine effect,

and are used for tables, paneling, etc. They
bave a method in Derby, England, where this

att is carried on to a considerable extent, of

exposing the brown color without destroying

the polish, the effect of which is more durable

than ordinary etching.

Rosewood marble, so called from its mark-

ing resembling that of rosewood, is extremely

hard and of close texture, being next in these

respects to the black variety. The beds are of

considerable thickness, but the most beauti-

ful part of the marble is only about six inches

thick. The russet or birdeye marble takes its

name from its tohir and appearance—the

shades varying from light gray to brown. It

contains numerous minute embedded nr en-

crinital fossils, and is found in layers of from

six to eighteen inches in thickness.

As yet, we believe there has been but one

quarry of black marble worked in this country,

namely, that of the Mosquito Valley, near

Williamsport, Pa., which is a very compact,

excellent material, but until very lately effort

to polish its surface proved a failure. We,
however, have now on our table,- a highly

creditable specimen of polished black marble

from the quarrv just named, and we entertain

a strong hope that black marble in abundance
will be found native to our soil, and worthy of

a distinguished place in the art-materials of

our country.
. ! ~

JJg^-The largest raft ever on the Mississippi

arrived at Alton, in tow last month It con-

tained 2,000,000 feet of lumber, and covered

three and and one-half acres.
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Public Debt Statement for July 1.

The following statement of the public debt

was received July 2 :

DEBT BE IRING INTEREST IN COIN.

Bonds at 5 per cent $221,589,300 00

Bonds at 6 per cent 1,886,361,400 00

Total $2,107,950,700 00

Interest $49,647,632 38

DEBT BEARING INTEREST IN LAWFUL MONET.

Certificates at 3 per cent... $44,545,000 00

Navy Pension Fund at 3

per cent 14,000,000 00

Total $59,445,000 00

Interest 487,993 57

Dent. on which interest has

ceased since maturity 3,647,367 35

Interest 1 472,500 57

DEBT BEARING NO INTEREST.

Demand and legal tender

notes $356,108,256 00

Fractional currency 39,878,684 48

Certificates of gold deposited 31,517,120 00

Total • $430,532,060 48

Total amount outstanding.. 2,601,675,127 83

Interest 50,607,556 52

Total of debt, principal and
interest to date, including

interest due and unpaid... $2,652,282,034 35

Amount iu the Treasury :

Coin 112,776,048 88

Currency 28,945,037 19

Sinking fund in United

States coin, interest bonds
and accrued interest

thereon 37,665,191 63

Other United States coin in-

terest bonds purchased,

and accrued interest

thereon 86,537,776 91

Total amount in the

Treasury $205,924,084 61

Debt, le9s amount in the

Treasury 2,386,358,599 74

Debt, less- amount in the

Treasury on the 1st ul-

timo 2,406,562,311 70

Decrease of debt durine the

past month $29,203,772 04
Decrease of debt since

Mareh 1, 1870 51,969,877 43

Improvement in Permanent Wat —Mr Grif-

6n has. lately presented a new system of per"

mBnent way in England, which, aside from

the important consideration of firet cost, seems
to be all that could be desired. It is beyond
doubt that on lines laid upon this plan enor-

mous amounts would be saved both in tear

and wear of road and rolling stock.

The rails appear upon the surface very

much like those upon our American street

railways. A vertical web, about one inch in

thickness, projects downward about five inches

below the center of the bottom of the rail.

The supporting blocks or sleepers, about 3

feet long, and of six inch by five inch scant-

ling, lie longitudinally, at proper intervals,

on each 9ide of the web and under the rail,

fhe inner supporting block, being lower than

the outer, admits of a form of rail that affords

working room for the flange of the wheel as

rail wears down at the top. The sleepers are

bound firmly together and the rail held ia

place by horizontal bolts passing through both

sleepers aud the web of the rail. The rail

joints are held by wrought iron clips and dou-

ble bolts. The gauge of the line is kept by

means of T iron tie rods, cut and bent to suit,

and attached at proper intervals. The advan-

tages seem to be in permanence and smooth-

ness. No spikes are used, there is no break

of the upper surface of the timber employed
and the rail takes its bearing immediately on

the timber, and exhausts the bearing surface

of which the timbers used are capable.

The sleeper pieces may be of oak, or other

hard wood of enduring nature, which in

lengths of about 3 feet of scantling, 6 inches

bv five inches, will cost less than longitudinal

sleepers or even transverse sleepers.

Finally, although not exhaustively, the sec-

tion of rail employed effects a saving of a

fourth in weight of iron, and gives nearly, if

not quite, double the wearing surface of the

ordinary sections.

The London Eiginter is of the opinion that
" Mr. Griffin has made a valuable contribution

towards the solution of the important problem
as to what is the least costly, the firmest, sa-

fest and most durable permanent way."

The Causes of Broken Axles.—In the late

annual report of L. J. iTIeming, Chief Engi-
neer and Superintendent of thp Mobile & Ohio
Railroad, after saying that accidents from de-

fects in machinery, except from broken axles

had diminished, the following remarks on the

causes and prevention of broken axle3 are

given.
" The accidents from broken axles, princi-

pally under tenders, may be ascribed to two

causes—the granulating effect of the heavy,

rigid rail when laminated, and the very bad
quality of metal of which axles are frequently

made. Manufacturers generally believe there

is no method of testing the quality without

breaking the axle, and when accidents occur,

they will be attributed to the effects of granu-
lation from vibration and impact; and that

thpre is no means of tracing them to the bad
metal of which they are made. For some
time past all new axles have been ordered of
sufficient length to take a fracture from each
end, and one or two of each lot have also

been broken in the center. The result of

these tests has been to return to the makers
three fourths of those ordered during the past

year. Iu future orders, the names of the ma-
kers will be required on each one, and the

proper credit or blame will be given in the

annual reports. The person who manufac-
tures a bad axle, on which the lives of so

many passengers depend, whether it is done
intentionally or from the want of a proper

knowledge of making it, is as culpable as the

person who places an obstruction on the track

to throw off the trains.

Springfield & Illinois South-eastern R. R.

—The Shawneetown Mercury publishes the fol-

lowing extract from a private letter from the

Treasurer, Mr. Cutler, to the President, Mr.
Ridgway :

" Everything is provided for the work in

your county. Iron is being delivered from
New Orleans and Covington ; and six hun-
dred tons are now loading on barges at

Marietta, for Shawneetown. The Thos. S.

Ridgway, a fine new locomotive, and cars,

have just arrived at Flora, on their way to

your place. I write Mr. Norris to-day to

press forward the work, both track-laying

and gradiDg."

Railroad Items.

—Mr. Poor in his Railroad Annual, states

that the tonnage of the New York roads for

1868 equaled 11,961,692 tons, or 3.625 tons

to the mile, and the earnings of the New
York roads for 1 868 were $13,142 per mile;

Massachusetts, $15,400 per mile, Pennsyl-
vania, $13,900; and Illinois over $10,000 per

mile. The average for the whole coontry

would give ail aggregate of $400,000,000.

The earnings per head of population equaled

$128. This is a low estimate, as it is only

$640 to a family of five persons.

—The Superintendent of the New Jersey

Southern railroad has issued the following

order: ' Employees of this company are pro-

hibited the use of smoking tobacco, in any of

its forms, while on duty. Its use is a hin-

drance to, and is inconsistent with the duties

of all employees, while to such as come in

contact with the traveling public the order

has additional force from the fact that to so

many of the latter tobacco in any form is of-

fensive."

—The receipts of the Mobile and Ohio
Railroad for 1869 were $2,115,286.93 against

$1,850,601.59 in 1868 ; increase, $264,685 34 ;

increase in the expenses, $104,976.56 ; net in-

crease in revenue, $159 708.78. The road

has resumed payment of interest on its bonds.

The total issue of bonds is $13,621,410; on

Monday, December 31, 1869, $10,083,643;

deferred interest to November 1, 1869, to be

funded, $421,800; rate of interest, 6 and 8

per cent. ; bouds payable in Mobile, New York
and Londou.

—The building of many lines of railroad

on the continent of Europe has materially af-

fected the iron trade in England. It is said

that the Cleveland and Tyne districts alone,

in England, have orders from Russia to the

amount of £3,000,000, for railway materials

of all kinds, and that the North-eastern district

is producing railroad material at the rate of

1,700,000 tons a year, and increasing its fur-

naces.

—The western terminus of the Lake
Ontario Shore Railroad is Lewiston,

on the Niagara River, connecting with the

Great Western of Canada. The eastern end
connects at Oswego with the Delaware and
Lackawanna, New York and Oswego Midland,

and the Rome and Watertown roads. The of-

ficers of the road are: Hon. Gerrit Smith,

President; O. P. Scoville, Vice President

;

Luther Wright, Treasurer; Henry L.Davis,
Secretary.

—It is stated that the Chesapeake and Ohio
Railroad Company have purchased a large

tract of land on the riverside at the point of

intersection of the Guyandotte river with the

Ohio, and extending down four miles. Upon
this they will lay out a town, to be named
Huntington, after the President of the road.

The new bridge across the Ohio will be built

there.

— It is rumored that the Union Pacific

Railroad Company have leased one of the

slate quarries in the vicinity of Cherryville,

Northampton county, Pa., from which they

intend to procure slate to roof such portions

of their track as require protection from the

snow.

—During the year ending March 31, 1870,

there were 474f miles of new railroad opeotd
for traffic in France.
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—The Ottawa correspondent of the New
York Tribune gives, in round figures the inten-

ded cost of the proposed Canadian Pacific

railroad, as follows: First and second section',

2,060 miles, $75,000,000; third section, 152

miles, $18,000,000 ; the other portions, $7,

000,000 ; total cost, $100,000,000.

—The Burlington Hawheye says that the

iron for the Burlington, Cedar Rapids i Min-

nesota Railroad is being rapidly delivered,

and will continue to come forward until suf-

ficient is at hand to complete the whole road

to Waterloo. Track laying will commence at

once.

—The Pemberton and Manchester road will

be completed in a few weeks. It is eighteen

miles long and makes the connecting link be

tween the New Jersey Southern Railroad and
Pemberton and Camden, thus affording a di-

rict route from Philadelphia to Long Branch.

—There was consumed in the United States

during 1869, 9H6.566 tons of railroad iron, of

which 593,586 tons were manufactured in

this country, and 345,000 imported from Eu-

rope.

—Baltimore is discussing an underground
route for all railways centering in the citr,

the estimated cost of which will be over $5,-

000,000.

—A new railroad is to be built from a point

on the Delaware river, in Mercer county.

New Jersey, through the village of Penning-

ton to Milistone.

. company has been organized in Mon
treal to introduce a steam omnibus. If we
may believe the detailed reports of the excel-

lent workings of the machine in Scotland, it

is adapted alike for crowded cities and for

country roads, is perpetually nuder contro'-

and neither frightens horses nor endanger?,

human lives. The ease and rapidity with

which it draws immense loads have been fre-

puently described. It requires no rails, its

wheels having tires of fifteen inches width,

covered with four itiches of vulcanized rubber.

If as serviceable and free from objectionable

features as reported, such machines would

find more to do in this city than in all Ca-

nada.

Jgylt is estimated that it costs 13 cents to

produce a pound of cotton, against 16 cents

just after the war. There is still a prof't left

of $31 50 $ bale of 450 lb., or $9 J,00:),00l on

a crop of 3,000,000 bales. This is exclusive

of transportation to the seaboard and the char-

ges of middlemen.

gg^-The Florida planters this season are

planting uplands instead of Sea Island cotton

to an unusual extent. Seventy-six planters

in Alashua county, who lasjpear had 282 acres

in uplands and 8,693 in Sea Island, have this

year 5,419 acres in uplands, and only 1,866

in the other.

B@""The value of glue, that is the amount

of pure gelatine it may contain, may be deter-

mined by precipitating this body with perni-

trate of mercury, a standard solution of which

tested with a known weight of pure gelatine

may be employed.

Omaha and Council Bluffs Bridge.—The
iinking of the pneumatic tubes which are to

serve as the foundation of this bridge was re-

sumed last week, after a delay of about one

year. It is understood that the work will be

pushed vigorously hereafter until the bridge

is built.

lie Van's

Improve! Governor,
"WITH

BALANCE VALVE COMBINED.

Warranted to gWe entire aati»-
faction. One will be 6ent to
any r°sponslble party on
30 days' trial to be re-
turned at our ex-
penselfnotas
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Co.

S* E. cor. %UK and Wood Stt. •

Philadelphia.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS

THUODOLTTS TRANSITS, LEVELS

DRAFTING INSTRUMENTS, 4c„

G7 W. Sixth St., Cincinnati, O.

Circulars sent free. Established 1853.
19 5-70. 18

EDWIN J. HORJTEJt,

Successor to

HcfflAJfEl <fc HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington,.Delaware

L.RAND SCENERY!
OSrQTJICKEKT RoTJTE-@a

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILA I)ELPHIA

,

NEW YORK, and

HOSTOX,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

TVO CHANGE OF CARS
From Cincinnati "Rl 1 "H-m /"vr-Q aIHl '™tONI!

or Columbus to J-JCl'J. ULJ..U.UJ. c? CHANGE
Philadelphia and Ifew Yorh,

'&\%T3W$& ^Baltimore & Ohio R, R

J. J,. WILSON, M.is'er of Transportation.
L. M. OOLK, Oenernl Ticket Afent.
5. B.GtRSON, Genual Western Passenger Agent,

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evanaville, St, Joseph

Jefferson City, and fill points on the Lower Mis-

sissippi Kiver, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evr.nsville and Cairo
d til 7:15 A M. 10:55 P.M.

Osgood A.-cmniodatHiri. .. 3:10P. M. 8:45 A.M.
Through Western Express 5:i<> P. M. P:3(i P. M.
Niyht Express 1U*.S0 P- M. 6:00 A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

tennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices. 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot''
Mill Street.

E. G. BONBURANT, Superintendent, Cin.O.
C. E. FOLLET, den'1 Tick't Ag't, S 1

,. Louis, Mo.

LE

Ab in use on the National Despatch Line of

Cars, adapted to two or more gauges, for
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
CI¥ AS. BOriiUS .V CO, Boston, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE i MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofEailroadMachinery
GEORGE G. LOBDELL, President.

P. N. BKENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,5:2
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ERIE BiLILiVBAir.
1400 MILES under

Uoe Management.

SCO BILES withont

Change of CoaehcB.

broad gauge, i)« i jji.e t itach kotjte
por—

KEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARR1SBURG
i*liila<lelphia

?
Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
A N D—

I* e xins ylyania.
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 386 Miles
AND IS FROM

22 to 27 MILES theSHORTER ROUTE.

TWO EXPRESS TRAINS »AJXY
Leave CINi INN ATT from DEPOT, corner Fifth

aod Hoadlej Streets, by Columbus, O., time,

which is 7 minutes faster than Cm'li time.

7.CO A. Jh*-, CINCINNATI EXPEESS,
(Sundays excepted.) Arrive Dayion 9.10 A.

M.; Urban..-, 10.29 A. M ; Gallon, 12 57 P.M.)

Mansfield, 140 P. M., West. Salem, 2.50 Pj

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Rauvenna,
0.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.£5 A. M. ( lireikfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland 1 &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira fur Williamsport and the

Souih; at Dinghampton for Coopers^own,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
dailv. Arrives Dayton, 12.03 A. M.; Urban*,
125" A.M.; Galion, 3.68 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.j
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway fur Pittsburg,

Harrisburg, Philadelphia, &.c; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad G-iui:e. arranped for both Day and Niiiht Travel,

ars attached to this train at Cincinnati and run through to

Nerf York, forming ttie Only Line running through
860 Miles without Change.

Rnaton jvml New E;i£lHnd Passengers.
Willi Iheir Basgnee, are IruusferredF'UEE
OF CHARGE in New York.

JL f The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot nf Twenty-
hir'l Street, New York, thu-t enabling parsenpers to reach

he -l.i per portion of the city without the expense and an-
noyance of a street car or omnibus transfer.

yr
-
!3 The Bcenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admiration and interest

Baggage Check'd Through
And Fare always ae Low «a by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which cm be ohUiired at the Company's Offices in Cin-

cinnati, 80 West F-urth Street. 115 Vine St., 4 Burnet

HnU8£i and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
Sooth-west WM. It. BY UK,W B 6BTATTUC, Gen'iPaai'r Ag't.

general Southern Agent.

Best Route to St. Louis and Ch cago

I NDIAJS1APOLIS,
*- CINCINNATI

LAFAYETTE°RAILROAD
Great ThrongL Passenger Route from CINCINN ATIto

LOUIS,
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, De&Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and River Towns and Cities in the West,

North west and South-west.

TTTThe7.35A. M. train runs daily.

ON AND AFTKK SUNDAY, DEC. &TH, 1P69, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis nnd Lafayette Mail..., ".20 :un V-i 4" a in

St Louis and Sprinjrfii'ld Express... 2.40 pm 7 35 am
:'St. Louis Ri)<) Springfield Express. I' 1 20 pin 3.42 put
Lawivncebnrg Accommodation 10.10am 2. ".15 pm
Lawreucehurg Accommodation 4.' pm 8.25 am
*The 1O.C0 T)m. train will leave.Snndays, but not ou Sat-

urday S-

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am JH.15 am
Chicago Express 6 50 pm 9.3' pm
Harrison Accommodation.... ....... 5.30 pm 7.10 urn

ThroughTickets can be obtained atthe Burnet House
Office, corner ot Thiid and Vine ; River Office-, corner of

WalnutStreetand River; and at Depot, cornerot Plum
dDii Peailstreets. I he splendid Passenger Depot of ti>e

I. & O. Railroad is about a mile neater t) e busmetscenter
of the ci*"y than the Depot of any other railroad, and with-
in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON .Superintendent.
A. E. CLARK. GeneralTicnet Agent.

Cincinnati, Hamilton & Dayton Railroad

Trains run to and from Cincinnati as follows:

nZPART. A.RR1VS

Eastern Express (Erie Railway). 7:1-0 A. M. 6:3" P. M-
do do do .. 9:45 P. M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:26 p. M-
do do do G:30 P. M. 7:U0A. M-

Lima Fort Wayne At Chicago.... 7:15 AM. 10:25 P-M-
do do do .... 2:30 P.M. 5:40 |\ M-
do do do . . <>:3U p. M. 7:30 A. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Aecoramod .tion .... 2:30 P. M. lOl'itl A. M.
Sandusky, Cleveland fc Buffalo.. 6:30P M. ll):?b A. ..t.

MuncieA Indianapolis 7:15 A.M. 10:25 P.M.
do do 5:(U P. M. l:Sup. M

Hamilton, Eaton Sl Richmond.., 7:Id A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:2" A M.

Hamilttn Accommodation 9:30 A. M. 8:t>5 A. M.
do do ti:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
jatitime.

For allinfovmation and throughtickets. please apply at
tieold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vine and Raker rtreets. and at the
respective depots. East Front and West Sixth streets.

D- McLAREN. Gen'l Superintendent,
SAM'L STKPHt* SON, Gen'l Tick't Ag't.

Omnibuses- call for passenger?

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, H-milton &
Dayton, and Little Miami Kailroads, still continue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Btliim-;re t New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,
shippers will pleaae apply to *

n. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN>General Freight Agent,
{Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.

Time only 3 liours
Fare Only $3.60—Transfer from Hotel or
Ke»ideuce to l>epot, lu Covington, Free.

THE SHORTEST ALL-BAIL ROUTE- TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. AERIVF..
Morr.ingMail 7,35 A. M. 2, 3np. M.
Evening Express 7.)5 P. M. 3.45.P. >».
Night Express 11,15 P. M. 5,00 A. M.
Walton Accommodation 4,1'dP. M- 9,35 A.M.
The 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation. otier great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country resi- enceB or small farms for gardening.
This train leaves latf in the afternoon, and arrives 'early
ne\t morning, giving all d*y to attend to business, tvr
furthei information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Depi t Covineton. Ky.

SAM'L GILL, Gen 1
! Sup^t- Louisville.

CENTRAL R. R. GF NEW -JERSEY,

I assenger and Freight Depot in New York, foot of Lib-
erty st-, connects at Hampton Junction with the Dela-
»iire, Lackaivaona. and \\ trstern Railroad, aud at Eas on
Willi the Lehigh Valley Kaiuoad and its cormections,
fonnihg a direct line to Pittsburg and the West, without
change of cars.

ALLEN TOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1SG9. Leave New York as

follows :

6:55 a. m.— For Easton, Bethlehem. Mauch Chunk,
William sport, Wjlkesbarre, Mahoney City* Tuckhanncck
&c
7:15 a. in.—For Sonierville.

8:30 ix in —For Flemington, Junction, Stroudsburg
Water Gap, Scranton, Kingston. Piitston Great Bend, &c.
12 in.—For Fleming ton, East' in, Allentowu, Maucb

Chunk, Wilkesbarre, Rtading, Columbia, Lancaster,
Ephrala, Liliz, Pottsville, Soranton, Harrisburg. Ac.
3:30 p. in.—Fur Easton, Ahentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 i>- ni.- For Somerville and Flemington.
O p. ill.— For Easton and intermediutesLutiona,

7 p. in.—For Somerville.

7:20 y. ui.—EMMiEANT— Stopping only at the princj
pal stations.

9:00 p. mi- For Plainfield.

11:50 p. ill.— For Plainfield, on Wednesday and
Saturdays ouly.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,

>

for Easton, Ailentown. Harriaburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and)

the Oil Regions. Connects at Junction for Stroudsburg,
Watf-r Gnp, ScnmtoTi, <Vc Connects at PhiUiiisburg for
Mauch Chunk, Wilbesbarre, &c.

5 p. m.

—

Cincinnati F^xpress. daily (except Satur-
dH.vs-)f<r Easton- Btgtilehem. Alleutonn, Reading, Harris-
buig, Piitsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pittsburg and Chicago- Connects at Junction with
Delaware, Liickawannaand Western Railroad for all sta-

tions to fcranion. Tins train will be run to- Easton ou
Saturdays as a local train, stopping at principal stations.

8 p. in.—Wester .> Extress Train, daily, for Easton
Allentowu, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, 9., 9:20, ]n:3U, 11 HO a. m — la m., J:< 0. 2:<

3:00, 3; 3", 3:45.4:15. 4 3ti, 4:45, 5: in, 5:85, 5:45,6^0,6:25,
7:10,7:2 ,7:40,8:0 0:00,9:40 Ri:4>. 1 . 50 p. m.

Tickets for the West c:in be obtained atthe office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. 1 Asior House; Nos. '.'54, SJ71, 586 Broadway ;rt

No. 10 Greenwich St., and at the principal hotels.

R. E. RICHER, rtuperintendeu
r

H.P.Baldwih, Gen Pass.Agt*
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PU8LISHE0 EVERY THURSDAY MORNINS,

By Wrighison <£ Co.,

OFt'ICE-No. 167 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square isthe space occupied by ten lines nf Nonpareil.

©nesquare, single insertion $ 2(10
** "* per month 5 i>0

** " six months 15 (Ml

'* * per annum 25 0'*

" column. single insertion 7 III)

** *? per mouth 14 00
** * six months „ 55 00
•' u per annum 110 00
" page, single insertion 25 00
** " per mji.th 40 00
** " six months 135 00
** " per annum 2-10 00

Cards not exceeding four lines, $7 00 per annum.

WKIGHTSON & CO., Propr's.

The Short Line Railroad
And its Connections.

Some writer in the Cincinnati Times has

made a dissertation on the wonderful sagacity

of the Vanderbilts in making the Short Line

route; the immense benefits to Cincinnati,

and the immense resources and benefits of

the New York Central, and how we ought to

welcome the enterprise. Now, all this is well

enough, in regard to all but the sagacity !

The real fact is, that the New York Central,

up to within a short lime, has been totally

deficient in sagacity—more than thai—defi-

cient in duty to their own stockholders. It

has been asserted without contradiction, till

within a couple of months, that the Vander-

bilt interest of the New York Central, utterly

disregarded Cincinnati, and held that it was

their business only to continue the Lake Shore

road to the North-west. We knew very well

that such a position was folly, and they would

be compelled to abandon it. They have

abandoned it, and now are seeking an inde-

pendent roule into Cincinnati. Have they

got it; or, will they get it ? It seems to us,

that when they have done all tbey propose to

do, they will be very nearly where they were

before. If tbey must have an independent

line into Cincinnati, why do they go over the

Baltimore road ? The Baltimore road is the

greatest competitor either of the New York

lines have. Baltimore is the Dearest point on

tide water by rail; and from Baltimore to

New York, is but 180 miles. Leaving these

roads, however, to manage their own inte-

rests as they please, let ua look a little into

the effect of these new enterprises on Cincin-

nati, and the interests uf the Central-west.

1. Why, at this late hour, have the New
York roads taken such a sudden interest in the

routes to Cincinnati ? If we look at it a little,

we shall see that it is necessity, not sagacity,

which has instigated these movements. There
ought to have been sagacity euough in the

great New York corporations twenty years

ago, to have seen that, as Cincinnati was the

central point in the Ohio valley, and the Ohio
valley must necessarily be crossed to reach

the South and South-west by rail. New
York, if she meant to be a successful com-
petitor for the trade of the South-west, should

provide early for a good route to Cincinnati.

It is quite astonishing she did not see this.

Better late than never, is a proverb the New
York Central has just learned, and wo are

glad of it; for, with general competition for

the trade of the South, through Cincinnati,

trade will be increased, and freights reduced,

A "looker on in Vienna," may ask why this

great stir now about getting to Cincinnati?

In regard to the New York Central, the rea-

son is very oovious. For a long time the

New York Central had virtually the command
of a route to Cincinnati, via the Cleveland &
Cincinnati, and the Little Miami road. But

only a few months since, the Little Miami
passed finally into the hands of the Pennsyl-

vania road, and that road is to have a short

line connection over the Ohio, with the whole

South-west. At the same time, the Erie road

got control of the Hamilton &, Dayton
; and

the Baltimore, of the Marietta; and thus we

find the great New York Central cut off from

Cincinnati, except on |other people's roads.

At first, as we have said, the Central turned

up its nose, and said: "It is not much of a

shower— we will go by the lakes." Of course,

this would not do. Events have demonstrated

that Cincinnati was the key to the whole

South-west, and neither New York or Boston

could afford to ignore it, and here we have

the result.

2. And here we ask the reader to look at

the vast commercial power which Cincinnati

has acquired in a short time. It was a natural

development, but one slow to come. What
has brought it about is really the bridge sue

cess. Till recently, people did not realize

that the Ohio would be bridged at all, and

there waB great, and apparently a successful

opposition to any bridge building. But that

is over, and now it is apparent we are to

have railroad bridges wherever they are

needed. The immediate result of this is

—

the Pennsylvania road with the shortest line

to New York, crosses the Ohio on a railroad

bridge and gives us the most available line to

the South-west. Now, we unhesitatingly say,

that against that line, there will be no suc-

cessful competition except by a line formed

in the same way. And we come to the only

available way by which New i
T
ork roads can

compete for the trade of the Central and

South-west. Perhaps, the managers in New
York won't see the thing as we do, belt we

shall tell them the truth—and if there be any

great railroad sagacity there, they will see it.

It is thus: Cincinnati is not allowed by Ken-

tucky to make the Southern road. We do not

know that she ever will be. But, from Cin-

cinnati South, there are ihe best of railroad

cbar;ers, granted by Kentucky and much
local aid can be secured. Now, if there

be any railroad sagacity in New York, the

railroad managers will instantly take hold of

and make the Southern road, fhey have no

time to lose about it either. Both Philadelphia

and Boston will soon see that this is the best

unseized enterprise now open to the public.

Let us say to the New York Central, that

with the Short Line road, a first rate bridge,

and a direct road to East Tennessee, New
York will command the trade of the Central

South. If she wails till the Pennsylvania

road does it— he day of New York in the

South is past ! It is very likely, the managers

in New York don't believe this; let them wait

a while and they will see it. It is many years

since we stated the whole.system of railroads

which must ultimately extend to Cincinnati,

and each year has confirmed its truth. The
"Southern road," which we have so long

urged, will soon be made by somebody ; and the

only question is, who that somebody shall be.

3. In looking at this subject, let us look a

little at the local route, our Eastern friends

propose to themselves. Several years since,

the cut off from Delaware to Springfield was

made in the interest of the Cleveland road
;

but it did not accomplish anything, because

at Springfield, the Cleveland company had to

depend on other interests and those interests

were, in some measure, antagonistic—those of

Sandusky and Cleveland. We see now that the

Columbus route to Springfield is the best to the

lakes ; but the road from Columbus to London

is held by the Pennsylvania company, so

there is to be a new road from Columbus to

London ; thence, the Sandusky road to Day-

ton, and the Short Line to Cincinnati. This

is decidedly to the interest of Ihe Cleveland

company, and to some degree to that of

the Sandusky, hence, they join in it. In re-

gard to the "Short Line," there is some

litigation in regard to the rights of the com-

panies, and we believe there were two or three

transfers and transformations. But we sup-

pose the managers of the new enterprise

know all about it, and will set all right. The,

London road is advertised for contractors,

and we suppose the " Short Line " soon will

be. When will the " Southern road " be ad-

vertised 'I Somebody will make that road

soon.
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EDITORIAL CORRESPONDENCE.

Richmond, Va., July 20, 1870.

Railroad Record :—Every day a smart and

well managed little steamer runs from Hamp-

tOD to Norfolk, and return, touching at Fort-

ress Monroe. When the Roads are smooth it

is a delightful trip, and occupies but a couple

of hours or so in crossing.

The citizens of the Fort and Hampton do

• good deal of their trading at Norfolk, ar d

this gives the little 9teamer a pretty fair busi-

ness, to say nothing of stragglers, who like

the writer, can't see enough of this charming

sheet of water, and go about from point to

point, to prolong the stay, and see it from

every position

I had traveled the same path from Old

Point Comfort to Norfolk, only a' few days

before, and could have sailed for Richmond

without recrossing, but roy ronte was deter-

mined via Hampton, so at an early hour 1

was on board the steamer, and watched the

arrival of passengers, and the loading of

freight.

At the appointed hour we were off, and as

we were passing out of the harbor, I met

with a pleasant adventure through a little act

of politeness, that placed me in talking rela

tions wilh a very agreeable and intelligent

lady, who had lived during the war at Fort

ress Monroe—who had been a close observer

of the stirring events of that period, and who

gave me many valuable facts concerning the

people and country of the lower part of the

peninsula. This acquaintance wa3 afterward

extended to this lady's husband, who is an

active and intelligent gentleman, and to

whom I am indebted for continued kindness

during my stay in Hampton

Under the auspices of this friend, 1 visited

Fortress Monroe and the sand point just out-

side the Fort, where all sorts of experiments

are had wilb the great guns of the nation, to

test their strength, range, and the velocity

and power of the different kinds of shot that

the ingenuity of men has devised for the

destruction of property and life.

This Fort is said to be the strongest in the

United States. It certainly looks formidable

enough, with its rows of great black cannon

frowning from ranges of ramparts—its grim

tiers of port holes, and wide deep moat. But

it is a mere shelter lor the "piping times of

peace," a3 the experiments I have spoken of

fully attest. A small fleet of gunboats armed
wilh sucb projectiles as are now forged, would

•end every shot through its granite walls, and

in a few hours leave it a mass of ruins.

All the devises yet suggested, that com-
mended themselves to the war department,
have been thoroughly tested, and thus far are

complete failures. Upon the beach, I have

mentioned, are sections of fortifications built

of every material, and in every possible way
to resist cannon balls, but they all fall before

the great masses of iron that are hurled out

of the cannons mouths by the explosion of

a hundred pounds of powder. Bricks laid in

cement until the walls are twelve feet thick,

and these casemated with blocks at least two

feet thick of the most perfect granite, offer

but a paltry resistance to the power of these

massive guns. There is the work of months
for a large number of men, at a cost to the

nation of hundreds of thousands of dollars,

torn to pieces iu an instant. The great

blocks of granite struck by the ball are

crushed into fragments; laterally ground up,

those adjacent are torn from their cemented
beds, and tbe mass of brick shivered to

pieces. The shot has gone through the

whole, and imbedded itself deep into the sand

bank beyond. The result is about the same
though perhaps not so quickly done, where

these miniature fortifications nave been case-

mated with plates of rolled iron, six inches

thick, and protected by beams of solid iron,

ten inches square.

There lie these immense plates, cracked,

broken, balls bedded in them, and here and
there perforated clear through ; and the great

beams bent, split and broken clean in two,

as though they had been of brash wood.

This ib tbe destructive work of cannon, and

yet the great gun has never been 6red. It is

not even mounted, but rests upon blocks like

an overgrown monster for which there is no

use. Utility seems to haye been overreached,

and until there is some more effective means

of resistance to tbe cannon shot discovered,

this mass of iron may as well remain where

it is, an evidence of American skill and am-

bition ; unless it can send its metal through

the sand bunk erected upon this ground, and

ibat, thus far, the power that crushed the

granite, and brick, and iron, have been u lia-

ble to more than just penetrate, and in many
instances, only to pierce a few feet in from

the snrfaee. This it can not probably do, as

it is found that the increased size of the ball

meets with a corresponding resistance in a

sand bank, that neutralizes the greater power

with which it is propelled.

It is pretty evident from these facts, that

ings; and there is little evidence that it will

attain, for some time at least, an improve-
ment approximating its original beauty. Tl e
local business of the surrounding country is

done here; the people are pleasant to Strang-

ers—many of them guite intelligent, and all

seem contented. A state of feeling, I think,

produced to a great degree, by a genial cli-

mate, a fertile and easily cultivated soil, and
an abundant supply of the finest of fish, oys-

ters, and the luxuries of the sea.

Near here is a federal cemetery, in the cen-
ter of which is a stone column upon a broad
granite base, and inclosed with a fence made
of the bayonets of old muskets. Upon the
sides are typical representations of the war,

and a singularly inelegant inscription to tbe
country, and those who died in its service.

This memorial was erected by Miss Dix,
daughter of the General, and is kncwn as the

Dix monument.

Contiguous to this burial ground, is the es-

tate known in old times, as "Little Scotland,''

containing about one hundred and sixty

acres. It is beautifully situated, fertile, with

a fine coast for bathing, and in tbe range of

the refreshing Bea breezes. It is now some-
what famous as being the seat of the Hamp-
ton, Normal, and Agricultural Institute, un-

der the auspices of the Americao Missionary

Association.

This institute has recently been incorpora.

ted under the laws of Virginia, with ample
powers for the objects of its adoption, which

are to prepare the youth of the South, without

distinction of color, for educators of the ris-

ing generation of tbe Southern States.

The society are erecting a 1 arge brick build-

ing, upon the most eligible site of this prop-

erty. It is already in a stage of such for-

wardness as renders its completion certain at

an early day, and is, in its appointments,

arrangements, size and architectural beauty,

a most creditable structure.

Tbe school is now tarried on in buildings

upon the grounds that were in ose daring the

war. I understand none but colored students

have yet availed themselves of its opportuni-

ties. The otficeis iu the management make
good reports ol their success thus far, and

are sanguine tbe expectations of its founders

will be realized. I venture no opinion upon

this experiment. It is well enough to make
it, and that too, under ihe most favorable

surroundings. No theorizing will answer—

a

practical test is demanded, and this is the

Fortress Monroe can not be rendered impreg- I opportunity and the place to make it.

nable witb brick, or stone, or iron, or ad

three combined, but may be by burying its

walls in sand. Whether this will be done re-

mains to be seen. I believe no oue has>et

It is a thing of the past, and I believe is so !
Deen °°W enough to propose it.

regarded by tbe government, as I am told, |
Ilauipton was razed to the ground during

that all sorts of plans have been and are still the war, and has not yet recovered from the

under consideration by which it may be
I

misfortune. There are piles of debris where

strengthened. once stood good domestic and business build-

From this place I passed across the country,

six miles, to New Port News, at whiih point

I could lake the Norfolk steamer, en route to

Richmond.

This is one of the localities talked of for

the great commercial city of Virginia, and

the sea front terminus of the Chesapeake &
Ohio Railway.

It is a rough looking place now, but tbe
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ground is nigh, the >hore bold, the water very

deep, the harbor quite ample tor a moat ex-

tensive demand, and secure as any upon this

coast for large vessels, and can be readily

made equally so for those of the smaller

class. Besides, the soil is rich, the locality

healthy, and there is an abundance of good

fresh water to be had from unfailing springs,

and it is within two and a half hours time by

rail from Richmond—two hours nearer by

water than Norfolk—is as accessible from the

sea as any other point, and is in direct line

with all the thoroughfares leading from Rich-

mond into the interior.

Certainly, if an unprejudiced and intelli-

gent observer was looking over the points

and capes of this wonderful section of the

country, for a locality to receive and ex

change foreign and interstate products, he

would find many strong and unanswerable

reasons why be should locate it at what is

now called by the quaint name of New Port

News.

I am told that a company of Eastern gen-

tlemen have purchased considerable property

here, and that they have secured a charter

for the construction of a railway from Rich

mond down the Peninsula to this point

What their plans are, no one about, here

seem to know. Time and the success of in-

land lines of railway, will, I suppose, alone

develop.

From this place I shipped for Richmond on

board the fine and rapid sailing steamer, John

Sylvester. We made a pleasant trip up the

James. The captain making " the hours

glide pleasantly o'er," by pointing out to us

places of interest and note along the river.

At half past three the spires of Richmond

were before us. This beautiful city of the

hills, looked magnificent through the quiver

ing light of the descending sun. I was run

ing into all sorts of reflections upon its his

tory, struggles and prospects, when the sten

torian command of the pilot " to haul out tha

plank," broke the spell. We were at the

Rockets. A few minutes more and I was

snugly ensconced in the Spotswood House,

certainly one of the most corfortable, best

kept, and homelike hotels it has ever been

roy fortune to stop at. Celijm..

'The Chattanooga Rolling Mill has en-

larged its capital stock to $600,000. The old

stock amounted to $250,000. Of the increased

stock, $H15, 000 have already been subscribed

The mill will oegin work about the middle of

June, and will make one hundred tons of rails

per day. In connection with the rolling mill

another blast furnace will be built as soon as

possible.

—The Creusot ^Works have contracted to

furnish the Orleans Railway with 2,000 tons

of steel rails at £10, 'is per ton delivered at

Sanicaize. Creusot has also undertaken to

supply the Paris, Lyons & Mediterranean with

2,000 tons at £10 per tou at the works.

Report of Transportation Committee <>(

the Boar'l <>r Trade, Relative to Facilities
for Snipping Southern Freight,

CiNCiNNATt, July 26tb, 1870.

To the Transportation Committee, Board of Trade :

Gentlemen—In compliance with your in-
structions, I have investigated the means that
are being provided for the transfer of freight
from our citv to the South, and more especially
to the Lower Ohio, during the period of low
wa'er and the closing of the canal round the
falls of the Ohio river at Louisville

The attention of the public has been very
much directed to this matter of late, and con-
siderable apprehension seems to have been en-
tertained that the present fall husiness must
suffer from the anticipation of high rates on
Southern freight.

I am happy in being able to report that the
temporary closing of the " Louisville canal,
seems likely to be of permanent benefit to this

city; for, instead of looking on the canal as a
vital necessity to our prosperity, we will soon
learn to regard it only as a valuable assistant
in obtaining cheap transportation toward the
South.

In this connection, I would call your atten-
tion to the necessity of an early effort being
made to have this canal free for the trade of
the entire country, instead of permitting it

to be used as an instrument for the benefit of
Louisville, and indirectly of St Louis. Steam-
ers loading at Louisville, and having paid to 1

coming up the canal, return free. Steamers
loading at Cincinnati pay toll both coming and
returning.

Steamers pay toll on their estimated ton-

nage instead of on their actual freight, and
therefore on a small cargo pay as much toll as

when loaded to their fullest capacity. This is

a very onerous tax for our citizens to pay on
the profits of their business.

But to return to the matter more immedi-
ately uuder consideration.

The "Dean" and "Hale" line of steamers
to Memphis have made arrangements lo con-
Imi their line of transportation without inter-

ruption. If necessary, they will run some of
their steamers above the Falls and some below,
or else they will contract with the Louisville

Mail Line of steamers, or some other steamers
for the conveyance of freight from Cincinnati
to Louisville. For the transfer of freight, from
above the Falls to below the Falls, they have
provided ample facilities in the way of drays
and wagons.
The Louisville Mail Line of steamers has

determined to extend greater facilities than
ever to our shippers, and I am assured by Capt.
Pearce that nothing will be left undone to

secure the transmission of freight to steamers
below the Falls He proposes to pro-rate with
all the lines running on the lower Ohio, and
has provided for the speedy transfer of freight
at the Falls

I am indebted to Gen. Weitzel for pome valua-
ble suggestions relative to the transfer of
freight over the Falls, and the possibility of
this means being resorted to will compel cheap
transfer by land

1 would remind you that although our South-
ern Trunk Railway is not completed, yet we
have tolerable means of communication by
railway with the South

The Short Line Railway to Louisville pub-
lishes a fair schedule of rates to the Southern
cities, which I am assured will be acted on dur-
ing all the fall season. They have, moreover,
made arrangements with lines of steamers on
the lower Ohio, to pro-rate with them in the
transportation of freight to all the towns be-
tween Louisville and Cairo, as well as on the
Mississippi river.

The I. & C. Railroad Company have running

arrangements with the Indianapolis & Jcffcr-
sonvilie Railroad, aid that road has a . nick
to the rivev, below the falls. I have assur-
ance that the rat<8 of freight will be esia'i-

lislied on a most, liberal basis, com meted lo l<6

delivered on Steamers below the Fa :s.

The O. & M. Railroad Company have a line
of rails extending to a point within a short
distance of the Falls, and are actively perfect-
ing arrangements to enable them to contract
for freight to le delivered on the lower river
steamers.

The competition that now exists on railway
freight to various points on the lower Ohio and
the Mississippi rivers insures reasonable
transportation of freight to some point on
these rivers whence steamers can carry it to-
ward its destination.

The anticipated completion of the Nashville
& Henderson Railroad by the first of next
October will open up a fine competing line to

the interior cities in the South.

I think prospects for cheap transportation to

the South this fall, notwithstanding the clos-

ing of the Louisville Canal, are better than
they ever were, but I did not intend making a
report on this subject until after I bad made
a trip to Louisville, and personally had con-
versation with the officers of the roads run-
ning therefrom. I find that I cannot obtain

|

the desired Interviews for several days and,
therefore, defer the trip I had intended tn

make. But as it is necessary our shippe a
and customers should know at an early da «

what are the prospects for shipping goods, I

make this preliminary report, defening more
specific information to a future day.

I am pleased to report that some of our larg-
est shippers look with much favor on our pro-
posed freight department, and some of our
original members are willing to increase their

subscripiious four or five fold if the desired
oliject can only be promptly secured. If ihe

responses from those shippers who have re-

ceived circulars and forms of application for

membership are not promptly received noth-

ing cau be done to benefit our fall trade, and I

hope before the week closes we will see the
requisite number of applications sent in.

I feel assured the freight department will be
efficacious in the equalization of rates of
freight on a reasonable basis so that custo-

mers can rely on fair rates of freight, without
the rapid fluctuations that derange commercial
business to so great an extent.

Nothing that is herein said, regarding in-

creased facilities for transporting freight

southward, argues against the great import-
ance of the early completion of our Southern
road. That is a necessity for the ultimate pros-

perity of Cincinnati.

Very Respectfully,

N. McNeale, Chairman.

Important Railroad Meeting.—.The Mays-
villn (Ky.) Bulletin of Thursday says: " There
will be a Railroad Meeting at the court-house,

on Saturday evening next, to urge upon our
people the importance of securing the early

completion of the Frankfort and Paris link in

our railway system, and with that end in view

lo consider the propriety of appointing dele-

gates to the meeting announced to be held in

the city of Frankfort, on the 18th of August
next.

" As a railway enterprise is never without

friends in Maysville, we have no doubt the at-

tendance will be large."

[We have an impression that the Kentucky

Legislature passed an act last winter au-

thorizing the Louisville, Lexington & Cincin-

nati (short line) railroad to consliucl the

I

above line, and to issue bonds sufficient to do
the work.]
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TUc Rockport A Cincinnati Railroad—
Letter from fclngiiteer Lovett.

[From Cincinnati Gazette.]

A short time since arrangements were made
for a reconnoissanee of the line of the Rock-
port and Indiana Railroad, and Mr. Thomas
D. Love tt, the accomplished Chief Engineer
of the Ohio & Mississippi Railroad, consented

to run over the projected route. As a result

of Mr. Lovett's observation, the following

letter has been furnished by him :

Cincinnati July 23, 1870.

John A. Gano, Esq., President Chamber
Commerce

:

My Dear Sir—At the request of the Board
of Directors of the Rockport & Northern
Central Railroad of Indiana, I have made a

reconnoissanee of the country lying between
Loogootee, a station on the Ohio & Missis-

sippi Railway, one hundred and fifty-eight

miles west of Cincinnati, and Rockport, on
the Ohio river, about sixty miles south of

Loogootee.
Dr. E. H. Sabin, Vice President of same

road, and Mr, H. R. Weeks, one of my assis-

tants, accompanied me. The route indicated

that by pursuing the favorable valleysfthat

presented themselves in a north and south di-

rection, a practical and economical route

could be obtained, comparing favorably in

cost with other roads already constructed in

Indiana. The commercial advantage that

would result from the opening of this road to

the city of Cincinnati, can not be too highly

appreciated, as it opens up the largest area of

territory now unoccupied by railways in any
portion of the State.

The city of Louisville, with the energy she
has exhibited for the past few years in ex-

tending her railway communications, is

already in the field with a proposed East and
West line. Let the merchants of Cincinnati

but make a small subscription to the stock of

the North and South Hue, and she will eecure

at least her share of the trade; otherwise

Louisville obtains the whole. This is a mat-
ter that should not be overlooked by Cincin-

nati merchants, when they take into con-

sideration that about five thousand square
miles of territory abounding in rich agricul-

tural products and inexhaustible beds of

mineral fuel of very superior quality, will be
tributary to this road, saying nothing of an
independent route to the South by way of

Owensboro, Kentucky.
This is the great tobacco growing country

for the State of Indiana, more of it being
raised in near proximity to this proposed road
than in the balance of the State. The crops
of all kinds are looking fine and the lands
well under cultivation. I was particularly

struck with the general thrift! n ess of the farm-
ers ; all are industrious, and by this means
are enabled to pay six or eight dollars per
hogshead of tobacco and other freights in pro-

portion, for teaming to the river, or distant

railways, and still prosper. A. road con-
structed on this line for the entire distance
between its terminus, the directness of align-

ment and chaiacter of grades will render it

capable of being operated at high rates of

speed with perfect safety.

Only two bridges of any importance will be
required—one over White river and one over
Paioken, both of which can be constructed at

moderate cost ; other streams are small and
very cheaply bridged.

In conclusion, I believe the road can be
cheaply built with a good alignment, easy
grade, and return a fair remuneration on the

investment. Six months of good weather
would accomplish it.

I left Mr. Weeks on the grou nd to make
arrangements for an accurate survey.

Very respectfully, your obedient servant,

Tho. D. Lovett

Baltimore A Ohio Railroad.

The following letter from Mr. Garrett, fur-

nishes a very succinct statement of the condi-

tion and history of this great and successfully

managed railroad, that can not fail to inter-

eat not only the stockholders of the road, but

all wno are (and who is not) interested in the

development of the traffic and transportation

business between the West and tide-water.

" Baltimore & Ohio Railroad.

" Pres't's Office, Baltimore, March 21, 1870.

" Messrs. Baring Brothers & Co., London:
" Gentlemen—I submit the following

facts in reference to the Baltimore & Ohio
Railroad, its financial condition, connections

and traffic :

"The length of the main line of the Balti-

more & Ohio Railroad, from Baltimore to

Wheeling, is 371) miles, of which 238 miles

are double tracked. The cost of this line in-

cluding second track, rolling power and real

estate, on September 3D, 1869, $29,212,-

729 17. The mortgage liens on this property

prior to issue of the mortgage for £tJUU,UU0,*

on March 1st, 1870, were $6,914,441 8b, being

less than one-fourth the cost stated. Many
extensive and costly improvements have been

made upon this line, and large additions have

been made to the plant, which having been

charged to expense accounts, do not appear

as capital. The net earnings of the company
have lor a long period been more than equal to

six times the amount of the interest payable on

the entire mortgage debt. For many years

uniform dividends have been made of eight

per cent, per year, and paid semi-annually.

After the payment of all interests and divi-

dends on capital on the road and its branches,

the company has invested surplus profits

amounting to $20,361,676 01, which are un-

divided, and which are represented by its

proprietorship of branch roads and other

property and stocks.

"The earnings of this large undivided
capital continue to be invested in desirable

structures, improvements, additional equip-

ment, and the construction and control ot im-

portant connecting roads. It owns, in whole
or in part, and works under contract, the fol-

lowing branch roads, viz: The Washington
Branch, from Washington Junction to the city

of' Washington, 31 miles; the Parkersburg
Branch Railroad, from Grafton to Parkers-

burg, in West Virginia, lu4 miles; the Wash-
ington County Branch road, from Kiuxville

to Hagerstown, in Maryland, 23 miles; the

Central Ohio Division, extending from Bell

aire, on the Ohio river, to Columbus, the

capital of Ohio, 137 miles; the Lake Erie
Division, extending from Newark, on the

Central Ohio road, to Sandusky, an impor-
tant port of Lake Erie, in Ohio, 116 miles;

the Winchester & Potomac Branch, viz: from
Harper's Ferry, through Winchester to Stras-

burg, in the Valley of Virginia, 51 uiles,

total, 462 miles.

'•The Baltimore & Ohio Company is assist-

ing the Marietta & Cincinnati Railroad Com-
pany to improve its line, and is engaged in

constructing the Metropolitan Branch road,

from the Point of Rocks (on its main stem) to

the national capital, 42 milps; and the Pitta-

burg & Connellsville road from Cumberland
to Connellsville, in Pennsylvania, 90 miles,

through which a superior and direct line will

be opened from Baltimore to Pittsburg, with
important connections from that center of
commerce and manufactures The western
section of the Pittsburg & Connellsville road,
viz :—from Connellsville to Pittsburg, 58
miles—has been completed and is in full

operation, having a large local traffic. The
Baltimore & Ohio Company is also enjra.ed
in building two great iron bridges over the

Ohio river, connecting its Parkersburg branch
with the Marietta & Cincinnati Railroad at

Parkersburg, and its main road wiib the Cen-
tral Ohio Railroad at Bellaire. The masonry
of these bridges is nearly completed, and it is

expected that both bridges will be fully con-
structed and in use prior to the 1st of January
next. These bridges will cost together $2,-

000 000. In addition to the payment of divi-

dends, payineuts have been made from the

earnings, reducing the mortgages hereiofo e

made from $11,895,166 67 to $6,914,441 86.

The annexed statement shows the aggregate
earnings, expenses and net results from Octo-

ber 1, 1858, to September 30, 1869, inclusive,

of the Baltimore and Ohio railroad and all

its branches

:

Dite. E irnings. Expenses. Net Results.

Sei/t. 30, 18'.9.$4.3UI.O0a -27 S2,05i,9>7 69 $2,-244 Otil lilt

Sept. 30, 18-jH. 4,65428b 50 1,914,-241 59 2,t70li41 91

Sept. 30, 1861. 4,011,1197 1-2 ],Si;.432:i9 l,lt*2,Bt>4 73
Sept. 30, 1862. 5,024 297 i-4 1,817,7,4 35 3,776.593 49

Sept. 3", 1863, 7,3)9,289 51 '2,041,175 80 5,'.nB.II3 71
Sept. 30, 1 64. 10,138,870 0.) 4,4J0,lJ5 '28 5 692.68U 75
Sept. 30, 1865. 11,771,875 72 6,7i'i,iK!l 55 5U31,-54 17

Sept 30, I860. 8,i.9-i,4-24 83 5,535,864 64 3,402 560 19

Sept. 30, 1887 8,340,409 0^ 4,991.355 33 3.349,053 74

Sept. 30, 1868. 8.472 217 76 5.781,111 51 2,092 106 -26

Sept. 30. 1809. 9,076.873 (11 6,589,127 60 3,9-7,745 44

Aggregate . $s3,337,058 69 $44, 132,18071 $39^05,47598

"lam, with great respect, your obedient

servant,

"John W. Garrett, President.

"*Being the present issue."

We give below a copy of .the Bill enacted

by the Virginia Legislature, that authorizes

the consolidation ol the Norfolk & Petersburg

road, 81 miles; the Southside R R., from

Petersburg to Lynchburg, 123 miles, with a

branch to City Point, 10 miles ; and the Vir-

ginia & Tennessee R R., from Lynchburg to

Bristol, 204 miles, with a branch from Glade's

Springe to Saltvilie, 8j miles. These form a

grand line across the State of Virginia, with

connections with all the principal points of

the South-west The consolidated capital is

$18,000,000. General Mahoue is President of

the line :

ATLANTIC, MISSISSIPPI AND OBIO RAILROAD.

The following is a copy of the Bill passed

by the Legislature of Virginia, entitled '• A
Bill to authorize the formation of the Atlantic,

Mississippi and Ohio Railroad Company;"
approved June 17, 1870 :

1. Be it enacted by the General Assembly

of Virginia, That John Goode, Jr., and
Thomas S. Corprew, of the city of Norfolk ;

George W. Boiling and J. A. Johnston, of the

city of Petersburg; E. H. Murrell of the

county of Campbell; Thomas S. Bocock and

Robert Early, of the city of Lynchburg;

William Watts, of the county of Roanolse

;

James A. Walker, of the county of Pulaski

;

Robert Crockett of the county of Wythe;
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Abram Fulkers 'n, of the county of Washing- I

ton ; Henry S Kane, of the county o 4 Scott

;

and Peter C, Johnston, of ihe county of Lee,

be and they aie hereby constituted a board of

commissioners, a majority acting, to effect the

organization of the Atlantic, Mississippi and
Ohio railroad company, as provided by the

terms of this act.

2. That the said Atlantic, Mississippi and
Ohio railroad company may have a capital

stock of twenty-live millions of dollars, such

part to be made common, such part preferred,

and such part an interest guaranteed stock,

as the president and board of directors of

tne said company may prescribe—ail, how-

ever, to be raied at one hundred dollars per

share, par value.

3. That it shall be the duty of the commis-
sioners above named, acting directly or by

their agent or agents, to arrange with the

stockholders, other than the State, of the Nor-

lolk and Petersburg, Southside, Virginia and
Tennessee, and Virginia and Kentucky rail-

road companies, as to the relative value of

their stocks, and to receive subscriptions to

the capital slock of the said Atlantic, Missis-

sippi and Ohio railroad company, to be paid

in the stock of the said Nortolk and Peters-

burg, Southside, Virginia and Tennessee, and
Virginia and Kentucky railroads at 6uch rate

or valuation as may have been agreed upon
;

provided, that such valuation shall allow to

each stockholder of the Norfolk and Peters-

burg, Southside, Virginia and Tennessee, and
Virginia and Kentucky railroad companies,

subscribing to the capital sto^k of the said

Atlantic, Mississippi and Ohio railroad com-
pany, at least as many shares as such stock-

holder now holds in the aforesaid companies
;

and for the purpose the more readily ot arri-

ving at such valuation, it shall be lawful for

the stockholders, other than the State, of the

said Norfolk and Petersburg, Southside, Vir-

ginia and Tennessee, and Virginia and Jven-

t cky railroads, to hull a joint meeting at

su 'ii time and place as the aforesaid cum-
in ssioners may designate ; and it shall he

competent for a majority of the stockholders

assembled at such meeting, each company
acting separately, to agree upon such valua-

tion
;
provided, that no stockholder in any

on? of the said companies shall be required

to subscribe or merge his stock in the capital

stock of the said Atlantic, Mississippi and
Ohio railroad company, without his consent,

or accept on terms agreed to by such stock-

holder.

4. That whenever it shall appear to the

satisfaction of such commissioners that a ma-
jority ol the stock, as to shares held in the

said Norfolk and Petersburg, Southside, Vir-

ginia and Tennessee, and Virginia and Ken-
tucky railroads, or of that held in a majority

of the said companies, by others than the

State, has bpen subscribed to the capital

stock of the said Atlantic, Mississippi aud
Ohio railroad company, a general meeting of

the stockholders, so subscribing to the capital

stock ot the said Atlantic, Mississippi aud
Ohio railroad company, shall be held at such
time and place as may be designated by the

said commissioners; notice of the same to be

given by publication in one or more news-
pipers published in the cities of Norfolk,
Petersburg, Richmond and Lynchburg, and
in the town ot Bristol-Goodson, unless it

shall appear, at the joint meeting provided to

be held by the terms of the preceding action

of this act, that such amount of slock has
been subscribed, in which event it shall be
competent to proceed then and there to or-

ganize the said Atlantic, Mississippi and

Ohio railroad company, as provided by the

terms ot this act.

5. That the stockholders of the said Atlan-

tic, Mississippi and Ohio railroad company,
may, at the general meeting hereinbefore

provided, a majority of the slock subscribed

being so represented, proceed, under the

supervision of the said commissioners, to or-

ganize the said Atlantic, Mississippi and Ouio
railroad company, aud do such other things

in furtherance of the objects of this act as

may be lawful to be done; and finally, upon
the organization of the said company, so

authorized, the functions ot the said commis-
sioners shall determine, aud the said Atlantic,

Mississippi and Ohio railroad company shall

he a body corporate and politic, vested with

all the rights and privileges conferred by the

laws of the Commonwealth, and subjected to

such as apply to the railway corporations

thereof generally.

6. That in the primary organization of the

said Atlantic, Mississippi and Ohio railroad

company, as herein provided, aud in all sub-

sequent meetings of the same, each Block-

holder shall be entitled lo cast, in person or

by proxy, one vote for each share of stock

held in tiie said company; and at such pri-

mary organization it shall be competent to

elect such number of directors as the stock-

holders may see fit, and to determine the

mode of electing a president and directors.

7. Thai the said Atlantic, Mississippi and
Ohio railroad company, at any time after its

organization, shall have authority, should it

so desire, to arrange with t lie Norfolk and
Petersburg, Southside, Virginia and Tennes-

see, and Virginia and K -mucky railroad

complies, or wiib any of the said compa-
nies, by lease or otherwise, for the use of the

franchise and property ol the same, upon
such terms as may be agreed upon by their

stockholders in any general meeting.

8. That the said Ailauiic, Mississippi and
Ohio railroad company, acting by such agent

or agents as may be appointel by its presi-

dent and board of directors, shall be entitled

to represent in all meetings of the stock-

holders of said Norlolk and Petersburg,

Southside, Virginia and Tennessee, and Vir-

ginia and Kentucky railroad companies—so

long as there shall remain any such dis-

tinctive organizations, from the failure of a

majority of the stockholders thereof to sub-

scribe or merge their stock in the capital

stock of the Atlantic, Mississippi and Ohio
railroad company as herein provided—all the

stock of the said companies which shall have

been subscribed to the capital stock of the

said Atlantic, Mississippi and Ohio railroad

company, casting the same number of votes

for each stockholder who may have so sub-

scribed to the capital stock ot the said Atlan-

tic, Mississippi and Ohio railroad company,

as such stockholder would be entitled to cast

by law, if such subscription and transfer had
not been made.

9. That upon the formation of the said At-

lantic, Mississippi and Ohio railroad company,
as provided by the terms of this act, the

board of public works shall be and they are

hereby empowered and directed to sell and
transfer for the consideration hereinafter

mentioned, to the president and board of di-

rectors of the said Atlantic, Mississippi and
Ohio railroad company, all the stock held by

the Commonwealth in the said Norfolk and
Petersburg, Southside, Virginia and Tennes-

see, and Virginia and Kentucky railroads, to

be cancelled or distributed among the stock-

holders of the said Atlantic, Mississippi and
Ohio railroad company, in the discretion of

the stockholders of the said company ; as the

stock of other stockholders th in tne State

shall as to each of the aforesaid companies
become absorbed in that of ihe sa'd Atlantic,

Mississippi and Ohio railroad company, and
the said company shall be authorized to ap-

point such number of directors in the said

Norfolk and Petersburg, Southside, Virginia

and Tennessee, and Virginia and Kentucky
railroad companies, so lo lg as lu.ire shall re-

main any such distinctive organizations, .aa

the State now appoints; an 1 upon all such

stock so so:d and transferred by 'be State, the

said Atlantic, Mississippi and Ohio railroad

company, by such agent or agents as its

president and board of directors in ly app lini,

shall be entitled to vote at all m clings of tin

stockholders of the said Norfolk and Peters-

burg, Southside, Virginia aud Tennessee, and
Virginia and Kentucky railroad companies

which may be thereafter held, casting the

same number of votes as the State of Vir-

ginia would be entitled to cast by law, if such

sale and transfer had not been made
;
and

the board of public works are further em-
powered and directed to sell and assign or

convey unto the president and b'aidol di-

roctors of the said Atlantic, Mississippi and

Ohio railroad co npaiiy, all and whatever

claims ihe State may hold or have against

the said Norfolk and Petersburg. Southside,

Virginia and Tennessee, and Virginia and

Kentucky railroad companies, and in and

wnh the said Atlantic, Mississippi and Ohio

railroad company, every claim, right and

privilege shall as firmly vest as to all such

claims as were vested in and with the Com-
monwealth on account of the same.

10. That in consideration of the sales and

transfers of claims and stocks herein au-

thorized and directed to he made, the Com-
monwealth of Virginia shall thereafter be

absolved from all and whatever liability for

and bv reason of her unsatisfied subscriptions

to ihe Virginia and Kentucky railroad com-

pany, which ii is conditioned shall be com-

pleted within six years alter the organization

of the said Atlantic, Mississippi and Ohio

railroad company; and in addiiion, the Com-
monwealth of Virginia shall be entitled to re-

ceive four millions of Virginia bonds, or at

the option of the said company, of money,

payable by annual installments of live hun-

dred thousand dollars each, ihe first payment

to be made during the year jtfrtj; such pay-

ment of the four millions of bonds as afore-

said to be secured by a second mortgage

upon the property of the said Atlantic. Missis-

sippi and Ohio railroad company, to be duly

executed to the board of public works of the

State immediately upon the surrender of all

the aforesaid claims and st .cks authorized to

be sold. The said mortgage to be, in all

respects, subordinate to such first mortgage

or deed as the said Atlantic, Mississippi and

Ohio railroad company may have made or

may thereafter execute; provided, the amount

of such first mortgage or deed shall not ex-

ceed the sum of fifteen millions of dollars;

provided, that a part of such sum, equal in

amount to all existing liens upon the roads to

be consolidated, shall be set aside for and

employed in the discharge of the same, and

the remainder employed in the construction

of the road to Cumberlarid Gap, and the re-

pairs and improvement of the whole line, so

that at no time shall the obligations of the

line prior in dignity to such second mortgage

to the State, exceed the said amount of fifteen

millions of dollars; and provided, that the

said four millions of State bonds shall bear

interest, at six per cent., from the first day of
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July, 1880; the interest accruing ihereon to

be paid in lawful money ot the United States,

or, at the option of the Atlantic, Missis-

sippi and Ohio railroad company, in Slate

bonds, dollar for dollar ; and provided further,

that the said Atlantic, Mississippi and Ohio

railroad company may, at their option, begin

the annual payments in liquidation of said

four millions of State bonds in the said year

1880, in which event, the deferred payments
shall hear interest Iroui first July, 1880.

11. That it shall be lawful for the said At-

lantic, Mississippi and Ohio railroad company
to take subscriptions for any unsubscribed por-

tion of their capital stock, and to receive in

paymeut, at such rale or valuation as may be

agreed, lands, materials, city or railroad

bonds and stocks; aud it shall be lawful for

the cities of Norfolk, Petersburg and Lynch-

burg, and for the counties of Lee, Scott and
Wise, to subscribe to the capital stock of the

said Atlantic, Mississippi and Ohio railroad

company in such sums as may be authorized

by the qualified voters of such cities and
counties voting upon the same ; and to this

end it shall be the duly of the councils ot

such cities, and the county courts of such

counties, in their discretion, to cause a vote

to be taken, in ihe manner prescribed by law,

at such time as ihe president and board of di-

rectors of the said Atlantic, Mississippi and
Ohio railroad company may ask.

12. That the said Atlantic, Mississippi and
Ohio railroad company shall hold all lands

acquired under this act and in fee simple,

with the right to sed and convey the same.

13. Tuat it shall be lawful for the said At-

lantic, Mississippi and Ohio railroad company
to issue bonds, or other evidences of debt, at

a rate of interest not exceeding the maximum
presciioed by law, and to secure the payment
of principle and interest by mortgage or

otherwise; and it shall be lawful lor the

cities of Norfolk, Petersburg aud Lynchburg,

a id tor the couuties of Scott, Lee and Wise,

to guarantee such payment of any of the

bonds other evidences of debt so issued,

whenever the qualified voters of such con-

stituencies shall, in the manner provided in

the eleventh section of this act, so authorize

14. That as the stock of the said Norfolk

and Petersburg, Southside, Virgiuia and Ten-

nessee, and Virginia and Kentucky railroad

companies, respectively, shall be absorbed by

the said Atlantic, Mississippi and Ohio rail-

road compauy, as contemplated in the terms

of this act, the said company shall become
absolutely vested with all the rights ol fran

chise and of property which belong to the

same; provided that a separate account of ihe

property, receipts and expenses, as to each ul

the aforesaid railroad companies intended to

be absorbed by the operations of this act, shall

be kept, in so far as to protect the claims and
preserve the rights of such creditors and
stockholders as to each of the said roads, as

may remain unsaiistied by the Atlantic,

Mississippi and Ohio railroad campauy.
15. Tliat it shall be lawful for t tie said At-

latit c, Mississippi and Ohio railroad company,
upon such terms as shall be agreed upon, to

consolidate with any railroad which may be

cousiructed from Richmond to Lynchburg;
provided, that in the event of the failure of

Buch consolidation, the said Atlantic, Missis

Btppi and Ohio railroad company from Rich-

mond to Lynchburg, shall mutually arrange
for the interchange of passengers and freights,

and the gauge of ihe two roads permitting, of

cars so that passengers and freights passing

from and to the hue of such road from Lynch-

burg to Richmond, shall be subject to no
manner of discrimination.

16. That the said Atlantic, Mississippi and
Ohio railroad shall, as to freights and tonnage
passing to or from the line of its railway, for

or from Richmond and points on the line of

tne James River and Kanawha canal, allow

Ihe same pro rata charges as by the Southside
railroad, and by other lines connecting with

the said Atlantic, Mississippi and Ohio rail-

road at Lynchburg: provided, that in all com-
putation of such rates with the canal, the

name shall be made upon the basis or allow-

ance of not less than seventy miles for the

canal from Richmond to Lynchburg, and that

the said canal shall not, by reason of this act,

be divested of any right or privilege to which
it is now entitled by an act passed March
6th, 1849, "authorizing a subscription for the

Commonwealth to the stock of the Virginia
and Tennessee railroad company," or by any
other law.

17. The said Atlantic, Mississippi and Ohio
railroad company shall allow any connecting
work all proper facilities in and for the for-

mation of a physical junction with the rail-

way tracks of the same and for the inter-

change ot freights and passengers. And the

said Atlantic, Mississippi and Ohio railroad

company shall make no higher rate of charge
on passengers and freights coming from the

line of any connecting work and destined tor

any point on the line of the said Atlantic.

Mississippi and Ohio railroad, or upon
the passengers and freights coming from any
point on said road, and destined for the line

of any such connecting work, than is made
by Ihe said Atlantic, Mississippi and Ohio
railroad company in the like class of passen-

gers and freights for transportation over its

own line for the same distance; provided,

such connecting work shall observe the same
rule in its charges for the transportation of

such passengers and freights; and provided,

further, that if either company shall so arrange
its freight cars as to run upon the track of the

other, they shall be received and transported

to any point of destination on the line of such
other road upon just principles as to the

charges for moving, transporting, and deliver-

ing such freight cars, as may be agreed on
by said companies; and provided, further,

that the freight, cars of such connecting road
shall be of the same size, pattern, and plan,

as those of the said Atlantic, Mississippi aud
Ohio road.

18. This act shall be in force from and
after its passage.

Tbe Ferguson It nil road Bill.

DECISION' OP JUDGE PENNEWELL—ITS CONSTITU-
TIONALITY APF1KMED.

We publish below an abstract of an opinion
delivered by Hon. C. E Pennewell, of Toledo,

Judge of the Huron Common Pleas, on a pe-

tition for an injunction to restrain the issue

of bonds by the city of Toledo, and to pre-

vent the construction of the Toledo & Wood-
ville Railroad, under contract with J. Edwin
Conant. The law under wuich the contract
was made was passed after the passage of the

Ferguson Railroad Bill, after which it was
modeled, and with which it was almost iden-

tical in terms, except that its provisions

were made general. The decision of Judge
Pennewell, therefore, as far as it relates to

the constitutionality of the bill, is equally ap-

plicable to the Ferguson bill.

The argument was very full, and both sides
I were represented by able counsel, Messrs.

Frank H. Hurd and C H Scribner appearing
for the plaintiffs, and Messrs. Charles Kent,
M. R Waite and John C. I^ee fur the defend-
ants. The abstract of the opinion which we
publish is from ihe Toledo Commercial :

The question requires the most carefnl

consideration by tbe Court, both on account
of the alleged importance of this railroad en-

terprise to the city of Toledo, to the interests

of the plaintiff's, and the tendency of sustain-

ing the statute in question on luture legisla-

tion of the same kind.

1. Tbe defendants allege that the plaintiffs,

being residents and tax payers of the city of
Toledo, can not, by reason thereof, bring this

action. Upon examination, it appears that

the authorities cited by the counsel for the

defense, (the 18 and 23 N. Y. and others),

sustain this position; but in Pennsylvania

and Ohio, the holding seems to be the other

way. Our opinion is that the citizen may
bring his action to stay tbe incurring of a
debt that will fall as a burden of taxation

upon him and others. Bit in the view I have
taken of this motion, the determination of
this question is not material

2. The claim made by defendants, that

plaintiffs are improperlj joined, as well as

that the city is n necessary party, for the rea-

son above named, need not be seriously con-

sidered.

3. The plaintiffs insist that tbe statute of

May 4th, 1869, under which this railroad is

to be built, is unconstitutional, and all acts

under it void. We recogniz; the rule of con-

struction, thai an act must be manifestly in-

consistent with the Constitution, to be so held

by the Judiciary Doubts in tbe mind of the

Court must, all be resolved in favor of the

validity of the act. The presumption that

the L°gislature has well considered the ques-

tion of the conformity of a proposed amend-
ment to the Constitution must be allowed in

every case The Legislature may have en-

acted without doubt, that which the Court,

upon any other rule, might overturn in doubt.

With this rule we will proceed to consider the

various sections alleged to be in conflict.

That first named in Sec. 19, Art. 1, which

reads :
" Privale property shall ever be held

inviolate, but subservient to the public wel-

fare." The conflict with this section is al-

leged to be in taking private property for a

privite use. Although the city is authorized

to exercise the right of eminent domain in

securing right of way, and to impose taxes to

construct the road, yet this is done for a pub-

lic use and not a private one. The mere

fact that only part of this road will be within

the city limits, does not change its character

as a work of public benefit. While it may be

fur the local benefit of Toledo, it will never-

theless be for the public benefit of all its

citizens.

The next point in which conflict ia assert-

ed, is by reason of the provisions of the 2tilh

section of article 2: "All laws of a general

nature shall have a uniform operation through-

out the State, nor shall any except such as

relates to the public schools be passed to lake

effect upon the approval of any other authori-

ty lhan the General Assembly, except as

otherwise provided in this Constitution.

The claim of the plaintiffs is, that being of

a general nature, ought to have a uniform

operation throughout the State; that the law

is to take effect upon a vote of the City Coun-

cil and of the people. Of this claim little

more may be said than that it is not tenable.

The Supreme Court has passed, and that

quite recently, upon this Constitutional pro-

vision. We think the law took effect without,
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and before any vote by the Council or the

people. Their action was had in the way ot

execution of, and not in the way of approval,

so as to give or deny its validity.

The third point to be passed upon is made
on the 1st, 2d, 3d, 4th and 5th sections of ar-

ticle 8. By these sections the Sta'e is lira. ted

in its power of creating debt, with respect to

the objects and amount of the debt, and also

prohibited from loaning its credit for the pro-

hibited objects. The Stale is also forbidden

to become a joint owner or stockholder in any

company or association in the State or else-

where for any purpose whatever. A like pro

hibition is put upon the Stale to assume the

debls of cities, counties, or any corporation

whatever, except ihose created to repel inva-

sion, suppress insurrection, or defend the

Stale in war.

It is urged that these provisions apply as

well to political subdivisions o the State as

to the Slate itself. It is sufficient for me,

that the Supreme Court has held (in the ca-e

of the 2d O. S B., Cass vs Dillon) that these

provisions refer to the Slate alone, and not to

these subdivisions. The Court there very di.—

tinctly announced this doctrine, and I could

not, if I would, disregard it.

More especial stress has been laid upon the

inconsistency of this act with Section 6 of

Article 8. Here it is claimed the letter ol

the Constitution is infringed, because by un
dertaking the construction of a railroad un-

der this statute the city becomes a railroad

company and lends its aid to such railroad

company.
We do not understand that, because the cily

builds the railroad, that it thereby becomes a

railroad company. It is a work undertaken

for the benefit of the city, as any other public

work, such as the construction of water

works, and the procuring of gravel or fuel for

the use of the city. The letter is not infring-

ed. While there is much force in the argu-

ment of counsel for plaintiffs, that if the city

can build one mile of railroad, it can build

one hundred miles, I am not prepared to say

that it can not. Perhaps it might be an abuse

of such power, but when we look into Art. IS

and Sec. t>, we find that the General Assem-
bly is authorized to prevent the abuse by

cities of their powers of taxation assessment,

borrowing money, contracting debts, and
loaning their credit, thus apparently leaving,

with the Legislature, the power and discretion

over these powers of cities. This is rather a

question for the Legislature than for tl e

Court This power in the Legislature seems
to have been reposed, as a safeguard, in the

control of municipalities in taxing, incurring

debts, etc.

Upon the whole review of the question, I

must hold the law to be constitutional.

BST"The Cleveland Rolling Mill Company
is producing steel rails at the rate of 6,000 to

8,000 tons per year. The mill has only re-

cently staried and is not yet in full operation.

Its capacity is from 15,0l'O to 20,000 tons per

year. The steel is of Lake Superior iron.

8gF*During 18K9, 12,765 tons of pig iron

were made at the Cleveland Iron Works; 30,000
tons of railroad iron; 16,000 tons of merchant
iron; 4.000 of boiler, tank and sheet iron

;

4,450 of forginge; 7,100 of nuts, washers, bolts,

nails and spikes, and 18,300 in machinery
castings. The consumption of pig and scrap

iron amounted to 67,500 tons; that of coal

and coke about 230,000 tons. Cleveland has

14 rolling mills, with 200 puddling furnaces,

and a daily capacity of 400 tons of finished

iron.

Le Van's

Improve! Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-

faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense Ifnot as
represented.

Price List and PhotoCTaphs sent
od application.

W. Barnet Le Van b Co.

& M. cor. 2Uh and Wood Bti.

,

Philadelphia.

T. F RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS

TII'OOOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,

6? W. Sixth St., Cincinnati, O.

Cirjulnrs sent free.

19-5-70. 18

I'.slabllslieil 1853.

E ftWIN J. HORNEK,

Successor Co

JlcnAXDI, A- HORNER.

Locomotive arid Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

GRAND SCENERY!
^QUICKEST EOUTE-®!

59 Miles in Distance Saved

Baltimore& Ohio R.R.
-TO-

BALT1MORE,
PHILADELPHIA,

JfEiy YORK, and

liOSTOX,
WITn THE PRIVILEGE OF GOING TOWASHINGTON

1NO CHANGE OK1 CARS
From Cincinnati RoHimnvo or| d hut ONE

orColuti.l.us to JJd/1 tllllUJ. C CHANGE
I'ltilml'ljihiu and Seiv l'«r/,-.

Ask for TICKETS and
RAGGAGt CHECKS viaBaltimore&OhioR.R

J. L. WILSON, Master of Transportation.
L. H. POLE, General Ticket Agent.
i. B.GIBSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Lars.

Ohio & Mississippi Railroad,
for St. Louis, Cairo, Louisville, Evansville, St. Joseph

J^Terson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS 3

SI. Louis, Ev-nsville and Cairo
Mail 7:1S A M. 10:55 P.M.

Osgood Accommodation. .. 3:10 P.M. 8:45 A.M.
Through Western Express 5:11" P. M. P:30 P. M.
Nk'ht Express 10:20 P. M. 6:00AM.
The 5:10 P. M. train runs daily. Trains run by Vin-

e.ennes time. It' minutes stover than Oin'ti time.

For tickets or in'urmation apply at Offices. 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

B. G. BONDURANT. Superintendent, Cin. O.
C. E. FOl.LET. Gen'] Tick't Ag'l, St. Louis, Mo.

As in use on the National Despatch Line of

Cirs, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manulacturing Agents,

Wilmington. Delaware, or
I'll AS. BOCKUS .V CO. UosIoii.jMiimk.

2-12-0,52

THE LOBDELL

CAR-WHEEL.T1RE I MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1830

Allkinds ofEailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70 52
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ERIE B All,WHY.
liOO MILES undrr

One MiDagement.

8l!0 MILES without

Change of Coaches.

BROAD GAVGE, l>OI :BLETRACK ROUTE
FOE—

KEW YORK, BffSiOB,
Providence, Albany,

PITTSBURG, HARRISBURG
X3liilaclelpliia Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania,

This Railwny extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW l'ORK, - 625 Miles.

Dunkirk: to new york, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTE.

TWO EXPRESS TKAIKS DAILY
Leate CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. W-, CINCINNATI EXPRESS,
(Sundays *tcrpted.) Arrive Day ion 9.10 A.
M.; Urban.., 10.29 A. M ; Gallon, 12 57 P.M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.65 A. M. ( Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

?.!. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elinira for Williamsport and the'

S.iU'b; at binghampion for Cooperwown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily, Arrives* Dayton, 12.03 A. M.; Urban*,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. \!.; West Salem, 5.59 A. M (Bkf'si)
;

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6 19 P.M. (Supper) ; New York, 7.00

A. M. Countcis at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrist.urg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

l.lmira with Northern Ceutnil Railway for

Harrisbuig and the South, and at N. Y. with

Jprriorning trains for Boston and N. England
cities.

Kew aud Improved Coaches of ttie style peculiar to the

Broad G:iUL:e. arranged fur both Day atid Nijrht 'travel,

afi attached to this tiain at Cincinnati and run through to

Ne* York, formine- Hie Only l.iue running through
860 Miles without lliange.

Boston and \ow E upland Passengers.
v,itii their tia^a^r.jtri. t raiislerretl FitlOK
OF C1IAUGE iu Sew York.

TT
-
?
3 The Erie Bailway Company has opened a new

Ferry from their Jer.-ey City Depo to the foot of Tventy-
Jiirl Siriet. New Vork. [till, enabling parsenjjers to reach
he ly per portion <.f tin: city withoai the expense and an-
noyance ot a street ear or omnil)U6iianBfer.

IT3 The scenery slung tlie entire route of the Krie

Railway is of the niost picturesque act he.iuiiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever chancing landscapes sub
ects of continual admirati- n anil iotere.it

IJasygfi\f£(i Cliecli'cl Tliroug-h
And Fart uluuiy* as i,fjui an by any otlier Uoute.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which ciu be ubtaired at the Company'* Offices in Cin-

cinnati, 80 Wett Fourth Street. "16 Vine St., 4 Burnet
House, and foot of Broadway , (Spencer lit. use Bluek),

and at all principal Ticket. Unices in the South and
£outh-*eaL W.W. It. BAKIt,
W B. SHATTUC, Ueu\Fa»*V Ag'U

aeneral S jUtbera Agent.

Best iioute to Si. LoiiK aud Ch cago

I NBIANAPOLIS,
* CINCINNATI

LAFAYETTERAILROAD
Great Through Passenger Route from CINCINNATIto

. LOUIS,
CAIRO, "

C HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and Kjver Towns and Cities in the West,

North west and South-west.

JO=Tbe7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail..., 7.20 am 32-40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
;'St. Louis aud Springfield Express. 1" 20 pm 3.42 pm
Lawrenceborg Accommodation 10. 1 Oam 2.35 pm
Lawrenceburg Accommodation 4..0 pm 8.25 am
*The 10.^.0 T>m. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail ' 7.00 am DM5 am
Chicago Express 6 50 pm 9-3'' pm
Harrison Accommodation 5.30 pm 5.30 um

ThroughTickeis can be obtained atthe Burnet House
Oflice, corner oi Thud and Vine ; River Office, corner of

Walnut Streetand River; and at Depot, corner of Plum
*nd Peai Istreets. 1 he splendid Passenger Depot of the

I. & C. Railroad is about a mile neater the businesscenter
of the ci\v than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

.1. F. RICHARDSON .Superintendent.
A. K . CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART, ARRIVtt

Eastern Express (Erie Railway). 7:00 A. M. 6:30 p.M«
do do do .. 9:45 P.M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do 6:30 P, M. 7:0OA. M-

Lima Fort Wayne &. Chicago.... 7:15 A M. 10:25 P. M-
do do do ....2:30 P.M. 5:40 P.M.
do do do . . 6i30 P. M. ?:30A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40P. M.
S| ringfield Accommnd tion 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 0-30 P M. 10:20 A. A.
Muiicieft Indianapolis 7:15 A.M. 10:25 P.M.

do do .... 5:1,0 P. M. 1:20 P M.
Hamilton, Eaton & Richmond... 7:1a A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:21) A- M.
Hamiltm Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.

Trainsrun SEVEN MINIFIES FASTER than Cincin-
jfttilime.

For all information and throughtickets. please apply at

tneo Id office, south-east corn ei of Broadway and Front; B.ir

net House Office, corner Vine and Rakerrtreets, and at the
respective depots. East Front and WestSixth streets.

D. MoLAREN, Gen'l Superintendent.
SAM'L STKPHl-^SuN.GenlTick't AgU.

Jmnibu set call for passen ?rt

The Old And Reliable Route,

Through to PUtsburs without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection «iih the Cincinnati, H milton Ac

Dayton* aud Little Miami Railroads, still continue to trans-

port produce ami merchandise between Cincinnati and
Pittsbusg, Philadelphia, B^ltimcre t New York or Bo&lon,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired.

Shippers will please apply to

H. W. BROWN & CO.,
No 27 West Third Street, Cincinnati.

W. P. SH1NN, General Freight Agent.

J Pittsburgh, Pa.

LOUISVILLE & CIKC1KMATI

SHORT-LINE RAILROAD.

Tl-rrfco only 3 liours
Fare Only S3.50—Transfer from Hotel or
Residence to Depot, In Covington, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louisville, Nashville, Memphis', New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LEAVE. ARRIVE.
Marring Mail 7,35 A. M. 2, 3np. M.
Evening Express 7.)5 P. M. 3.45 P. M.
Night Express 11,15 P. M. 5,00 A.M.
Walton Accommodation 4,00 P.M. 9.35 A.M.
The 7:35 A. M. train runs daily.

The Low Fare Season and Commutation Tickets, good on
the Walton Accommodation, oiler great inducements to the
citizens of Cincinnati and Covington wno wish to pur-
chase country resi ences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all dny to attend to business. For
furthei information as to routes, low fare. &c, please apply
at No 1 Burnet House, or Depot Covinston. Ky.

SAM'L GILL, Gen'ISup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., connects at Hampton Junction with the Dela-
ware, Lackavvai.na, and Western Railroad, and at Easion
wUh the Lehigh Valley Railroad and its connections,
Eorining a direct line to Pittsburg and the West, witbout
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati. St. Louis, etc., with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1S69. Leave New York ai

follows

:

6:55 a.m.— For Easton, Bethlehem, Manch Chunk,
Wiiliumsport, Wilkesbarre, Mahouey City, Tuckhannock
&C
7:15 a. m.— For Somerville.

S:30 a m —For Flemingtun, Junction, Stroudsburi?
Water Gap, Scrantou, Kingston, Pittston. Great Bend,.&c.

I«J lit.—iur Flemiugton, Eastun, Alleutowu, Mauch
Chunk, VVilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Pottsville, Scranton, Harrisburg. &c.
3:30 J>. m.—For Easton, AHeutown, Mauch Chunk

and Belyidere.

4:30 p. in.—For Somerville.

5:35 i»- ni.- For Somerville and Flemington.
6 p. in.— For tinstun and iutermediatestations.

7 p. ni.—For Somerville.

7:30 p. ail.— Emioraht— Stopping only at the princi
pal statit aa.

9:00 p. m.-For Plain6eld.

11:50 p. in.— For Plainfield, on Wednesday and
Saturdays only.

FOR TnE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,;
for Easton, Alleuiown, Hanisburg, and the West without
change of cars to Ciucinnaii or Chicago, and hut one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water G«p, Scranton, Ac. Connects at Phillipsburg for
Mauch Chunk, Wilkesbane, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) f- r Easton Bethlehem. Allentown, Reading, Harris-

burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pittsburg and Chicago- Connects at Junction with*
Delaware, Lackawannaand Western Railroad for all sta-

tions to \crauion. This train will be run to Easton on
Saturdays as a local train, stuppiug at principal stations.

8 p. in.—Wester*. Express Train, daily, for Easton
Allcutowii, Reading. Harrisburg, Pittsburgh, and the West
—connects at llarrishurg with tr.iin for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
8:15., 8:30, 9., 9:20, )o:30, 11:40 a. m.—12 m., 1:!>0, 2:u0

3:00,3:30, 3:45, 4:15. 4 3c, 4:45, 5:10, 5:25, 5:45, 6:00,6:25,
7:10.7:2 .7:40,8: 0,^9:00,9:40 10:45,11:50p.m.

Tickets for the West can be obtained at the office of th»

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. I Astor House; Nos. 254, 271. 526 Broadway Jjft

No. 10 Greenwich st., and at the principal hotels.

R. E. RTCKER, Superintended
H. P.Baldwin, Gen Taas.AgW
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WKIGIITSON & CO., Propr'H.

New Railroads.

Short Lines, and Junction Lines, and
Southern Lines.

There is so much of interest in the schemes

and struggles for short entrances into Cin-

cinnali, and through Cinciuna'i to the South,

that we feel disposed to consider the subject,

and determine, if we can, the practical solu

tion of these schemes; and here we may say,

they are more numerous than the public sup-

pose. Till within a few years, it was deemed

impracticable, or at least, undesirable to cross

high ridges, or go through expensive lands

and houses; hut now railroads don't stop for

hills and mountains, and they don't stop for

expense. Science has learned to solve the

problem, and capital has accumulated so fast

in our country, that money can be found for

almost anything. Nothing is thought impos"

sible in resard to new schemes. The mana
gera of a great railroad company put their

fingers on New York and Cincinnati, St.

Louis, Memphis or New Orleans, and say

they must have a Grand Trunk Line, con-

necting any two of these points, and it is

done. But, the rage for connecting lines

don't stop there. Lines between minor

points—or rather, short lines, going from a

minor point to an important one—find that

they have made a little mistake in not making

the whole line, or not making it on the best

route, and they proceed to mend, aud to

lengthen their ways. Now, all this is the in-

eviiable result of the nap-hazard way, with-

out any general plan, in which our railroads

were at. first made. These new routes and

improvements must at some time have been

made, and in this day of peace, wealth and

prosperity, we are glad to see these new en-

terprises. Here, at Cincinnati, we are pecu-

liarly situated in regard to these new
works. In the first place, Ohio, betveen the

lakes on one side, and the southern moun-
tains on the other, is, emphatically, the Gate-

way to the West. Do .vliat they may, the

Trunk Lines from the Ailantic to the West,

must pass through Ohio. Very much the same

thing is true of Cincinnati. Having got to

Ohio, these lines, if they seek the South or

South-west, must pass through Cincinnati, or

at least, this is the best route. It has seem-

ingly taken a great while to discover this

fact; but it is now so palpable that Cincin-

nati is now the center of new railroad im-

provements—nil so much as to new lines, as

to new improvement. In view of ihis stale

of things, we will proceed with our review of

some of the new schemes.

1. The Junction Railroad, as our readers

know, as a road from Cincinnati to Indiana-

polis via Hamilton. Two difficulties have

been obvious since its completion. The first

is, that the competition with Indianapolis, as

a point, is so great, that the trade there can

not be depended on for profit. The second

is, that it is dependent on the Cincinnati and

Hamilton road for an entrance into Cincin-

nati. In consequence of this, we had recent-

ly an appeal to the merchants of Cincinnati

to make the road, called the Muncietown

road to bring trade fr/tn Northeast Indiana,

on the Junction road to Cincinnati. We be-

lieve this effort has been successful. To

meet the second difficulty, we learn, that sur-

veys are made by the Junction Line, direct

west of Millcreek, through Colleye hill_

to Cincinnati. If this really were done, it

would produce some important results. The

line from Hamilton would be five (5) miles

shorter than that Dy the Cincinnati & Hamil-

ton road, and would undoubtedly, divide the

trade from Hamilton to Cincinnati, with the

present road If the money can be found, it

will make the capital in the Junction road

much more profitable. It would not be

strange, therefore, to see this new scheme

perfected. We see at once, this short line to

Hamilton, and from the "Junction" through

Muncietown, will give the best and cheapest

route to Cincinnati, from a considerable por-

tion of Indiana. We see also, that coming

on the west bank of Millcreek, it will meet

with fe* or none of the difficulties, which

beset the other roads coming through what

we may call Millcreek lake.

2. Let us pause again, to consider the new

enterprise of the "Short Line"—Dayton

road. We suggested last week some difficul-

ties that scheme would meet with ; among

others legal obstruction; not, perhaps, wholly

known to the projectors. But we say nothing

of them. The curious part of this enterprise,

at least to our minds, is that having under-

taken to reach Cincinnati without the aid of

other roads, it seems that the " Central " and

its colleagues are to accept the Baltimore

road for the last eight miles; however, we pre-

sume this is only a temporary arrangement,

and there is some plan of making the new

road independent hereafter. Our own opin-

ion has uniformly been that railways coming

from the north and east of Millcreek should

come through the projected tunnel; but nous

verrons—time rivals destiny. Looking to the

"Short Line" as a fait accompli, we have

been curious to see what would be the " Cen-

tral Line" to New York. It would be com-

posed thus :

1. Short line.

2 Dayton and Springfield.

3. Springfield to Columbus.

4. Columbus to Cleveland.

5. Cleveland to Buffalo.

G. Buffalo to Albany.

7. Albany to New York.

This route would he 117 miles from Cincin-

nati to Columbus; thence 1 35 to Cleveland
;

thence lhO to Buffalo; 298 to Albany, and

150 to New York. In all 850 to New York,

fhis is longer than olher routes; but we sus-

pect that it can be run in as short time as

any. We see no reason why an express train

from Cincinnati should not be run to New
York safely, without change of cars, in twenty-

eight hours. But we are not discussing

routes, we are only pointing out what is doing

and what may be some of the results.

3. Looking now to a "short line" to the

South, what would it be? We have discussed

this so often, in so many forms, that it seems

we could say no more ; but still there is some

room for reflection. Cincinnati chose Chatta-

nooga as her southern point. One gentleman

says : go to Chattanooga by way of Nashville;

another says the "Short Line" to Louisville

gives you a good connection with the South-

west. Yes, but that is not the idea that is in

our minds, and is not the plan to give Cin-

cinnati a new trade, and, in fact, to gjvje her

the command of the trade of the South, she

must have a trade direct to the center of the

South. This is the whole problem, and there

is no prospect in reaching a solution in any

other way. What point in the South should

we select? Atlanta is quite far enough,

though that line would bear us to Apaiaehe.

cola Bay (Florida); and a road from Paris,

(Ky.) through London (on the old ridge road)

would be a route which would lead us to the

heart of the Southern railroad system. We
do not say this in order to advocate particu-

lar routes, but to show what is the leading

idea of a short line Southern road. It may

cost quite as much to go on the direct route

as "on a circuitous one; but the road will be a

far better one for the interests of Cincinnati.
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Virginia Notes.

EDITORIAL CORRESPONDENCE.

Richmond, Va., July, 1870.

Railroad Record:—In my last I said I

was snugly ensconced in the Spotswood House,

one of the most comfortable, home like and

best kept hotels I bad ever stopped in.

So satisfied was I with my entertainment

here that I had made up my mind to rest a

few days, and recruit from the fatigue of my

journey hither; and in hopes that by the time

I started out again the heat would abate;

enough at least to bring the mercury low

down in ninety. But the fates were against

me.

One of the officers of the R. D. & P. Rail-

way has learned of my connection with the

Record, and with true Virginia kindness sent

me a pressing invitation to participate in the

pleasures of an excursion with the Virginia

Legislature to Yorktown and return.

I accepted this offer, and the next day, at

the appointed hour, was on board the cars

with the merry set of gentlemen who have

charge of the political interests of the Old

D jiuinion.

In our journey to West Point, at the con-

fluence of the Pamunkey and Mattuponi rivers

we passed over the battle fields of Seven

Pines and Fair Oaks, across the Chicknhom-

iny river, at the point McClellan lauded his

forces for his Peninsula campaign ; and near

the old Custiss mansion, where Washington

first met, courted, and married his wife Mar

tha, and now owned, together with the old

Washington estate, by one of the sons of the

Confederate General Robert E Lee.

This was classic ground, and fraught with

great events of Colonial days, as well as those

of the later and more terrible strife.

The friends who accompanied me had

Ferved upon the Southern side, all through

the battles upon this section of the country.

They had been eye-witnesses to the despera-

tion and heroism of both armies, and of the

f-arlul slaughter that had covered this whoie

ground, for miles in every direction, with

dead and dying men and horses; and as we

passed localities of note they were kindly

pointed out to me, and the events and inci-

dents that render them famous narrated.

The trip from Richmond to West Point, the

head of York river, was quickly made. The
road is in good order; the running was as

even and steady as upon the best of our

Northern roads. Superintendent Dodemea
was in charge of the train. President Bu-

ford was among the passengers.

At West point we were transferred to a fine

steamer, ready for the occasion, and soon out

into the stream, and en route to the Sea.

West Point is another of the speculative lo-

calities, where the commercial city of the

South is to be erected. And I am told that

the ground all about is already in the hands

of a company of capitalists, who are making

extensive preparations to put the lots upon

the market.

What a fine plat and a deal of puffing and

blowing will do towards selling town lots is

notorious in America, and something wonder-

ful may come in this way, out of this specula-

tion
; but the great city will not cast its

shadow in this part of the York, and some-

body will be badly fooled.

Aside from a marsh of small extent the

ground is dry, lies well enough to the stream,

and the surrounding country is fertile, and

there is timber and building material, ana

many of those industrial resources necessary

to the prosperity of such an undertaking.

But the York at this point is shoal water; not

.to exceed an average depth of ten feet. The
I channel is somewhat deeper, but even this is

inadequate to the demands of such a trade as

such a place must have. It may make a

pleasant little village for tbo denizens of

Richmond to visit, and feast upon the York
river oysters, fresh from their native beds,

and to rusticate in
; and for the transhipment

of passengers from the railway and boats:

beyond this I think it will not amount to

much for a long time, if ever.

The York river spreads out beautifully as

it glides towards the bay. The weather was

hot, the air still,* and the water smooth as a

mirror. I viewed with great pleasure the un-

dulating and well cultivated shore lands, and

the outline of the horizon that shut in the

scene. It was like a great panorama passing

gently in review.

As we approached Yorktown I heard shouts

and huzziis upon the shore; a glance showed

me a lot of happy, dancing, skipping negroes,

that were making for the wharf, where our

boat was to land. They crowded about the

posts near the end of the pier, and were ready

to catch the rope, cast the loop over the tim-

ber, haul out the plank, and do anything, and

all in the greatest glee imaginable.

The Legislature scrambled out in any and

every way it could, and we marched up the

hill into the old town. And a queer old place

it is Its location is beautiful, high from the

river line, fronted by a clean sanded and

pebbled shore, with a rich country bick of it.

There is a good hotel here, sustained princi-

pally by visitors from other parts of the

country, who come here to bathe in the river,

live upon the fish, oysters, and soft shelled

crabs, that abound here; and recruit from the

languor of excesses and fast living else-

where. The place has a few ordinary busi-

ness houses, that I learned were pretty well

sustained. But the central object of interest

is the old Nelson mansion; the residence of

Virginia's Colonial Governor. It is a good

sized two-story building, well built of brick

and lime, brought from England. The walls

are very thick ; the doorway large, arched,

and heavily cased; the window high from the

floor. There is the old fashioned English

great hall, and rows of finely finished lofty

rooms on each side. In the ea't gable end are

the marks of cannon balls, fired during the

revolution. The buildirg is in a splendid

state of preservation. The old wooden panels

inside, and the joints and fastenings are all

as true and as firm as when placed there.

This was no Yankee job work The yard

about the old mansion is in a dilapidated

condition, and is 6adly neglected Some
member of the Nelson family owns the house

and occupies part of it; the rest is let to

some of the workmen about the town, who
live there with their families.

About forty rods from this house, low down

in the bank, and facing the river, is a curious

opening known as Cornwallis' Cave. It is

equal in size to a room ten feet square. Ex-

tending from this chamber, toward the old

house, is a passage way big enough to admit

a lat?e sized man at the mouth
; it is bricked

and arched, and is said to extend into the

basement of the Nelson mansion.

I could find no one who had ever made the

passage through, or had even heard of any

one doing so, yet it is believed to extend

through, and all sorts of queer stories are

told about it, principally, however, by the ne-

groes. I crept into this entrancp some little

distance, and actually thought of immortal-

izing myself by going through. an.d rising up

in the basement of the old domicile and scare

the occupants. But the way seemed to get

smaller, or I got bigger, besides it was awful

dark, and the air grew foul and sickening,

and I did, what I dislike to confess, viz :

backed out.

Although during the last war there was no

fighting here, there are extensive fortifications

cast up close about the town. This was the

work of Gen. Macgruder and his army, and

this locality the scene of his wonderful mili-

tary maneuvers, by which with a few thousand

men, he kept twenty times that number on

the federal side at bay. I heard this exploit

hifhlv extolled by one who knows, and spoken

of by others intelligent upon such matters, as

one of the most masterly pieces of strategy

of the war.

The stone monument that marked the spot

where Lord Cornwallis surrendered to Wash-

ington, and that closed the revolutionary war
t

and the old apple tree spoken of in the early

history of the country, were destroyed during

the last war, and the very spots where they

stood is already a question in dispute.

The allotted time for our stay at this

auaint old town had expired—the big bell

upon the steamboat was ringing steadily,

and occasionally the steam whistle would

shriek and scream until its wail would come

back from the bay and rivers beyond. The

legislature gathered in from all quarters of

the land side, and in a few moments after,

ward we were afljat again, and fast wending

our way up stream.

The trip home was quite as happy as it
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was out. Everybody seemed to be delighted.

There was not a thing to mar the pleasure of

any one of the parly. All were merry, none

were boisterous. In every respect it was a

most almirably managed affair, and does

great credit to (he gentlemen who directed it.

For myself, as I met the hearty welcome of

the host of the Spotswood with one hand, I

extended the other to the gentleman who had

invited me to this trip, and thanked him for

his kindness to a stranger, and for enabling

me to register this among the pleasantest

days of my life. Celina.

The New Tar] IT.

We give below the changes made by the new
tariff in the duties on iron, steel and metals,

and the manufactures thereof, to go into ef-

fect January 1, 1870. Articles of these

classes not mentioned remain as before:

On iron in pigs, $7 per ton.

On cast scrap iron of every description, $6
per ton

On wrought scrap iron of every description,

$9 per ton.

Provided, that nothing shall be deemed
scrap iron except waste or refuse iron that

has been in actual use, and is fit only to be

remanufactured.

On sword blades, thirty-five per centum ad
valorem.

On swords, forty-five per-centum ad va-

lorem
On steel railway bars, one and one-qnarter

cent per pound : and on all railway bars made
in part of steel, one cent per pound: Pro-

vided, that metal cemented, cast, or made
from iron by the Bessemer or pneumatic pro-

cess, of whatever form or description, shall

be classed as steel : Provided, that round iron

in" coils, three-sixteenths of an inch, or less,

in diameter, whether coated with metal or not

80 coated, and all descriptions of iron wire,

and wire of which iron is a component part,

not otherwise specifically enumerated and
provided for shall pay the same duty as iron

wire, bright coppered, or tinned: And pro-

vided further, that steel commercially kuown
as crinoline, corset, and hat steel wire, shall

pay duty at the rate of nine cents per pound
and ten per cenlum ad valorem.

On rough or unfinished grindstones, $1 50
per ton; on finished grindstones, $2 per ton.

On hair pins made of iron wire, fifty per

centum ad valorem.

Ou sporting gun wads of all descriptions,

thirty-five per centum ad valorem
On manufactures or articles of nickel, »!-

bata, or white metal, argentine, German sil-

ver, and the like mixed metals, and of alumi
num and its alloys, forty-five per centum ad
valorem

The following articles, among others, are

added to the free li-t: bells broken and bell

metal broken, and fit only to be manufactured;
anthracite coal; pmery ore or rock, not pul-

verized, not ground —Iron Age.
- »

fi@*Aecording to a recent official return,

the assessed value of the real and personal

estate in New York citv, in 1870, amounts to

$1,047,424,049, against"$964,257, 164 in 1869,

or an increase of $83,169,885. The value of

the real estate is assessed at $742,134,350, in

1870, against $118:-!, 11 4,468 in 1869, giving an
increase of $59,019,882. The value of the

personal estate is assessed at $306,292,699 in

1870, against $181, 142,696 in 1869, giving an
increase of $24,150,003.

Tbc Cultivation of Way Business.

It is stated that the new managers of the

Jackson railroad, now virtually consolidated

with the Mississippi Central, will encourage

immigration by all possible means ; that Mr.

McComb, since he has had charge of the Cen-
tral, has settled over two thousand immigrant
families along its route, and that he proposes
to induce a like settlement on the Jackson
road. Coupling this statement with several
rather decided indications, practical as well

as verbal, of a purpose on the part of the

McComb management to scale down the rates

and swell the bulk of its way business, we
have a pretty clear insight into the nature
and phylosophy of the policy which it is ini

tiating It is a policy which the ablest

thinkers on the subject of railroad enterprise

and administration have long commended as

the wisest, safest, and durably the most profita-

ble. The late management would, no doubt,

have adopted the same policy, but for the draw-
backs of incumbrances and risks from which
the present one, favored as it is by two friend-

ly State governments, the Louisiana and the

Mississippi, ready to assist it with special leg-

islation, may account itself almost entirely

exempt. But let us pass; there is no need
in this connection to recriminate upon the in-

vidious distinction here i-asuaily alluded to.

What we wish to dwell on is the great prin-

ciple underlaying the policy of cheapening
way freight and travel, and of encouraging in

this and all other methods the interior coun-
try traversed by the railroad. It has been a

very common mistake to look upon what is

called through business— that is to say,

transportation from one terminus to the

other— for the grand resource to be sedulous-

ly cultivated, as the chief dependence of a

road which has any pretensions to magnitude
and extended enterprise. To be sure, through
business is a highly valuable aid It ought
to be facilitated and simplified to the utmost
extent; and to this end it would be a good
thing if the numerous sections of the road,

under separate charters and proprietorships,

connecting the extremities of the country,

North and South, or East and West, were con
solidated under a single operative administra-

tion. But let it not be forgotten that the para-

mount consideration in making the most of

opportunities for doing a large through busi-

ness ought to be the increased ability thus af-

forded to lay, broad and deep, the foundation

of a durable way business. The country
which a road helps to populate, whose pro-

ductive resources it develops as they never

otherwise would or could be developed—
which, indeed, without the vivifying presence

of the road would be comparatively a desert

—

is the true basis upon which to build its pros-

perity. It can always securely rely upon this:

it can never securely rely upon any other. A
thousand contingencies, which it is impossible

to foresee and provide against, may interfere

at the extreme terminal points of any railroad

system to divert business or beat down profits.

At those points it is bound to encounter the

competition of water transportation. There

is a very large measure of business which

railroads can never take away from enter-

prises identified with the navigation of seas

and rivers. It would be suicidal folly for a

railroad interest to stake its destiny on an

effort to absorb the collateral carrying, trade

of ships and river craft, to the neglect of the

wants of the populations skirting its road, and

of the business which the interior regions

traversed by the road, under a liberal system

of freight and passenger accommodations,
would yield.

We hope to see the policy here outlined
developed on all the railroads of which this

city is soon to be the center. The New Or-
leans, Mobile & Chattanooga railroad will be
operating between this city and Mobile about
the end of the present summer perhaps. The
New Orleans, Baton Rouge & Vickshurg rail-

road has broken ground on one of its sections,

and will shortly have all of them under con-
tract. With its Orosse Tete and Red river

connections, it will afford the means of speedy
communication between this city and interior

regions of Louisianna and Mississippi, which
have been strangers to railroads, and for the
most part destitute of regular steamboat fa-

cilities. But the greatest immediate value of
either of these roads to the commerce of
New Orleans will be lost if their manage-
ments fail in an absorjing ambition for a
great through business, to promote wayside
settlement, improvement and production, by
studiously adjusting iheir tariffs of charges
for freight and travel from the interior to the

city to these ends In this way the population
extending along various lines centering here
for hundreds of miles, would be, in a certain

sense, suburban to the city, and one of the

very best bases which it could have for its

prosperity. Hence it clearly behooves all our
commercial classes to co-operate heartily

with railroad policy which is favorable to the

growth of communities in that suburban re-

lation. Let these feel that they are not to be
subjected here, or on the way hither, to any
exorbitant or unnecessary charges—that they
are not to be treated with quasi hostility as

strangers only fit to be flaxed and fleeced,

but rather as a cherished part and parcel of
our metropolitan citizenship, with interests

entitled to the same consideration as those of

the oldest residents within our municipal bor-

ders.

—

New Orleans Bulletin.

Railroad Bond Indebtedness of Coun-
ties in Iowa. —The following is the amount of

judgments obtained against counties in Iowa
on railroad bond indebtedness, at the recent

term of tbe United States Circuit Court :

Lee $49,115 83

Henry : 45,373 86
Wapello 4,683 08

Louisa 5,807 52

Des Moines 4,432 64

Iowa 2,583 96

Po^esheik 6,366 42

Johnson 4,402 40
Pottawatamie 1,255 05

City of Davenport 1,037 43

City of Dubuque 64,985 64

City of Burlington 17,989 09

C.ty of Keokuk 47,112 00

City of Iowa City 4,075 60

Of these amounts it is reported that Lee

County has begun to pay her bonds, a surplus

mule being the first article offered in liquida-

tion of the debt. The mule was seized by the

officer, and although a large number of per-

sons were present, no one bid on that mule.

Of course, no bidders, no sale; so tbe mule

was remanded to the stable to eat himself up,

at the public expense.

—It is announced that the Pennsylvania

Central are to have such a controlling inter-

est in the Camden and Atlantic Railroad Com-
pany and the Philadelphia and Trenton roads

as will make Atlantic City by the sea a port

of entry.
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Railroad Arrangements for tbe State Fair.

I. The Cincinnati, Hamilton and Dayton,

and the Dayton and Michigan railroads will

carry passengers at half the usual rates, or

one fare for the round trip from any point on

either of the roads to Springfield and return.

Freights for ihe fair will he earned free; that

is, the shipper pays full freight to Springfield,

aud when returned to the original point of

shipment by the original owner, the advanced
freight money will be refunded.

II. The Sandusky, Dayton and Eastern will

carry passengers for one fare from any point

on the line of railway between Dayton and
Sandusky or Springfield aud London. Freights

same as in No. I

III. The Pan-Handle and its leased roads,

comprising :

(a) The railway from Columbus to Pittsburgh,

known as the Pan-Handle.

(6) The railway from Columbus to Indianapo-
lis and Chicago known as the C , C. & C.

(c) The railway from Columbus to Cincinnati,

known as the Little Miami.

(<i) The railway from Xenia to Richmond,
Ind., known as theL>AYToN and Western.

(e) The railway from Zanesville to Cincinnati,

kn ;iwu as the Muskingum Vai.i.ey Road.

Will carry passengers for one full fare the

round trip, from any point on either of the

roads to Springfield and return. Also, will

carry freights free same as No. 1.

IV. The Columbus and Hocking Valley

Railroad will carry passengers for one full

fare from any point on its line to Columbus
and return. Also, will carry freights free,

same as No. 1.

V The Cleveland, Columbus and Cincinnati

Railroad, with its branches from Galion to

Indianapolis, and from Delaware to Soring-
field will carry passengers for one full fare

from any point on either of the routes to

Springfield and return. Freights same as

No 1.

VI. The Marietta and Cincinnati Railroad
will charge full freights to Springfield and
full freights to return ; bat when the freights

are returned by the original owner, then ihe

freights charged both ways will be refunded.

VII. The Atlantic and Great Western Rail-

road will charge one full tare from any point

between the eastern Stale line and Dayton,
and return, and freight as in No. 1.

VIII. The Central Ohio Division of the Bal-

timore and Ohio Railroad, as well as the Erie

Division of it, (formerly Sandusky, Mansfield
and Newark,) will carry passengers from any
point between Sandusky and Newark, and
Wheeling and Columbus, for one full fare the

round trip.

Railroad Passengers.—The Supreme Court
of Pennsylvania, Judge Aguew deli vering ihe

Opinion, has recenily decided thai, where a
passenger being carried on a railroad train is

injured without fault of his own, there is

prima facie a legul presumption throwing
upon ttie railroad company tbe burden of dis-

proving negligence This, it is staled, is the
rule when the injury is caused by a defect in

the road, cars or machinery, or by a want of
diligence or care in those employed, or by
any other thing which ihe company can and
ought to control as a pan of its duly to carry
passengers safely. This rule, however, is not
conclusive, and the railroad may rebut the
presumption by showing that the injury arose
from an accident which the utmost skill, fore-

sight and diligence could not prevent.

The Coming Railway.

The "coming man" has so long absorbed
public attention, that coming events, though
they cast iheir shadows before, appear to be

unheeded. The remarkable success which
has attended the narrow gauge railway in

Wales, bo much talked of a few months ago,

affords a subject for speculation, or suggests,
in fact, the possibility of a revolution in rail-

way construction. The length of this road,

from Pott Madoc to Fesliniog, is fourteen

miles, the line of route being a rugged moun-
tain, one with a succession ot sharp curves
and a continuous rise by gradients averaging
about I in 85. It was built eheuply, is worked
at a singularly low cost, and yet is found
quite as effective for local traffic and travel as

roads of wider gauge and infinitely more
costly construction The gauge, to be exact,

is one foot eleven and a half inches, and the

locomotives used weigh about leu ton3 coaled
and watered, with lenders whose avoirdupois
but slightly overrun a ton. The passenger cars

are proportionately light and diminutive,
though so arranged as to afford accommoda-
tions as ample and comfortable as the enor-
mous carriages upon ordinary roads and are
in strange contrast with them in the propor
Lion of dead weight to each passenger. A
few weeks ago ai, a trial of ihe engines on
this road, the " Little Wonder " hauled a train

of 125 trucks and seven passenger carriages,

weighing nearly 115 tons. It glided with per

lect smoothness round the constantly recur-

ring sharp curves of the mountain, overcame
grades with perfect ease and made the dis-

tance of 14 miles within fifty minutes. This
experimental line has been for several years
in active operation and carries daily a conside-
rable number of passengers to and from Port

Madoc, and a large amount of heavy freight

— ihe latter consisting principally of valuable
slate and buildiug stone from the Fesliniog
quarries. The cheapness wilh which it was
built, the peculiar lightness of its equipment,
and the handsome profits it has paid to its

stockholders— not less than fifty per centum
annually— have led to the construction of simi-

lar roads in other parts of Wales. The atten-

tion of large numbers of capitalists and civil

engineers has also been strongly attracted to

the subject. Here, then, we have a railway
which may be constructed for a few thousand
dollars a mile, tbe cost of whose equipment is

a mere trifle As a local road connecting
with a main line it can be built more cheaply
than a common plank road, and from the

lightness of its rolling stock is subject to very

little wear ana (ear. Such a road might be buil

by neighborhood corporation anywhere It

would cheapen ihe cost of transportation to a

market ; it would largely enchance the value

of the lands through which it passed; and, it

properly managed, would pay to the stock-

holders from the very outset a handsome pro

fit on their investment. Why may we not see

the experiment tried here? There are plenty

of isolated interior localities for wuich it

would be just the thing.

—

R B. News.

—It is proposed to build a branch of the

Chicago & Iowa Railroad (Aurora to Rochel le,

Oregon, b'orreston, etc..) trom Clinton, De-
Kalb county, III , north bv east to Syi araore,

and ihence north west to Rocklord. An elec

tion has been called in Monroe, the norih-

west corner township of Ogle eounrv. to vo e

on a proposition to donate $40,000 to th s

proposed road.

The JVew York Elevated Railroad.

The West Side Elevated R,ailroad, extend-
ing from the Battery, at its lower terminus, to

Thirtieth street, along the ling of Greenwich
street and Ninth avenue, has been opened lo

business long enough to enable the public to

arrive at very correct ideas concerning it, and
as far as we have been able to learn from in-

quiry aud observation, the voice of public

opinion has long since pronounced it a fail-

ure. So far, it has secured considerable
patronage, during the semi-occasional inter-

vals between breakdowns and accidents in

which it has been possible to run cars; but
there ii nothing to indicate that it can ever
be 'jriade a financial success, since but few of
those who pass over it once are well enough
satisfied with their experiences as to care to

repeat them. Considered simply as an ex-
periment in engineering, there is nothing in

the structure or the operation of the propell-

ing machinery to enable an impartial and dis-

interesied critic to pronounce it a success;

since it is constructed with but little apparent
regard for scientific or mechanical principles ;

and although it has been found possible to

dispatch cars back and forth over the track,

the road, as far as completed, does nut real-

ize in any sense, the expectations of thoi-e

who have furnished the money expended up* n
its construction. The method of propelling

the cars by means of a succession of endless

wire cables, is not a success in any respect,

as the motion is uneven and disagreeable,

and the gradual loss of impetus in passing

over tbe bridges between the sections, neces-

sitates a succession of sudden and unexpect-

ed jerks as the tracks attached to' the cables

come in contact with the spring affixed to the

under part of the car. The worst feature of
the road, however, is the weakness of the

structure, sustained by single pests, and pos-

sessing no side braces or supports to over-

come the lateral motion of the heavy cats

balanced upon ihe spreading arms that hold

the tracks. These defects should have been
discovered before a hundred feet of the road

had been built, it not sooner, and we are

somewhat surprised that the plan upon which
it is built was not iong "ince abandoned as

impracticable. From personal experience,

we are forced to the conclusion that it is

neither safe, rapid, nor pleasant; and when
it shall have ceased to be a novelty, there is

but little reason to believe that it will com-
mand more than a very limited patronage.

But even if it were a success in all respects,

it could not carry passengers enough to, make
the enterprise a profitable one, since the

traffic over the single track is necessarily

limited. VV'e regret our inability to speak

more favorably of the road, but a due regard

for candor compels us to say thot it does not

meet in any essential particular, the expecta-

tions or requirements of the traveling public.

It can not be denied lhat we need better and
more rapid facilities of transit within the

limits of the city than are afforded by the

surface roads and omnibus lines, but some-

filing different from tbe elevated railroad is

needed, and. for tbe sake of those who may
be induced to furnish the capital needed to

complete the work, we hope the companv
will not carry out their original intention of

extending the road beyond Thirtieth street.

—

Iron, Age.
—

.

. .

gggfThere are tweny furnaces now in opera-

tion between Ironton and Chillicothe, making

an average of 2,500 to is each of pig metal

per year, of a total of 5 J,000.
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Railway Returns.

At a recent legislative investigation in this

State it was found desirable to ascertain the

efJect ot grades and curves upon the cost of

operating a railway. It was also necessary

to tell what portion of the expenses should be

charged to freight, and what part to passen-

ger transportation. In lack of any positive

information upon these points to be got out of

railway men, recourse was had to the Annual

Keiums made by the various corporations to

the Legislature; and, as usual, those docu-

ments were found entirely tree from all infor-

mation of any value upon the points in ques-

tion. If the annual returns to the State were

intended to cunceal the real actail of opera-

tion of the roads, they could hardly do it

more effectually. A portion of the roads,

doubtless, do not care to say too much re-

garding their operating expenses, as it would

be plainly seen that a wretched adaptation of

motive power, or slovenly mode of using fuel,

and other like sins, were eating up the divi-

dends. Another portion of the roads, and a

large portion too, very probably do not them-

selves know the cost of working their trains.

These things are not as they should be. The
practical working of ten thousand miles of

road for the past twenty years, and of thirty

thousand miles for the past ten years, should

have taught us the need of so keeping rail-

way accounts that we could at any time tell

the precise effect of any elements of expense

upon the cost of transportation. Our best

railway talent, however, has been so much en-

gaged in railway construction, and in the

wars between competing lines, that but little

time has been lelt to study railway science.

It, is to be hoped, now that so many of our

lar^e roads have become well established, and

have well organized bodies of officers, that

proper attention will be paid to these all-

essential details of operation, a thorough

knowledge of which is the only route to econ-

omy.

Uniformity in the mode of keeping accounts

is very much to be desired. It is almost im-

possible to compare the results of operation

upon different roads, on account of the differ-

ent distribution of expenses. It would bs a

very easy matter to determine the effect of

grades upon the cost of working, if we had

the amount of work done and the exact cost

in detail of doing it, upon two roads widely

different as to grades—say, for example, upon

the Baltimore and Ohio and the Illinois Cen-

tral railways. But when we have about half

the data furnished to us, and are left to guess

at the rest, we need not expect any very re-

liable comparisons. Is there any difficulty in

keeping the accounts of railways properly ?

Not the least. The French and other Euro-

pean roads have done it for a long time. Is

there any authority that can oblige the com-

panies in the United States to make returns

with sulficient accuracy to enaule us to answer

the numerous questions that are constantly

occurring? We should suppose lhatthe State,

from which the road obtains its right of exist-

ence in the first place, had this authority.

Had the State of Massachusetts obliged the

various companies within her limits to make
the proper returns for the last ten years, she

would not have seen her Railway Committee
floundering in a maze of conflicting opinions,

in regard to the expense of operation, from

which they emerged about as wise as they

weut in.

—

American Railway Times.

Fluctuations of Securities.

It is curious in comparing past years with

the present, to notice the many fluctuations of

railroad securities, at one time apparently

worthless, and at another, under more favora-

ble management, springing up and maturing

into a steady and remunerating value. If

the past does but repeat itself in the future

we may yet see the Hariford & Erie compete
successfully with its flourishing rival Among
these growths of the last ten years, there are

n' tie more striking than the Vermont Cen-

tral, Ogdensburg and Rutland railroads

Nine years ago the first mortgage bonds of

the Vermont Central were sold at 10 per

cent, $100 for $1,000 Since then the com-

pany has given a new bond of 50 per cent.,

$500 to every holder of $1,000, and $1,000

can now be realized for a purchase of $100

The second mortgage, at the same time, sold

as low as £ per cent., $li for $1,000—now at

40 to 42 The gross tarnings of the road

the past, year amount to nearly $2,000,000.

In IKti2 Ogdensburg first mortgage sold at

61. They are now converted into an 8 per

cent, preferred stock, selling at 110; second

mortgage sold at $20 for $1,000, now com
mon stock ol Ogdensburg k Lake Champlain,

and selling at 90, or $900 for $20 paid.

Rutland & Burlington first mortgage bonds

were sold as low as l» per cent. In 1868 the

company was reorganized as the Rutland rail-

road, and the first, mortgage bonds 'ire now
represented by the preferred stock of the

Rutland railroad, and were converted for

principal and interest at an amount equal to

$2,.S70. The stock now sells at 88, being 7

per cent, free of Government tax The sec-

ond mortgage Rutland & Burlington bonds,

were, in 1HK2, almost valueless, selling at $10

lor $1,000. These bonds are now common
stock of the Rmland railroad—converted at

the rate of $1.95(1 for each bond—the stock

now SO to 82.

—

Boston Journal.

BtLTIMORS, PlTTSBUKQ AND WESTERN RAIL-

WAY.—A Youngsiuwn letter, of date the 19th,

S'ys: "A surveying piirtv within the last

few weeks has been engaged on a route from

this place to Akron, wiih a view to test its

feasibility as a part, f the proposed extension

of the Oonnellsville road west. Two routes

are proposed, one to follow up the valley to

Niles, and then to stnke west; the other to

leave the. valley near Yonngstown. following

some of the r;.v nes running west from the

Mahoning or Mill creek, which enters it from

the south of its confluence with the Mahon-
ium. The engineer repoits a good route, the

heaviest grade nut to exceed fifty feet to the

mile, to the dividing ridge between the Ma-

honing and Neander, near the center of Aus-

tintown, from which point to Akron a road

may be run in nearly a direct course and with

easy grades and curvatures. It is believed

that we can offer a better line in respect to

grades, curves, distance, and expense of con-

struction than any of the competing routes,

and as to the amount, of business ;
t will furn-

ish this line, running a very considerable

portion of the distance through a region rich

in minerals and studded with furnaces and

rolli g mills, is far ahead of any other. We
think we can make a showing both in the ad-

vantage of route and subscription to stock,

that will make a strong impression in pur fa

vor. Up to Tuesday the subscriptions secured

at Akron amounted to $250,000, leaving but

$50,000 to be raised to complete the amount
required, $800,000. It was thought the neces-

sary sum would be subscribed ou Wednesday.

—Salem (Ohio) Republican.

A Mountain Railroad.

Mr. II. J. Kerr Porter thus describes in the

London Times his ascent by the Rigi Rail-

way :
" A wagon laden with about a ton and

a ruilf of timber prepared for sleepers was
ready, arid on this twenty-five passengers

took their seats; and we started, propelled

bv an engine, which is of peculiar construc-

tion. In twenty minutes we traversed 4,701)

feet, and were about 1,170 feet above the

level of the lake from which we had start-

ed; we found thirty three men at work
laying down sleepers and rails; the trans-

verse sleepers are 6 inches wide by 4

inches; the ordinary rails are bolted to those

sleepers, which are 2 feet apart, and at 6

inches outside the metal rails longitudinal

beams, 6 inches by 6 inches are bolted to the

sleepers: in the center a metal rail is firmly

bolted, in which there are openings to receive

the cogs of the center wheel of the engine,

which revolves with the axle, the steam power

being applied to a cog wheel en each side at

equal distance from the ordinary wheels and
the center one above described; the brakes

are applied to the ordinary wheels, which are

like the wheels of any carriage, and are about

2 feet. 6 inches in diameter. The boiler and
furnace are not placed horizontally, as is

usual, but stand upright, having, while on a

level, a considerable incline forward
;
when

ascending the mountain the boiler is conse-

quently quite perpendicular, and the floor of

the tender perfectly level—the tender and en-

gine being in one, and supported by the four

small wheels, one of which I have described

above."

How to Unload Gravel Cars.—A labor

saving contrivance for this purpose now in

use on the Southern Minnesota railroad is

thus described: '' The invent! in consists of

a mammoih double mould-board plow, placed

upon the rear car of the train, which, when
loaded by the usual gang of men, 's con-

ducted to its destination, where by simply

uncoupling the engine from the train and
coupling it to the plow, which is done by

means of a long cable that traverses the

length of the train, the engineer whistles 'on

brakes,' the engine and plow move forward,

the train remains stationary, and the gravel

is quickly and neatly discharged on the track.

So one engine and set of men keep two

trains of cars moving, or, in other words, do

double the work formerly done with the same
expense. On the occasion spoken of the con-

ductor took a loaded train over half a mih',

unloaded it, and returned to the pit in eleven

minutes and a half, where he found the other

train loaded and in readiness to move out."

To Prevent tbe Decay of Wood.—An En-

glish journal gives the following. "A pro-

cess has been discovered for the prevention

of the decay of wood. As the result of a five

years experience, a paint is recommended,

which at the same time possesses the advan-

tages of being impervious to water It is

composed of fifty parts of tar, five hundred

parts of fine white sand, four parts of linseed

oil, one part of the red oxide of copper, in

its native state, and finally one part of sul-

phuric acid. In order to manufacture the

paint from this multiplicity of materials, the

tar, chalk, sand and oil are first heated in an

iron kettle: the oxide and acid are then

.idded with a great deal of caution. The
mass is very carefully mixed and applied

while hot. When thoroughly dry, this paint

is as hard as stone."
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Effect of tbe Earth's Rotation on Railway

Trains*

A short time ago a paragraph made the

rounds of the German newspapers with the

startling statement that on railways con-

structed in a direction running north and
south the engines exhibit a tendency to get

off the line on the east side, or at least to

press more heavily against the rails on that

side, and that this tendency is greater the

nearer the line lies in the direction of tbe

meridian, owing to the rotary motion of our

planet. Dr. VViegand, Professor at the Uni-

versity at Halle, says on tbe subject, "if not

altogether a delusion, but the result of real

observation, it is at least incorrect in theory.

In connection with the diurnal rotation of the

globe, it is quite true that in a railway drive

in a northerly direction there would be a

trifling pressure on the eastern line of the

rail, but on the return journey it would be

compensated by a pressure on the western

side. In the latter case—tLat is to say, in

the direction from the pole to the equator

—

the same phenomena would be shown as with

the trade winds. An engine traveling over a
railway in a northern latitude, where the ro-

tation is comparative slow, would naturally

exhibit a tendency to retardation, or leap

over the side on approaching a lower latitude,

whilst in a direction from the equator to the

pole the pressure would be reversed, and lean

over to the east. It appears to be of import-

ance to place this fact in a right light, as it

is within the bounds of possibility that a rail-

way company, in order to neutralize or make
a compensation for the effects of the above
phenomenon might be induced to fix the rails

higher on the east side than on the western,

which on the return journey southward would
only increase the danger of the engine get-

ting (iff the rails." It may be asked how
great is the amount of pressure that a rail

way engine can exercise on the eastern or

western line of rail in consequence of the

earth's rotation ; the learned professor above
mentioned has calculated it lor a thirty ton

locomotive to be 42 lb., and adds: "I must
leave it to railway engineers to decide wheth-

er such a trifling pressure, uncombined with

other causes, would be sufficient to occasion
an accident by forcing the train to get off

the rails.

—

Correspondence London Railway
News

Philadelphia and Erik R. R. Lease.—An
election was held in Philadelphia on the 20th

inst., by the stockholders of this company, to

approve of the new lease of the road by the

Pennsylvania llailroad Company. Prior to

the election a protest was presented on behalf

of the Cleveland, Plainsville and Ashtabula

Railroad against allowing the Pennsylvania
Railroad to vote on nearly forty thousand
shares owned by that company, on the ground
that the new lease is in lavor of that com-
pany, and ihe company should not be permu-
ted by its own vole to discharge themselves

from the obligation of the former lease.

63,168 voles were cast in favor and 2,717

against—deciding the question in favor oi the

new lease.

Adjustable Gunge Car Trucks.

To enable freight cars to run from New
York to San Francisco over railways of differ-

ent gauges without breaking bulk is a mani-
fest desideratum, and one which could only
be secured in one way, viz.: by making the
car trucks with wheels adjustable on their

axles, so as to conform to any required gauge
by being conveniently changed from one to

another. Numerous practical difficulties have
hitherto intervened to prevent the success of
devices designed to secure this end, but we
are pleased to learn that an invention is now
being adopted on the Erie Railway by which
the desired end is effectually secured. We
are informed by the inventor, Mr. William B
Snow, that a car constructed with his improve-
ment very recently left New York city over
the broaj gauge Erie road, loaded witb freight
fur San Francisco, made the entire trip on
time, and brought back ten tons of return
freight; the result being so satisfactory to all

concerned that, as above mentioned, the inven-
tion is to be adopted by the Erie Railway
Company. In other inventions designed for

tbe same purpose, recourse has been bad to

grooves cut longitudinally in the end portion
ot the axles for the reception of tbe fastening
devices, but this, as is evident, had a tendency
to weaken the axle and prove a source of
trouble and accident. In Mr Snow's improve-
ment the axle has a radical feather formed
upon it, which rather strengthens than weak-
ens, and which, in connection with a simple
movable collar, provides for Ihe secure reten-

tion of the wheel at any required point on the

axle. Mr. Snow has taken steps, through the

American Artisan Patent Agency, to secure
his invention by letters patent.

—

R R. News.

Shenandoah Valley Railroad.—A con-

tract has been concluded with A. K McClure,
counsel for the Central Improvement Com-
pany, for the construction of the Shenandoah
Valley Railroad from Shepherdstown, by way
of Charlestown, Front Royal, Luray, Fishers-

ville, Lexington, etc., to the Virginia and
Tennessee Railroad, near Salem, a distance

of 238 miles. The road is to be entirely com-
pleted within two years, ready for the cars.

The managers contemplate extending the

line through the Clinch and Holston Valleys

to Kuoxville.

Railroad Bonds in Kansas—A suit is pend-

ing in tbe State Supreme Court involving the

legitimacy of local railway bonds. It is an
action brought by the Missouri, K. & T. R Co,

tc compel the authorities of Coffey and Davis

counties to deliver to plaintiffs certain bonds
voted by these counties in aid ol the construc-

tion of said road. One of the principal points

of the defense (says the Topeka Record) is a

general denial of the power and right ot coun
ties, under our constitution to vote aid to rail-

roads. The Record, in its comments on the

case, refers at length to that recently decided

by the Michigan Supreme Court.

fi@-The total product of pig iron in the

United States in 1809 was 1,910,641 tons, as

lollows: Anthracite pig iron, 971,150; raw
bituminous coal and coke pig iron, 553,341

;

charcoal pig iron, 892,250. The product in

1865 was 931,060 tons, it having more than
doubled in lour years.

Ugg^Previous to the war, cotton culture

could not be carried on with less than $20,U00

to $40,000 capital. Now a capital of $1,000
in the hands of an industrious man, will raise

from ten to twenty bales of cotton, worth, at

present prices, from $1,000 to $2,OU0, This

change will secure to the South a more homo-
genious population, while the real wealth of

that section will be more generaly distributed

than it was in the days of slavery.

Tbe Leading Wheat States.

We quote from the report of J. R Dodge, of
the Agricultural Department, at Washington,
the section under the head of the leading
wheat growing States

:

"Twenty years have wrought changes in

the list of wheat producing States that are
suggestive and even startling Pennsylvania
stood at the head of the list in 1849; she was
s.ixth in 1859; and in 1869, of nine leading
Stales, she stood ninth and last. In 1859,
nine States produced less than 70 "§> cent, of
an aggregate of 173,000,000 bushels ; in 1809,
nine States yielded 191,000,000 bushels, or 70
"® cent, of our 200,000,000 bushels; and Cali-

fornia, which is fourth in 1869, was not found
among leading Stales nine or ten years ago,
while Minnesota, tbe seventh, was at that

time scarcely in existence as a State. The
list is as follows :

Bush.
States— 1849. Bush. per capita.

Pennsylvania 15,367,691 6.60

Ohio 14,387,351 7.31

New York 13,121,498 4 33
Virginia 11,212,616 7 88
Illinois 9,414,576 11.05
Indiana ..." 6,214,458 6.28

Michigan 4,925,889 12 36
Maryland 4,494,600 7.70

Wisconsin 4,286,181 14.00

"Illinois, fifth in 1849, becomes first in

1859:
Bush.

States— 1859. Bush. per capita.

Illinois 23,837,023 13.92

Indiana 10,848,267 12.47
Wisconsin 15,637,458 20.18

Ohio 15,119,047 646
Virginia 14,130,977 8.54
Penns\!vania 13,242,165 4 48
New York 8,681,105 2.23

Iowa 8,449,403 12 51
Michigan 8,336,378 11.12

" The figures for the leading States of 1809
are estimated, in round numbers. Represent-
ing in the proportion of production to popu-
lation, California occupies the first place, and
Minnesota the secoud :

Bush.
States— 1869. Bush. per capita,

Illinois .....27,200,000 11.

Iowa 25,000,000 20.

Wisconsin 24,000,000 19.

California " 21,500,000 39.

Indiana 20,000,000 12.

Ohio 20,400,000 9.

Minnesota 19,000,000 35
Michigan 10,800,000 13 5
Pennsylvania 10,500,000 5.5

" With these facts before us, it is not difficult

to anticipate tbe time when the larger portion

of our wheat crop will be produced west of the

Mississippi. Facts showing tbe decrease of
yield, in each State, would be equally striking

and more sadly suggestive."

—

[Chicago Re-
view.

—Of the land granted to the Hannibal &
St. Joseph Railway Company only 130,000
acres remain unsold. In 1801-2, the first

years ol the war, the monthly average of sales

was 186 acres, at $8 78 per acre. During the

two subsequent years, the average monthly
sales were 1,370 acres, at $8 54 per acre.

During the next five years, 1865-9, the

monthly average was 6,757 acres, at $10 67

per acre, and in 1869 the average per acre
was $12 02. It is thought that the remain-
ing 130,000 acres will bring $12 per acre, and
will realize lor the Company over $1,500,000.
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Railroad Items.

—The Chicago and North-western Railway
Company have obtained control of the char-

ter of the projected line of railway from Madi-
son to Baraboo, and they propose to e.xtend

it to Winona to connect with the Chicago and
St. Paul and the Winona and St. Peter Rail-

road. According to the Baraboo Republic
the contract secures, under the management
of the Baraboo Air Line Railroad Company,
the construction of the road from Madison to

Baraboo by the first day of July, 1871, and to

Reedsburg within five months thereafter, con-
ditioned that $175,000 is voted by the towns
interested, and tl e r g t of way and depot
grounds deeded to the company. The survey
will be undertaken at once.

—The New Haven, Middletown and Willi-

mantic Railroad in Connecticut, opened for

traffic between New Haven and Middletown
on the first of August. T'ie route of this rail-

road is through one of the best manufacturing
sections of the State, and a large number of

flourishing towns, built up originally by manu
facturing interests of one kind or another, will

now have an outlet for their products by
means of this route. The character of this

line as a through route to Boston, twenty-
seven miles shorter than the present line of

travel, is better known, and this sives it the

Dame of " Connecticut Air Line."

—It appears that an alliance has been ef-

fected between the Iowa Central and Milwau-
kee and St. Paul, whereby the latter obligates

itself to meet the former at Mason City in one
hundred days. The completion of this gap
will place St. Paul in direct connection with

the Iowa coal fields, and when the Southern
connections of the Iowa Central are completed,
it will furnish a short line of communication
between St. Paul and St. Louis

—Two thousand laborers are at work upon
the Honduras Inter oceanic Railroad, one sec-

tion of which is already opened, and it N
thought the work will be finished by the Pall

of 1871. A line of English steamers is to be

established between San Francisco and Hon-
duras on the completion of the road. This
will divert all the California and Central

American trade from Panama to Honduras.

—The export of railway iron from Great
Britain to the United States t\>r the month
ending May Hist, 1870, was 33,175 tons, for

the same period in 1869, 25,5:57 tons, and for

the same month iu 1868, 24,221 tons. For
the five months ending 81st May, 1870, 150,-

980 tons, against 141,634, tons in 1868.

—Norfolk, Va., hits voted upon the ques-

tion of subscribing one million dollars to the

stock of the Norfolk and Great Western rail-

road The vote was: for the subscription,

1,658; against it, 1,179—wanting forty-five of

the three-filths majority necessary under the

law to carry the subscription.

—The first iron for the Northern Pacific

Railway left Detroit on the 26th inst. for Du-
luth, Minn., on the steamer R. G. Coburn.

The consignment consists of two hundred
tons of first class T rail, manufactured in

Pennsylvania.

—The railroads in California are all made
with ties of red wood, which is very durable.

In the valleys the routes are nearly level, and
the grading cheap. The average cost per

mile is about $20,000.

Le Van's

Improve! Governor,
WITH

BALANCE VALVE COMBINED.

"Warranted to give entire satis-
faction. One will be Bent to
any responsible party on
30 days' trial to be re-
turned at our ex-
penselfnotas
represented.

Price List and Photographs sent
on application.

"W, Barnet Le Van & Co.

& E. cor. Sf,fh and Wood Sts.

,

Philadelphia.

T. F. RANDOLPH,

MANUFACTURER OP

MATHEMATICAL INSTRUMENTS
TH«:OnOLTTS. TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, Ac,

67 W. Sixth St., Cincinnati, O.

Circulars sentfree.
19-.1-70. IS

Established 1S53.

TJinWIN J. HORJTEK,

Successor to

HcDANEL * HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Ocliiware

L.RAND SCENERY!
{©"QUICKEST ROUTED
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
I'llILAVKL I'llTA

,

NEW YOHK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

INO CHANGE OF CAKS
FromCincinnnti PoHi Tnr.VQ«»llllll"'NK

or Columbus to -CdlOllIlUX C CHANGE
Philad- fphin and New Ynrlc.

Ask for TICKETS and
RAGGAGi'. CHECKS i

.Baltimore & Ohio R.R

J. I,. WILSON, Mns'er of Transportation.
L. M. COLE, General Ticket Agent.
i. B ailiSON, General Western I'sssenser Azent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
for St. Louis, Cairo, Louisville, Evaiisville, St Joseph

JLarson City, and all pointB on the Lower Mle-

siBdippi ttiver, and on the the I I'.in-ii-

Central Railroad.

TRAINS RUIV AS FOLLOWS :

St. L^uis, EvMisville tind Cairo
M til. 7:li A M. I fl:r,.'> P.M.

0?f*nod Accommodation. .. 3:10 P.M. fl:45 A- M.
Thmiijih Western Express 5:1" P. W. 8:30 P. M.
Ni-rht Express 10:20 P. M <>:0OA W.
The 5:10 P. M. train runs daily. Trains run by Vin-

ttenoes time, 19 minutes slower than Oin'ti time

For tickets or information apply at Offices 132 Vine
Street, Corner front and Broadway ; and at Depot, Fool
Mill Street.

E. Q. BONDURANT, Superintendent. Cin.O.
C. E. FOI'LKT, Gei;'! Ticb't Ag'u S'. Louis, Mo.

MIUlS EJEffl CM TIB
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
• HAS. BOCKUS «k CO, Boston, Atmm.

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofEailroadMachinery

GEORGE Q LOBDELL, President-
P. N. BKENN'AN, Treasurer.

WM. W. LOBDELL, Secretary
12-0-70,32
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1400 MILES under 860 MILES without

Hue Management. Change of Coaches.

BROAD GACGE, nOl'liLETRACK ROUTE
FOE—

I$EW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
X3hila,clelj»liia. Baltimore,

And Principal Points in

NEW YORK, NEW EJSGLAND
ANDPennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 lo 27 MILES theSHORTER ROUTt.

TWO EXPBIESS TitAIMS DAILY
Leave CINi INN ATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 rjinutes faster than Ciu'ii time.

7.00 A. W, CINCINNATI EXPRESS,
(Sundays 'xcepted.) Arrive Day ion 9.10 A.
M.; Urban.., 10.29 A. M; Galion, 12 57 P.M.;

Mansfield, 1 40 P. ML, West Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M.j Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. ( Hreakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Tittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

Suuih; at liingbampton for Coopersjown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternooD trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Air. vee Dayton, 12.03 A. M.; Urban*,
1 25 A. M.; Galion, 3.58 A. M ; Mansfield,

4.44 A. M.j West Salem, 5.59 A. M (Ckfst);
Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Alanstield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at, Meadville
wi'h Franklin Bianch for Oil City; at

Blmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cilies.

New and Iroprnverl Conches of the style peculiar to the
Broad G^u^e. nrrarjred for both Day mid Ni>jht Travel,

are attached lo ihis train at Cincinnati and run through to

Netf Ynrfc, forming -the OaBy JLine running through
860 Miles witiioul Change.

Boston and Hfew England Passengers,
with llieir Baggage, are transferred 1'itEE
OF CHARGE in New York.

1T~P The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hird Street. New York, thus enabling pacsengers to reach
he i:> per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.

yr~p The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, will 2nd in its ever changing landscapes sub
ects of continual admirali' n and interest

Baggage Clieelt'cl Through
And Fare always ft.. Low as by any other lloule.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c-«n be ohtair-ed at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
House., and foot of Broadway, (Spencer House Block),
and at all principal Ticket Offices in the South and
Sooth- jresL WM. R. It \ Hit.W B SHATTtC, QcnM'aBfiVAg't

General Southern Agent.

ERIE B AILa¥M £l3T. Best Route lo St. Louis and th cago

I 3NDIANAPOLIS,
I CINCINNATI

lafayette" railroad
Great Through Passenger Route from CINCINN ATIto

. LOUIS,
chi c^ao,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North westand South-west.

IO' Tr,e7-35A. M. train runs daily. '

ON AND AFTER SUNDAY, DEC. 5TH, IPfifl, '(RAINS
WILL LEAVE I'LUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Miiil . ... * .20 nm 12'41'am
Si Louis and Springfield Express... 2.40 pm 7 35 am
;tSt. Louis and Springfield Express. I ». 21) pin H.42 pm
Lawrencelmrg Ac onmiodalioii 10. Id am 2.35 pm
Lawrencehurg Accommodation 4. pm P.25 am
The lO.lO Pm. train will leave Sundays, hut not on Sat-

urdays

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 01! am JO. 15 am
Chicago Express fi 50 pm <^3'>' pm
H'U'i'ison Accummodation 530 pm 7.10 Mm

ThroughTiokets can be obtained ai the Burnet House
Oiiice, curlier n i Thud and Vine ; River Office, corner ol

Walnut Street and River} and at Depot, corner oi I'lum

himI Feai Istreets. 1 he splendid Passenger Depot of the

E. & 0. Railroad is about a mile neater the busmesscenter
or the ci'y than the Depot of any other railroad, and with-

in a few squares of the fostofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON .Superintendent.
A- K. CLARK- General TicKet Agent.

Cincinnati, Hamilton & Dayton Railroad

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE

Eastern Express (Erie Railway). 7:00 A. M. 6:3(> 1\ M-
do do do -. 9:43 P. M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25 p. M-
do do do 0:30 P.M. 7:00A.M.

Lima Fort Wayne &. Chicago.... 7:15AM. 10:2. p. M-
do do do ....2:30 1'. M 5:40 p. M.
dd do do . . 0:30 P. M. 7:30A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
SrriDgfield Accommodation . 2:30 V. M. 10:-,'0 A. M,
Sandusky, Cleveland & Buffalo-. 6:30 P M. 10:20 A. ..I,

Muucie A Indianapolis 7:15 A. M. 10:25 P. M
do do 5:d« P.M. 1:20 P M

Hamilton, Eaton & Richmond-., 7:lo A. M. 10:25 P. M.
do do do. ... 5:1,0 P. M. Io;2o A. M.

Hamiltm Accommodation .. 9:3o A. M. &:05 A. M",

do do 6:50A M.
Trains run SEVEN MINC'IES FASTER than Cincln-

jatitime.

For allinformationand throughtickets, please apply at

tieold office, south-east cornei of Broadway and Front; Bur
net House Office, corner Vine and Raker rtreets. and at the
respective depots. Easl Front and Wesi Sixth streets.

D. McLAREN. Gen'l Superintendent
SAM'L STKPHKNSON, Gen'l Tick't Ag't.

)mnibusei- cal 1 for passen-- ere

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
R0\D, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, ii diimcre

t
New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa,

LOUISVILLE & GIKCINNATI

SHOBT-IIIE RAILEQAB.

Tixdclo only S Ixours
Fare Only $3.50—Transfer from Hotel or
ltesi<lenee to I>cpot» in Covington, Free.

THE SHORTEST ALL-KAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LKAVE. ARRIVE.
Louisville Mail 7.20 a M. 9.05 A. M.
Louisville Fast Line l.&i P.M. H.io A. M.
Louisville Express 5.1*0 P.M 8.45 P.M.
Luui-ville Night ^xpresB ...11.15 P.M. 5.00 A.M.

The Low Fare Season and Commutation Tickets, good on
the Wnllon Accommodation -otter great inducements to the
citizens of Cincnn'ti and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afte.noon, and arrives early
next morning, giving all d;iy to attend to business. For
farther information as to routes, low fare. &c.« p lease apply
at .No 1 Burnet lloule or Dep> t Covin«tnn. Ky.

SAM'L GILL, Gen'l Sup*t- Louisville.

CENTRAL R. R. CF NEW -JERSEY.

I assenger and Freight Depot iu New York, foot of Lib-
erty St., connects at' Jl. mpton Juu.tiou with the Dela-
ware, Lackawanna- jind Western Railro.-d, and at Easion
with ihe Lehigh Valley Rahroad and its conneulions,
furuling a direct line to Pittsburg and the West, witiiout
chunge of cars.

ALLENTOWN LINE TO TUE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St- Louis, etc , with but one change of cars.

Silver Palace cars through irom New York to Chicago.

FALL ARRANGhMEKT.

Commencing August 30, lfcu9. Leave New York as
follows :

6:53 a.m.— For Easton, B -thlehem, Mauch Chunk,
William sport, Wilkesoarre, Mahoney City, Tuckhannuck
&c
7: So a. in —For Somervide.
S:;JO a in —For Flem.ingion, Junction, Stroudsburg

\\ at'-r Gap, Scranton, Kingston. PiUston Giea'i Bend, &c.
S'-i ait.—For Flemiiigtoa, Easton, Allentuwn. Mauch

Chunk, V\ ilkesbarre, Reading, Columbia, Lancaster,
hphraia, Liiiz, PottsVille, S'cranton. Harrisburg, ike.

3::SO j>. UK—For Easton, Allentown, Mauch Chunk
and Belvidere.

iz'.H) p. in.—For Somerville.

5:25 |> ill.- For homervide andFIemington.
6 j>. in.— For Easton and mterniediatestations.

7 p. m.—For Suiuerviile.

7:20 p. ibi.—Emiukakt—Stopping only at the princi
pal stations.

9:0Op. in.- For Plainfield.

11:50 |». in.—For Plainfield, on Wednesday and
Saturdays only.

FOR TI1K WEST.

9 a. m.

—

Western Express, dailj . (excfpt Sundays.)
for Baslou, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicsgo, and but one
change to St Louis. Connects at Harrishurg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Wat^r Gap, Scranton, <Vc. Connects at Philhi>sburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. nn.

—

Cincinnati Express, daily (except Satur-
days.) f-r Easton Bethlehem. Allentown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Meeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawanna and Western Railroad for all sta-
tion-t.tq ->cranion. This train will be run to Easton oq
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Extrebs Train, daily, for Easton
Allentown, Reading. Harrisburg, 1'itlsbunih, *nd the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, G:55, 7:15
o:I5., 8::i0, 9., 9:20, fti:3l!j 11:40a m—12m., lud, 2:0
3:00. 3:30, 3:45, 4:15. 4 30, 4:45, 5:10,5:25, 5:45 6:00,6:25,
7:00,7:2 ,7:40,8: 9:00,9:40 111:45- li:50 p. m.

Tickets for the West can be obtained at the office of th*

Central Railroad of New Jersey, Toot of Liherty st., N. Y.,
atNo. I Astor House; Nos. 254, 271. 520 Broadway \ti

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKUR^uperintcnden"
H. P- Baldwin, Gen Pass. Agu
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Cumberland A Ohio Railroad.

A special correspondent of the Commercial,

as will be seen by an article copied from that

paper in another column, startles the deni-

zens of "Sleepy Hollow " by the terrible an

nouneement of a "secret treaty" between the

President of the Cumberland and Ohio Rail

road and the city of Louisville, whereby Cin-

cinnati is again to be euchered out of the ad-

vantages of her " natural geographical posi-

tion " by ibe far reaching policy of Louisville.

It would be supposed from the "pother" made

about the "secret treaty" in some of the

" great dailies," that it was of as much im-

portance and had as far reaching results on

the destinies of the contendiug interests as

the celebrated Franco-Prussian effort at doing

"sectel" things.

'1 be facts in the case are simply these. Last

winter the Legislature of Kentucky passed a

h rter entitled the "Louisville and Cbatta-

no>ga Grand Trunk Railroad," the line of

which it was proposed to construct through

a portion of the counties in which the route

of the Ouinjerland and Ohio railroad is loca-

ted, and in which the Cumberland and Ohio

Railroad had received large county subscrip-

tions,—the very life-blood of the C. & O.

—

Of course, it was uot supposed that the coun-

ties would vote additional subscriptions for

parallel lines through their territory, and

without the aid of the counties on the route it

would be impossible to construct the Louis-

ville and Chattanooga Grand Trunk road.

Hence, the proposition on the part of a por-

tion of the representatives from the city of

Louisville interested in the charter of the L.

& C. Grand Trunk, to negotiate last winter

with the managers of the C & O. for their

county subscriptions (precisely what the Cwia-

mercial correspondent says they are trying to

do now); but failing ic making an "arrange-

ment," the manipulators of the Grand Trunk
brought in a bill to re-submit to the voters of

the counties which road the various county

subscriptions should be given to—viz: the

Cumberland and Ohio (to whom they had al-

ready been given once), or to the Louisville

and Chattanooga Grand Trunk, the latter ex-

pecting to enter the canvass and push its

claim with the arguments of "State pride,"

the " leading cily of the Stale, and the

promise of a vote of two millions by the

city of Louisville. This measure was de-

feated, not so much, however, by the ef

forts of members interested in the Cumber-

land & Ohio, because those living on the

Southern portion of that line, did not care

who got the county subscriptions, so long as

they got a railroad, but by the friends of tie

Cincinnati Southern Railway, of the Louis-

ville & Cincinnati Short Line, and those more

directly interesled in the Northern portiou of

the Cumberland & Ohio. In the last effort to

carry this measure in the Senate, the Lieuten-

ant Governor, the Senator from Henry, and

the Senator from Campbell made the effective

speeches, while some of the Senators on the

Southern portion of the C. & 0. line talked

in favor of the measure.

It is, therefore, plain that this effort to gal-

vanize the Louisville & Cnattanooga Grand

Trunk by bleeding the Cumberland & Ohio, is

not a new one. Indeed, unless that can be

done, unless the soul of the Cumberland &
Ohio can be transmuted into it, the Grand

Trunk is as a " dead cock iu the pit," and will

never " breathe the breath of life."

What the duly and interest of Cincinnati

is, we do not propose to suggest, but there is

one point prominently brought out in the

editorial of the Times, to which we will inci-

dentally allude, that is

" Mr. Jewet.t. of the Litttle Miami Railroad,

has no hesitation iu promising to iron and
equip the road provided arrangements could

be made satisfactory to all parties."

Of course not. These are the same promi-

ses made last winter, not only to the "Cum-

berland & Ohio," but also to the "Maysville

& Lexington," and the " Maysville & Colum-

bus," in Ohio, and which contributed as much

as anything else toward the defeat of the Cin-

cinnati Southern Railroad bill. Everybody

understands the position occupied by Judge

Jewett, that he merely " does his master's

bidding, ' and that the " Little Miami " is but

"the puppet" ot a greater power—the

Pennsylvania Central,-

Virginia Notes.

EDITORIAL CORRESPONDENCE.

Richmond, Va., July, 1870.

Railroad Record:—As I wandered about

over what is known as the Virginia peninsula,

that tongue of land that reaches into Hamp-
ton Roads, and is bounded upon the north by

the York and on the Bouth by the James riv-

ers, and witnessed the fertility of the soil, its

splendid supply of water, ils great quantities'

of valuable timber, and considering the healthy

and genial climate in which it is situated; its

proximity to the Bea, and all the means of

luxurious living that is to be obtained from

it, I wondered why this blessed piece of earth

was not sustaining a population rich, prosper-

ous and dense as the most fertile valley of the

North-west, and why its acres of deep soil are

not worth as many dollars as any equal num-

ber of acres devoted to agriculture in the

United States, instead of being as it now is,

only partially occupied, poorly cultivated, and

worth on an average about twelve dollars per

acre.

I heard a great many reasons given for this

lamentable state ot things, and I thought

there was some truth in all of them, but ie>

tain it is that the northern farmer who will go

to this peninsula, purchase one of these neg-

lected farms at the present prices, and with

his capital, labor and skill put it in the condi-

tion of our best northern farms, will make a

good fortune quicker and easier, and be in

every respect belter situated than he can be-

come in the great West. And equally certain

is it, that the merits of this section of the

country have only to be made known and the

northern mind disabused of that prejudice

that induces the belief that the people of Vir-

ginia are hostile to them, or as it is commonly

expressed, "Its worth a man's life to live

there," to be the theater of an emigration of

some of the best citizens of the nation, and a

development that will place it among if not

in the lead of the most valuable agricultural

sections of the whole country. There are op-

portunities here for the young farmer, or the

older and richer one, and the industrious

workman, and the investment of capital, that

are not to be had anywhere else within my
knowledge. With a good settlement a few

years will make these lands marketable at

from one hundred to two hundred dollars per

acre, and under such cultivation as obtains in

the Miami valley there will be a population

upon this peninsula of at least one hundred

to the square mile.

Let some of our Ohio farmers, when they

sell their lands and are looking about for a

location, or when they want to start the boys

in life, before they go West take a run over

this garden spot, and I think they will be

satisfied that there are attractions elsewhere

than iu the West. They will find the people
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hospitable and glad to show them the country

and give them all the information they pos-

sess about the lands and the peculiarities of

the locality.

To understand the situation of the Penin-

sula, it must be known that from the first set-

tlement of the country to the conclusion of the

war, it was in the hands of large landed pro-

prietors, and cultivated upon the plantation

system. Now there are but few laborers to

till the soil— a large part of the improved

lands are going to waste and growing up with

young timber, and as both armies passed over,

this region, and several of the severest battles

of the war were fought here, the fences are

destroyed, the principal buildings burned, the

old orchards mutilated, and here and there

the face of the country scarred with rifle pits

and earth forts. Add to these alflictions that

most of the land owners are in debt : and it is

evident that great bargains in real estate can

be had, and that the fate of this neck of land,

is, that it will be divided into smaller estates,

to be cultivated by the proprietors, or directly

u ider their supervision, and with all the

energy, economy and modern conveniences

found at the north, and with such a popula-

tion as it is thus capable of sustaining, there

will rise upon the shores of the James and the

York, towns and villages wherein will be

transacted the business of this prosperous

people, and that the Peninsula will finally

meet the prediction of one of the most intelli-

gent tourists of America: "That in a couu-

try where garden spots abound, this is capa-

ble of being made, and some day will be the

choicest of them all."

New interest is added to this part of Vir-

ginia now that it is pretty certain that the

Peninsula Railway is to be made.

The last Virginia Legislature removed all

legal disabilities of the company that proposes

to carry on this work, and arrangements are

being made to start it at an early day.

Already the surveys, estimates and map-
ping is completed, and a well digested finan-

cial plan cuncluded, that will do this work

quickly and well, and make it one of the best

thoroughfares for local traffic as well as trunk

lines for the interior trade, in the whole

country.

This road will pass down the Peninsula

from Richmond to Newport News, a distance

of about seventy five miles. What the effect

of such an improvement will be upon the

value of the lands that will be supplied by it,

we of the North-west can appreciate, and from

the deep interest I found manifested hv the

people along its line, and their disposition to

aid the work in every way in their power,

principally by contributions of lands, they

are Dot without a preity good understanding

of what this enterprise will do for them.

In a conversation upon this suliject with

General VValbridge, a gentleman of great ex-

perience and knowledge in the development
of this country, and who has visited the Pen-

insula, he exclaimed, "Why don't settlers go

there? How is it they pass this agricultural

El Dorado, and go far into the interior and

fare worse?" I could only say that there

seemed to me only two reasons for it, those I

have in the main already stated; first a total

ignoiance of the merits and prospects of this

part of the country, and second, that unfound-

ed and most unfortunate prejudice against

the present occupants. If this is true, the

solution of the matter is the free use of the

press to herald what awaits the industrious

man here, and a little association with these

misunderstood people, will, I am sure, con.

vert this prejudice into respect, if not into ad-

miration. Celina. -

Louisville Railroad Strategy.

A SECRET MEETING AND OFFERS TO THE CUM-
BERLAND AND OHIO RAILROAD TO SELL OUT.

Louisville, August 8, 1870.

It is well known to your readers, that duritig

the struggle last winter in Frankfort, to get a
charter from the Kentucky Legislature adap-
ted to the famous "' Ferguson Bill " for a rail-

road from your city to Chattanooga that Louis-

ville was there with her powerful opposition.

The Cincinnati charter was not only defeated,

but Louisville obtained a charter to build a
road from that city to Chattanooga. Now it

so happens that Louisville can not build her
road without passing thr.iugh the counties

that have already voied very large subscrip-
tions to the " Cumberland and Ohio Railroad,"
and of which material aid was expected. The
recent efforts ot the agents of the " Cumber-
land and Ohio Railroad " in your city has
stirred up Louisville to such an exteut that we
are informed that a secret meeting was held

in this city last week by a number of her
wealthiest and most influential men, and to

which the President and Directors of the
" Cumberland and Ohio road ' were invited.

At the meeting a number of the officers of the
road were in attendance, and it was proposed
that if they would turn over all the franchises
and subscriptions to Louisville, the city would
immediately vote to the road $2,000,000.
Should this proposition be agreed to, Cincin-
nati would be entirely cut off, and the road
built byway of Taylorsville, and the forty-five

miles between that town and the Short Line
road, giving Cincinnati the connection, would
be entirely suspended The people of Cincin-
nati should watch these matters clo-tely, and
get, if possible, a controlling interest in the
Cumberlaid and Ohio road before it is too
late, and Cincinnati be agaiu outgeneraled by
Louisville. Justice.

—The Denver News says : Major W. Wag-
ner, general accountant of the Denver Pacific
Railroad, kindly furnishes us with the follow-
ing statement ot the business done by the road
during the month of June: Total amount of
freight carried during the month, 13,192,925
lbs.

;
freight received at Denver during last

quarter June, 5,720,919 lbs; passengers car-
ried during the month of June, north 788,
south 1,1)67, total 1,855. Freight received at
Denver during first quarter of July, 3,419,055
lbs.; second quarter, 2,877,923; third quarter,

3,092,795 lbs. Freight forwarded from Den-
ver during third quarter of July, 73,570 lbs.

Southern Enterprise.

Thinking with what asperity we will of the
past, and hoping whatever we may of the fu-

ture, there must be solid satisfaction for every
American in contemplating the progress being
made, and the growing spirit of enterprise
manifested in nearly all parts of the South.
The rapid fecuperation from the unparalleled1

wastes of war that we here behold is espe-
cially gratifying

; and the speedy transition

from a condition of poverty—crippled and
almost helpless—to one of comparative pros-

perity, is, indeed, unexampled in the history

of any people, apd speaks volumes for their

soil, climate and recuperative power.-. Few,
indeed, of our Northern people realize to

what extent many portions of tbe South were
devastated by the war, and how cheerless,

almost hopeless, was the prospect for many
of her people. But in the darkest hours
that have followed, in spile of the discourag-
ing mistakes of our unwise mlers, one of the
most hopeful signs of the times has been tho
evident disposition of these people to accept
the situation, and work for a better, a hap-
pier future. They have an earnest, sincere
hope of a grand future for tbe Republic in

winch, linked together by sacred men o ies

of the past, which even a cruel civil *ir
could not obliterate, they shall bear no sec-

ond part.

When the farmer sows grain it is the hope
of growth and harvest that gives him a pleas-

ing interest in his fields. If he plants his

orchard with trees, the hope of frnit in due
time gives him interest in their culiure. If
he takes delight in the roots and beds in bis

garden it is because he has hope in the beauty
of their future foliage and flowers. It is the
hope of a prosperous voyage that gives to the

mariner interest in his ship. It is the com-
forting hope of becoming an accomplished
mechanic which gives interest to the toil of
the apprentice. It is tbe blessed and gladden-
ing hope of excellence and honor that inspires

the patient student. It is the lively hope of
becoming a thorough soldier that inspirits the
drill of the recruit. Men are interested in

those who represent power because they hope
for its stability. They are interested in

princes and magnates from the hope of their

ability to do great and worthy works. It is

pleasing and assured anticipation that hel-

mets the young aspirant with emboldening,
steadfast interest in his preparatory toil. Such
is the hope of the south that has nerved her
to patient effort to recover what had oei-n lost

and achieve far greater prosperity. We are,

therefore, glad to know that all her prospects

for the preaeut season are indeed promising.

The amount of consideration given to rail-

way improvements is one of the marked fea-

tures of this progress. Formerly these in-

terests south were under a ban, and the di-

lapidated condition in which the war left the
few existing facilities rendered them almost
useless. But now all the most important are
repaired and running. Some have beeo prac-

tically recreated, and new short lines have al-

ready been completed. .In fact, it is impos-

sible to read the papers of any state without

noticiug the earnestness with which this or

the otiier road is commended to patronage,

the numbers of these roads and the rapidity

with which they are being pushed along. We
could not, in much greater space than is at

our command, enumerate all of the enter-

prise of this sort that has met our DOtice.

One road is advancing from Cincinnati,

through eastern Kentucky and Tennessee, to

Chattanooga, that will constitute the stem of

a system, and have influences not to be fore-
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seen now. It has already revived the project

for connecting Chattanooga with Wilmington,

Charleston and Savannah, by completing the

link between Cleveland and Walhalla, via

Franklin, and this important accomplishment
is likely to be recorded before long. Its im-

portance can be estimated by observing that

there is actually no eastern and western road

operating for all the distance between Atlanta

and the Ohio, save such as is indirectly fur-

nished by the Virginia and Tennessee. Then
Louisville is agitating the completion of her

road to knoxville, via Stanton, as well as a

direct communication with Norfolk. And all

of Virginia seems to smile on the purpose of

making Norfolk a great maritime port by this

means and others accessory to it. Nashville

and Knoxville, in Tennessee, are once more
calling for connection. Texas alone is build-

ing about 500 miles of road, aside from the

Southern Pacific, which will certainly be put

through. Houston has a road to Brazoria,

fifty miles long; one to Galveston of equal

length ; one toward New Orleans, with fifty

miles completed in the state and more in

Louisiana, one of which 130 m'les are finished,

that has Chicago for its destination, and one
of eighty-three miles from Columbus. Work
is being done to carry the Central from Hous-
ton to the Red river, where it joins the Kansas
roads, and the Washington county road is

being advanced to Austin with such num-
bers of laborers that completion can not be

long delayed. When the Texas and New
Orleans road is repaired, as it is nearly,

it will unite the Texan roads with the

Q itional system through Louisiana. The
Ltvaca, Mexican Gulf and San Antcnio
road has thirty mil 'S running, and promises
to le completed. The Houston and Great
Northern, just organized, has made arrange-

ments to go ahead, crossing the Trinity and
penetrating eastern Texas. The Waco Tap
road is extending from Bremond, on the Cen-
tral, to Waco, on the Brazos; thence 150

miles up that, river. This catalogue might be

almost indefinitely extended, but we have
summarised enough to show that there is a

singular activity of this nature in all of the

southern states, and the facts with which we
began show bow possible it is for this activity

to gain all of its ends. But no improve-
ment is limited to its own boundaries. It

begets other and stimulates the spirit of im-

provement. It puts money in quick circula-

tion and calls in labor, creating a thousand
demands that it also creates power to satisfy

We can look to all this with gratification and
pride. These eudenees of wise foresight

and substantial growth involve our own wel-

fare as directly, if not so greatly, as that of the

section immediately touched.

—

Railway News.

—Something over a year ago a passenger
on the Harlem Railway found a pocketbook
containing $1,045, and gave it to the conduc-
tor for the company to try and find the loser.

It was duly advertised, and as the owner made
no response, the finder thought he should
have it back again. The company refused to

fork over, and he went to law about it. They
contended that by their relation to the loser

as passenger they were pecuniarily responsi-

ble to him for his loss, and that whatever the

finder's claim was originally worth he had
lost it the moment he gave the money to

them. But the Court ruled that the finder

was entitled to the property found as against
all the world except the owner, and no owner
appearing he was entitled to a verdict in the

cuss.

Railroads In Knrope and the TTnited
States.

The August number of Old and New con.

tains in its " Record of Progress " the follow-

ing article by Edward Howland :

The system of circulation in the body poli-

tic, is as definite and unfailing an indication

of organization and life in society as it is in

the animal World. FYom the polyp to man,
the ascending gradations of completeness in

the circulatory system are evidences of a more
perfect organization of life, and of a higher
rank in the scale of being. The same test

may be applied to society ; and the growth of

civilization will be found always accompanied
with perfecting the roads, so that the circula-

tion of men and material can be accomplished
with a less expenditure of force, and in a
more thorough manner. In tLit \i;w of tl e
matter, the invention of the railroad is the

.most important event in the modern history

of society, and is peculiarly important in this

country, since it affords a means for the nec-

essary inter-communication of the most dis-

tant portions, and for the first time in history,

renders the organization of a nation spread
over as large a territory as ours possible,

without a centralization which represses the

activity of the distant portions in order to

keep them in subjection. Oregon and Maine
are now pract caliy nearer together than Bos-
ton and Pittsburg were seventy years ago.

Our railroad system is therefore a matter of

national importance, and should be art-ion I
•

considered by any one who is interested in our
progress. The railroads are as important to

the nation as the streets of a city or the roads
of a village are to their inhabitants; and it is

a3 mistaken a policy to allow them to be gov-

erned by private corporations, as it would be

to place the right to our streets and turnpikes

in the same hands. The people make a great
mistake in ever surrendering to corporations

the ownerships of railroads. There is an ex-

cuse for it ; the advantage of a railroad seemed
so great when they were first introduced, we
did not know how important they would be-

come, and we followed the English plan

But now let us do the best we can to remedy
the error.

It would have been the best course at the

beginning, to build our railroads as we do our
county roads, at the expense of the county or

the State, and thus have made them public

property to be used for the public benefit.

All of the European countries except England,
recognized the importance of the railroads

at their introduction ; they saw how necessary

it was that so valuable a right should not be

surrendered by the public to any private cor-

poration, and were wise enough to act accord-

ingly.

In France, railways were first introduced in

1836; and there are now over nine thousand
miles in operation, making an average of two
and a half miles to every ten thousand inhabi-

tants, or four and a half miles to every one
hundred square miles of territory. The aver-

age cost of the construction of these railroads

was about one hundred and twenty-five thou-

and dollars a mile. The roads are leased to six

great companies, who operate them and pay the

State ten per cent, upon their gross receipts.

The Government aided in their construction

by loans of money, and by constructing the

earth-works and the bridges. The leases un-

der which the companies hold possession are

for a term of niuty-nine years, after which the

roads, with their stock and buildings, are to

revert to the Government entirely. Mean-

while, however, the mails are transported by
the roads free of charge, and the soldiers and
officers of the Government are transported at
a reduced charge; while the Government
fixes the rates for both passengers and freight
which the roads charge to the public, and
guarantees the roads from any infringement
upon their business by the construction of any
competing road. The rates are low, but yet
high enough to make the enterprise so profita-

ble that the stock of all the French railways
commands a premium in the market, From
their yearly profits the railroads are also
obliged, by the conditions of their lease, to

put by yearly a fund for paying back their

capital to the shareholders, when, the term of
the lease having run out, the roads will be-

come the property of the Government. By
this means, the capital of the shareholders

being rendered secure, and paying a good
dividend, the shares are, of course, steadily at

a premium ; and the element of stability, so

entirely wanting in railway investments in

England and this country, is given to this

kind of investment. The average working ei-

pense of the French railways is about thirty -

eight per cent, of their gross receitps.

In Belgium, there are one thousand two
hundred and fifty miles of railroad, making
an average of two and a half miles to every
ten ih mand of ih population, or e i miles ta

every one hundred square miles ol territory.

These railroads were constructed at an aver-

age cost of $91,500 a mile. They were partly

constmted by the State, and partly by com-
panies, who were given the privilege, on con-

dition that they should absorb their capital by
a system called amortization, and by which a
portion of their earnings should be used, not

as dividends, but to repay their capital ; and
that, when this was done, the roads should be
the unencumbered property of the State. At
first, the railways in Belgium paid no profit,

as the fare was placed very low; but as this

system increased the public prosperity by offer-

ing a means of cheap circulation, the business

so increased that the lines have become very

profitable, and their receipts help largely to-

wards the expenses of the Government. In
1865, M. Vaadersiichelen, the Minister of Pub-

lic Works, in his report to the Chamber of

Representatives at Brussels, said, "S.nce
1856, that is to say, in eight years,

—

" First, The charges on goo Is have been

lowered on an average of tWinty-eight per

cent.
" Second, The public have dispatched

2,706,000 tons more, while they have econo-

mized more than twenty millions francs

($4,000,000) on the cost of carriage.
" Third. The public treasury has realized

5,781,000 francs ($1,156,200) more, after hav-

ing paid the cost of working, and the interest

on capital. Being in this prosperous situation,

the government have asked if the time haa

not come to turn their attention to the second

part of the problem of cheap transportation.

In other words, whether it is not proper to ap-

ply to the service of passengers the principles

which have given such satisfactory results to

that of goods. The government is of opinion

that facility and cheapness of traveling are,

in principle, as fruitful of benefits to all clas-

ses of society, as the economical transport of

goods can be for the producers and con-

sumers."

The Chamber having agreed, the rates of

fare were lowered, and the success has been

better than was anticipated. The Belgian roads

now return a larger profit than ever before, be-

ing an average of seven per cent. The relative

cheapness of the fares is shown in the follow''
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inc comparison. From London to Dover,

seventy-eight miles, a first-class ticket cost £1,

about five dollars; a second class, fifteen shil-

lings, $8.75 ; while from Oslend to Brussels,

eighty-nine Wiles, a first class ticket costs five

shillings—$1.25, and a second-class ticket,

three shillings and t'ourpence—72 cents, the

rate of travel on both lines being about the

same—a little under forty miles an bour.

Prussia has three thousand eight hundred
miles of railroad, making an average of, two

miles to each ten .thousand of the population,

or four miles to each one hundred square

miles of territory. The average cost of con-

struction was $83,700 a mile. The compara-

tive cheapness -of their construction coiues

from the fact that care is taken to avoid the

preliminary expense of organizing. As we
said before the Parliamentary Royal Commis
sion upon railways. "The various expenses

of one kind and another accompanying the

passing of railway bills in England before a
j

sod was dug, would amount to something very

nearly like the cost of the whole Prussian

railway system." Of the Prussian railways,

about one-half are worked by the government,
and the others by private companies, under
concessions from the government upon terms

similar to those in France. The government
is also very careful in not allowing any line

to be constructed which shall compete with

any other. The fares on all the roads are

fixed by the government. The profit, "upon
the capital invested has averaged from five to

eight and a half per cent , the higher rate be-

ing made by the private companies.
In Austria, there are about three thousand

seven hundred miles of railroads, making an
average of one mile to each ten thou-

sand of population, or two thirds of a

mile to each one hundred square miles of

territory. The average cost of their construc-

tion was $108,500 a mile. The financial con-
dition of the Slate forced it to leave the con-

struction of these roads to companies, but un-

der the condition that at the end of ninety

years the roads become the unencumbered
property of the State. The rates of fare are

fixed by the government, who have reserved
the right to alter them whenever the necessity

should arise The roads have proved profita-

ble to the stockholders, paying an average
dividend of seven per cent.

In England art entirely different policy was
pursued, and has produced entirely different

results. Railways have been built by private
companies; and it has been supposed that
competition would secure for the public cheap
ness of transit and stability in railroad invest-

ments. The Report of the Royal Commission
on Railways gives us the data for judging how
far this supposition has proved true. The
Stocktown and Darlington line was opened in

1825, but the speculative mania 'or railways
did not set in until 1844. That year, pn jected
railways requiringa capitalof nearly $75,000,-
OOU were granted charters by Parliament The
next year, 1845, the amount was $220,000,000;
and the next, 1840, $607,000,000. The
amount asked for in 1846 was $2,000,000,000,
but Parliament was prudent, and limited their
favors to $607,000,000. This conservatism is

the more praiseworthy, since it is said that
one hundred and fifty-seven members of Par-
liament were pecuniarily interested in the
schemes proposed tbat year. The parliament-
ary expenses of the Liverpool and Manchester
Railway were $11-15,000, about $5,000 a mile;
and it is said that the solicitors' bill for pro-
moting a scheme which never reached Parlia-
ment was $410,000.

There are now 14,247 miles of railway in

England, representing an aggregate capital

of $2,51 1,314.435, and occupying two hundred
and eighty-nine square miles of territory, or

one acre in every two hundred and seventy-

three of England and Wales, one in every

eight hundred and thirteen in Scotland, and
one in every eight hundred and fifty-three in

Ireland. These lines carry on the average
nearly 1,000,000 of passengers every day and
in 1866 dispatched 6,0(10,000 trains for freight

and passengers, which traveled more than

163,000,000 miles. It would seem that an
amount of business like this should be made
profitable

; and yet the railway system of

England is next door to bankruptcy In fact,

the statistics of 1867, as compared with those

of 1866, show that the gross receipts had in-

creased $6,578,225. while the working expen-

ses had increased $5,18(5,395, which was a

higherratio than before, and caused a decrease

of their already slim dividends. So involved

have the railways become, and their market
value is so depressed, causing such wid -

spread disaster, ihat. it has been proposed thai

the government should purchase all the lines.

The London, Chatham and Dover, with a capi-

tal of $50,000,000, has never paid any dividend,

nor even the interest on its first, issue of bonds,

and is now hopelessly insolvent in the hands
of a receiver Yet this is the chief route

connecting Paris and London. Nor is this

the only one of the English railways that has

been placed in the receiver's hands, while the

stock of every one of them is heavily depre-

ciated on the market.

Here in the United States the railroads have
been built and are owned by private corpora-

tions; and the evils of allowing so valuable a

monopoly to remain in private hands have
more than begun to display themselves. The
corporations have seen the folly of competing
with each other, and have thus combined;
and now there are States of the Union whose
political and financial policy is directed and
controlled by railway rings. The increased

cost of coal, in which every one is interested,

is one of these e\ils. The monopoly of rail-

roads lies like an embargo between the grain

fields of the West and the sea-coast. With
corn in the East over one dollar a bushel, it is

burned in Illinois by the producers. Gov.
Palmer of Illinois, in a letter to the conven-
tion of farmers at Bloomington, proposes, as

a remedy, that the roads should be made free

to all carriers of freight and passengers, upon
terms to be fixed by the State, and under the

laws applicable to turnpikes. This would,
however be a mere half-way measure. Every
man has neither the time, the inclination, nor
the means to be his own railway carrier, so

that the business will ultimately fall into few
hands; and our experience with the express
companies show how naturally tbey would
combine, and keep their charges high.

In an address before the Boston Board of
Trade in 1866, Mr. Josiah Quincy urged the
purchase by the State of the Boston & Wor-
cester and the Western railroads, and that

they should be, by the people_/br the people."

Mr. Quincy has gathered statistics from relia-

ble sources, and shows conclusively that the

circulation can be carried on by railroads with
a cheapness which, even on the continent of
Europe, has not yet been dreamed of, and
which at present sounds as «trange and as

ridiculous as a suggestion for carrying a letter

from Maine to Calilornia for three cents would
have sounded in the days of high postage
He assumes that the railroads were owned

by the Stale, and the tariff of fares was calcu-

lated, not to make an income, but simply to

pay the cost of administration, of running,

and of keeping the road-beds, the rolling-stock,

and the buildings in repair; then thai the

roads were worked to their capacity. By an
English estimate, the cost of running a train,

carrying two or three hundred tons, would be
for each mile only sixty-three cents. It seems
hardly possible, yet here are the items:—
AVERAGE COST OF CARRYING A TRAIN A MILE.

Cents.

Maintenance of way and works 1

1

Locomotive power 18

Repairs and renewals of carriages 5

General traffic charges 18

Rates and taxes 5
Compensation for injury and loss 1

Legal and parliamentary expenses 1

Miscellaneous working expenses not inclu-

ded in the above 4

Total 63

This estimate is made from the daia fur-

nished by the English companies to the B-.i.nd

of Trade, as the account of their average ex-

penses for the year 1863, and is the average

of all the railroads in the United Kingdom.
Suppose the estimate in the Uniied Slates

should be double this, say $1.25 a mile, which
would make'ten cents a hundred miles a fair

price. The cost of running a train a hundred
miles would be $125. If a train carries 200

tons, and we estimate only ten persons to a

ton, this makes 2,000 persons who at ten cents

each would make $200, which is ?7"> more
than the cost. It has been the policy of rail-

way managers to conceal from the public ihe

secrets of their trade; and it is very

hard to get at the facts concerning eithpr the

expenses or the profits of railroads. Here,
however, we have an estimate given by the

railroads themselves in England; and it only

needs that the people should become well ac-

quainted with the fact that the railroad can be

made to pay its expenses at these rales—ten

cents from New York to Philadelphia, fifteen

cents from Boston to New York, one dollar

and ten cents from Boston to Chicago in order

to have it realized.

TlTUSVILLE AND TlDIOtJTE RAILROAD —The
Tidioute Journal says: The Tidioute and 1'i-

tusville Railroad looms up in all its fair pro-

portions. Books are open for subscriptions

at the office of James Parshall, and there is a

fair prospect that, the stock will be speedily

taken, and that ere long the sonorous voice

of the steam demon will echo and re-echo

among the bills of dashing, roaring Gordon
Run.

Every railroad that enters our city in every

direction will help our trade and enhance

our prosperity. A railroad to Tidioute from

Titusville would be a short cut for travel and

freight to the East. It would bring us nearer

to Rochester, Syracuse, Elmira, New York
and Boston. The resources of oil and lumber

are only partially discovered, to say nothing

of development in the region which such a

road would traverse. The distance is so short,

and the grade so easy and the cost of the un-

dertaking comparatively so small, the facili-

ties and advantages offered and secured so

obvious, that the enterprise is likely to enlist

the aid of capitalists and business men as well

at Titusville as at Tidioute and at Enterprise.

Titusville Herald.

fl@*The July reduction in the national

debt amounted to $17,034,123 74, making the

decrease since March 1st, $G9,loO,001 17.

The total debt less the amount in the treasury

is $2,369,324,476.
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The Atmospheric Brake.

There are very lew things connected with

railroads and rolling stock which have so ex-

ercised the minds of inventors as car brakes.

And with good ieason ; lor on the efficiency

of these brakea frequently depends the safety

of trains and passengers. The requisites of a

satisfactory brake are, instantaneous and uni-

form aciion, certainty and power For ordi-

nary purposes it might be thought thai instan-

taneous aclicn would not be necessary, and that

the c rdinary hand brakes would be quite satis-

factory ; but it must be borne in mind that not

only is the tram to be slopped, but. to be

brought to a haltat a detinue point. It, when
the engineer whistles for brakes the brakeman
are not prompt in putting Ihem on, and just

as prompt at. one time as at another, he can-

not know exactly when to call in order to

make the stop ui the required point. In case

of danger, of course, it is of the utmost impor-

tance that ihe brakes should be put on at the

earliest moment possible. A second or

even a quarter of a second may make the dif-

ference between safety and destruction. But

with the hand brake, after the call the b ake-

man must first go to the brake (unless he hap-

pen to be standing by it at the tune) and then

sometime—often very piecious time—is ex-

pended in winding it up. Meanwhile the train

may rush into a ditch or upon a train, or over

a man or an animal, destroying lives often

and still oftener thousands of dollars worth of

property.

Many inventors have endeavored to provide

an apparatus which should be operated by the

engineer and applied instantaneously, and
with such successtbat several of these improve-

ments have been adopted on well managed
roads. But there are difficulties which most
have not overcome. Some provided only the

means for putting on brakes, hut none for ta-

king them off, tor which the brukeman were

depended upon. Most operated inflexibly,

applying just so much power and no less, at

all times. A large number have been inten-

ded as safety brakes, to be used only in case

ot accident Tnus the engineer never became
familiar with them, and if the apparatus got

out of order it was not easily detected.

We described last fall the operat'on of an
atmospheric brake invented by George Wes-
tinghouse, of Pittsburg, which was tried in

Chicago at that time. In this apparatus, a

pump operated by steam from the locomotive

provides a supply of condensed air at a certain

definite pressure at all times, and this com-
pressed air is conducted to a cylinder under

each car, and by its pressure upon a piston

working in these cylinders applies the brakes.

An ingeneous arrangement enables the engi-

neer to apply the brake with the full force of

the compressed air, or with a less force, at

pleasure ;
the elasticity of the air prevents

any undue friction or holding of the wheel;

the application is made very nearly instantane-

ously on all the trucks; every wheel is pressed

with an equal weight; no wheel for an instant is

without pressure, and the engineer has perfect

control of the apparatus in an instant, by a

simple movement of the lever, putting on

brakes, lessening the pressure, or taking them
off.

The result of that experiment was very sat-

isfactory. A train running at great speed

was stopped in about H00 feet—about the

train's length—and the results were so satis-

factory to the large number of railroad mana-
gers present, and ihe apparatus so promising,

that it was ordered immediately for trains on

several roads, and it will very soon be ill use

on every road entering Chicago, Bave one.

But an experiment is not an experience.

The only satisfactory test is successtul use for

a lengthened period, in different hands, under

various circumstances and in different, places.

Such a test the VVestinghouse brake has now
had. It has been used extensively on the

Pittsburg, Cincinnati & St. Louis, and the

Pennsylvania railroads, and to a less extent,

on the Michigan Central, the Chicago & North-

western, the Lake Shore and Michigan South-

ern, the Illinois Central, and the Union Pa
cific roads. In every case, we believe, the

result has been most satisfactory to Ihe com-
panies. The apparatus has been found mil

only efficient, but simple, durable, easily man-
aged, not likely to get out of order, always

ready, and easily understood and operated by

locomotive engineers of ordinary intelligence

and skill.

The rapid introduction cf this brake is

hardly remarkable, though it is exceptional.

But this apparatus appeals to managers in two

ways: first, it promises a considerable saving

in regular expenditures, and the prevention of

great losses o* property and reputation by

accidents, and second, it is itself an attraction

which is likely to gain the favor— and there-

fore the patronage—of travelers. Already on

the Pan Handle Line by use of this brake a

collision has been averted which, in all proba-

bility, would have destroyed several cars, se-

verely damaged a locomotive, and very proba-

bly killed an engineer A passenger train

running around a curve at the rate of 25 miles

an hour, had approached within 3Q0 leet. of

the rear of a freight train, when it was ilis

covered and the brake put on. The train was

brought to a stop within a few feet of the

freight train. In this case a delay of a single

second would have made a collision inevita-

ble.

Besides the increase in safety, there is an
increase of comfort. The atmospheric brake

is entirely noisless in its application, and to

one whose uneasy slumbers in a sleeping car

have been rudely broken by the harsh grating

of the train as the brakeman puts on brakes,

this advantage will seem not inconsiderable.

There is, moreover, a saving of time, which,

in these days of fast trains is an item not to

be despised. So certain and so quick is the

operaiion, that all ordinary stops at stations

can be made with less delay in slowing than

with the ordinary hand-brake. This advan-
tage effects a saving of twenty minutes in

about 250 miles on the Fort Wayne road.

Again, as the pressure is applied uniformly

and to all the wheels on all the ears of the

tram, there is necessary a lighter pressure,

and consequently less friction and wear than

on wheels under a hand-brake ; and the sliding

of wheels, which wears rails so rapidly, is said

to be entirely obviated —R. R Gazette.

—The impression has genera lly prevailed

that shell roads are not suited to heavy trans-

portation, but there is a shell road from the

east gate of the Atlantic and Gulf Railway
depot to the Thunderbolt road, a distance of

some two or three hundred feet, over which

twenty or thirty million feet of lumber has

been carted during the last fifteen months,
and it is now a better road for heavy loaded

vehicles than any in the city.

—The Baldwin Locomotive Works employ
seventeen hundred hands, whose aggregate

wages amount to $!lf)0,000 per month. The
sales of the firm reach somewhere iu the

neighborhood of $5,000,000 annually.

Railroad Manners.

There are certain points of good manners
in which women fail, which yet seem to have
been greatly overlooked by their cens >rs.

Perhaps we ought not to s*y women, for the

class is undoubtedly small; but the one
Woman who behaves badly attracts m ire at-

tention than the 119.1 well disposed
;
and when

even one woman fulls below the proper stand-

aid, ail women seem, some low, to be humilia-

ted thereby.

In connection with our public schools there

is springi-ig up a school of ungrace'uluess

and indelicacy, which, to my thinking, goes

far to neutralize the good wrought by the

former. Groups of girls travel daily from
the country villages, three, five, ten miles

over the steam and horse railroads, to nor-

mal and high schools of the city, and return

at night, What is cause and what is effect I

do not know
;

hui these girls sometimes con-

duct themselves so rudely as to force upon
one the conviction thai, it would be better for

women not to know the alphabet, if they

must take on so much roughness along with

it. Typical American girls, pretty, gentle

faced, intelligent looking, well dressed, will

fill a car with idle, vulgar, boisterous chatter.

Out of rosy, delicate lips, come the voices

—

of draymen, I was about to say, but that is

not true; for the voices of these girls are

like nothng in the heavens above or the

earth beneath The only quality of woman-
liness they possess, is weakness. Without
depth, richness, or force, they are thin, harsh,

inevitable, 'i b }' do not so much fill the space

as they penetrate it. Three or four such girls

will gather face to face, and from beginning

to end of their j mrney pour lorth a ceaseless

torrent of giddy gabble, utterly regardless of

any other presence than their own. They
will talk of their teachers and schoolmates

by name, of their parties and plans, of their

.studies, i heir dresses, their most personal and
private matters, with an extravagance, with

mi iiicohercncy, with an inelegance and
coarseness of phraseology, which is disgrace-

ful alike to their schools and to I heir homes.
They will compel without scruple and bear

without flinching, the eyes of a whole car-

riage-load of passengers. Indeed, the notice

of strangers seems sometimes to be the in-

spiration of their noisy, unmelodious clatter.

They apparently think that this is to be
sprightly, arch, high-spirited, and winning,

not perceiving that a really high-toned and
high-bred girl would as soon jump over a

stick in a circus as turn herself into such a

spectacle. There is nothing winning about

it. The absolute extravagance and nonsense

of it will sometimes excite a smile from
thoughtlessness, but it is a smile less compli-

mentary than a frown. No amount of acqui-

sition, no mental training, can atone for such

demeanor. If the two are incompatible, it is

better for a woman not to know the multipli-

cation table than not to be gentle mannered.

If a woman is vulgarly prononee, the more
she knows the worse. I could sometimes

wish that our far-famed schools would slop

their algebra, stop their Latin, stop their .phil-

osophies, and give their undivided attention

to teaching their pupils how to talk. It may
not be possible to make them talk sense, but

surely they can be made to talk nonsense

gracefully. Not all can have musical voices

;

but upon pain of death I would have girls

taught to speak low. Training can do much
in the way of melody and sweatness; but a

voice that is softiv modulated can not be vio-

lently disagreeable. And if a girl's tongue
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is incorrigible, let her be dispossessed of it

altogether.

The pronunciation and rhetoric of these

girls are a disgrace to their elders. Words
and syllables are clipped, twisted, run togeth-

er mingled, mangled and muddled into a dia-

lect fit for savages. Girls who can read

Virgil and calculate an eclipse, will employ

in conversation a jargon that would stamp

them with a stamp of intolerable vulgarity at

any well-bred dinner table. What cruelty,

what waste is this 1 It is so easy not to of-

fend, it is hard not to be stupid. It is so un-

important to be learned, W is so indispensable

to be well-mannered. Why give time and

pains unmeasured to mentaj acquisition, aud

then neutralize it all by a ruffianly exterior?

Why cast an odium upon education by asso-

ciating it with unenuthness ?

There are disadvantages worse than these,

if anything can be worse, in sending girls to

school over the railroads. They somehow
become common, they cheapen themselves.

They lose, if they ever possessed, they destroy

before they are old enough to feel the divinity

that should hedge a woman. They fall into

—

I can hardly dignify it with the name of flirta-

tion—but into a sort of bantering communi-
cation with unknown men, employes of the

railroad and season travelers—a traffic which

is fatal to dignity in woman, and inspires no

reverence in man. And this passes for liveli-

ness and attractiveness, or at most, perhaps,

it is being a little wild. But it is a wildness

which gitls can not afford. Delicacy is not a

thing which can be lost and found. No art

can restore to the grape its bloom, and the

supreme charm of the grape is its bloom
Familiarity without love, without confidence,

without regard, is destructive to all that makes
woman exalting and ennobling.

There are other displays of ill-manners

which are almost incredible. Girls will sit

with their faces towards the passengers, and

eat oranges in the most slovenly, but the most

unconcerned manner, and then pelt each

other with the bits of peel across the aisle.

They will scatter the crumbs and paper of

their lunch over floor and sofas. I have seen

the clean, tidy waiting-room of the railroad

strewn with peanut shells—not always, I fear,

by woman young enough to be called girls.

Such things are simply disgusting. Cleanli-

ness, order, propriety, are not local or inciden-

tal qualities. They are inherent, in bred. A
lady will no sooner be untidy in one place

than in another. She will no more throw nut-

shells on the bare floor of a station-room than

on her own parlor carpet. She will no sooner

thrust a pen-knife into the leather lining of

the station sofa than she would into the velvet

upholstery of her -own.

"The world is wide, these things are small ;

They may be nothing, but they are all."

Nothing? It is the first duty of a woman
to be a lady. The woman who says that this

is making much ado about nothing, is the wo-

man who will accost you by name when you

enter, in a tone that introduces you to every

{erson in it, and make you wish that the part

she occupies had run off the track at the last

bridge. She is the woman who under the pre-

text of conversing with one or two friends, in-

forms the whole car company of her views on

woman's rights and her relations with her hus-

band. She is the woman who, in a public as-

sembly, when we are momentarily expecting

the lecturer or singer to enter, rises in her

place, fronts the .audience, and stands two

minutes waiting fur or beckoning to some Sa-

rah Jane to join her. Good-breeding is good

sense. Bad manners in women is immorality.

Bashfulness is constitutional. Ignorance of

etiquette is the result of circumstances. All

can be condoned, and do not banish man or

woman from amenities of his kind. But self-

possessed, unshrinking and aggressive coarse-

ness of demeanor may be reckoned a State

prison offense, several degrees worse than

murder, and ought to regulate its proprietor to

the society of New York lawyers.

—

Harper's
Bazaar.

The American Institute of Civil Engi-
neering.—The second annual convention of

the American Institute of Civil Engineering
was held on Wednesday, June 15th, in New
i'ork city. The present officers are : Alfred

VV. Craven, President ; A. P. Boiler, Secre-

tary; and James 0. Morse, Treasurer. Over
fifty gentlemen were present—among them,

General Bernard, Colonol Adams, of Brook-

lyn; Horatio Allen, J. D. Steel, of Pennsyl-

vania; W.J. McAlpin and W. E. Worthen.

After somn ordinary business had been dis-

posed of, the President reviewed the immense
strides the Institute had made within the last

three years. Established in 1852, it struggled

for a tew years in spile of drawbacks, till it

died a natural death in 1856, In 1867, a

dozen of the old members re-organized it on a

new basis, and since then its progress has

been remarkable— 179 members are now on

the roll, and comprise nearly every engine of

note in the State; its library is so extensive

that the bookcases will not hold the works,

while the papers read are of great importance,

and their publications are sought after by

every kindred society here and in Europe.

There are fifty-two subscribers to the fellow-

ship. Mr. P. C. Lowthorp made a long ad-

dress on the "Use of Cast and Wrought Iron

in bridge Construction" and exhibited a dia-

gram of one built by him in 1856, and which

was the first of the kind erected in America,

and is now standing as solidly as when first

built. Mr. J. W. Dutton Steel made some re-

marks on the "Use of Compressed Air as a

Motor," and was of the opinion that com-
pressed air would eventually take an impor-

tant place as a motor. It has been tried in

mines in England with such success that one

hundred miles of shaft are already under con-

struction, and he trusted that its use as a mo
tor in underground traffic would scon be con-

sidered seriously. Its advantage over steam
is unaer certain conditions incalculable.

Next to the Suez canal in magnitude

is the Amsterdam ship canal, which has been

in progress about five years, and is expected

to be completed in 1876. The canal is being

formed through two lakes, both of which are

shallow, first, by making embankments on

each side of the line of canal, and then by

dredging out the material between to the re-

quisite dimensions. A deep excavation is

being rapidly formed from the lakes to the

North sea, through the sandhills, and outside

this piers built of large concrete blocks are

in progress, which will extend about a mile

into the sea. and enclose within them an area

of about 200 aeres, which will be dredged to

a depth of 24 feet below low water. The
canal will also have three locks at the North

Sea entrance, a little eastward of the harbor.

The canal will have a width at the bottom of

88 feet, which is 16 feet wider than the Suez

canal; a width at the top of 195 feet, and a

depth of 23 feet. The locks will be large

enough to admit ships of the largest class.

Railroad Items,

— Among the arrangements repudiated

since the Vanderbilt party acquired a control-

ling influence in the affairs of the Lake Shore
road, is one by which the Erie was to be al-

lowed to run into the Union depot at Cleve-

land on condition that Gould and Fisk aban-
doned the project of building a through line

to Chicago. Having been notified of the nul-

lification of this agreement by Vanderbilt,

Gould and Fisk entered into arrangements
for the immediate commencement of a con-

tinuation of the Erie and Atlantic and Great
Western lines to Chicago. From Cleveland

the new Erie extension will wind along the

lake shore to Sandusky and Toledo, from
which latter point it will strike out for Chi-

cago by an air line, and form a route thirty

miles shorter than by any other from New
York. It is asserted that the project meets
with great favor throughout the West, and
that leading capitalists of Cleveland and Chi-

cago, and other prominent men who are in-

terested in sections to be benefited by the

opening of a new line, have agreed to sub-

scribe all the capital required, providing the

line be commenced immediately.

—

News.

—Russia is the only country in the world
which now approaches the United States in

the extent, of the railroads being built. Un-
like the United States, however, it is obliged

to import most of its rails. The Cleveland

and Tyne district alone, in England, are said

to have orders from Russia to the amount of
£3,COO,000 for railway materials of all kinds.

The North-eastern district is producing rail-

road material at the rate of 1,700,000 tons a

year, and increasing its furnaces in construc-

tion on the continent of Europe.

— J. L. Booth, of Rochester, N. Y., has in-

vented a new rail, which consists of a com-

pound formed by first rolling the cap and base

separately, and then applying them together

and passing them together through a rolling

or compressing machine, whereby they are

firmly united and without being heated for

the purpose.

—No wonder the agents and managers of

Travelers' Accidental Insurance Companies
can afford to sit in their magnificent offices

and draw large salaries, when statistics show
that in a million railway passengers on if

about fourteen are injured and not one killed.

—Wm. B. Ogdeu estimates that 450,000

emigrant* annually go to the north-west, carry-

ing thitner with them not less than $9,000, UUO

—which ihey spend within six months—all in

the growing elements of prosperity, depend-

ing almost entirely upon railways.

—They have a way of raising funds for

railway construction down south by means of

barbecues. An immense affair of this kind

took place at Staunton, Va., last Friday, in

behalf of the Shenandoah Valley road. It

was enthusiastic and successful.

—A project is on foot in St. Louis to build

an immense structure to embrace under one
roof a grand union railroad depot, custom

house, merchants' exchange, and hotel, cov-

ering three entire blocks, and to coat $3,000,-

000.

— The Duluth City Council has voted

$50,000 bonds to the Lake Superior and Mil-

waukee Railway, for money expended by the

company on the breakwater and improve-

ments of the lake and bay.
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—The Hannibal and Naples bridge over

the Illinois at Naples is completed, and trains

can now run through from Toledo to the Mis-

sissippi opposite Hannibal.

—Six new railway companies will claim the

right to the state lands appropriated by the

Nebraska Legislature at the last session, each

being completed ten miles.

—Money sufficient having been raised by

subscription, the survey for the route of the

Rockport Raiiroad will be commenced imme-
diately.

—It is stated that $-1,546,500 has been sub-

scribed to the stock of the Louisville, New
Albany and St. Louis Air Line Railway.

—The Illinois Central ships coal oil but one
day in the week, and carries it in a car by

itself to prevent injury to other goods.

—The Erie now offers first class tickets

from Boston to San Francisco for $189.25.

—Indianapolis has voted $65,000 to the In-

diana and Illinois Central railway.

—Alabama has 918 miles -of railway, as-

sessed to the value of $1 1,095,701.

East Alabama and Cincinnati Railroad.—
Th .i is uie uauie of a company whose title

has recently been changed under the statute

law of Tennessee. Its Original name was
the " Eufala, Opelika and Guntersville Rail

road Company." The Chattanooga Times
says it is designed as a direct rnnte by way of

Jacksonville or Oxford, Gadsden and Gun-
tersville to Nashville, and by the Cincinnati

find Chattanooga Railroad to Cincinnati.

The distance saved between Opelika and
Chattanooga by a connection with the Ala-

bama and Chattanooga Railroad will be at

least 35 miles over the route by Atlanta.

he copper mines of Lake Superior
region are ceasing operations. The produc-
tion of copper, it is reported, was over stimu-

lated by the demand during the war, and the

result has been the accumulation of a large

smount of stock. The product of the Lake
Superior mines in 1869 amounted to 23,498,-

079, pounds of ingot copper, and notwith
standing a reduction of 2,771,000 pounds by
the closing of the principal miues, the yield

for 1870, it is estimated, will amount to 23,-

000,000 pounds. This circumstance is ac-
counted for by the fact that other copper
mines have increased the production to the
extent of 2,000,000 pounds. It is calculated
th at 2,500 000 pounds remain on hand from
last year's operation, and that the Vermont,
Tennessee, and Baltimore smelt works will

produce 6,000,000 pounds, and that adding
the above figures to the yield of the Lake Su-
perior region, will be 31,500,000 pounds of
American copper in the market this jear.

B@^*The number of passengers arriving in

the United States during the year ending
June 30, 1869, was 389,651. From sources
perfectly reliable, it is safe to estimate the
average sum each passenger brought at $100
in gold. This would give an aggregate of
$38,962,100,

8@*To make whitewash that will not rub
off, mix up half a pailful of lime and water

)

take half a pint of flower and make a starch
of it, and pour it into the whitewash while
hot Stir it well and apply as usual.

B@*A blast furnace is soon to be erected
netr Zanesville, Ohio, which, when completed,
will give employment to one hundred and fifty

men.

Le Van's
IMPROVED BOILER

j

Single Acting for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.
as-Fast and Loose

Pulleys, Meam Metal
Valves and Boxes flit-

ted up in the beBtman-
ner.

j83"Photographs &
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed In all cases by

W.BarnetLeVan&Co
S. E. Comer

24th & "Wood Btfli,

PHILADA.

30 6 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THBODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, 4c,

67 W. Sixth St., Cincinnati, O.

Cirjulars sentfree.
19-4-70. IS

Established 1853.

TTtDWIJf 3. HORNER,

Successor to

HcDANEL & HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
W ilmiug torn, ^JUcliiware

URAND SCENEfiY!
(©QUICKEST ROUTED
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPHIA,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

pJWEr^%
ISO CHANGE OF CARS
From Cincinnati "Ra 1 -H TY1 r>T»o aniJ l>"tONK

oi Columbus to J-JCM. W.1IHJX C CHANGE
jHhilad- Iphla and Neiv York.

^ES JJajtimore & Ohio R. R

J. L.WILSON, Master of Transportation.
L. M. COLE. General Ticket Agent.
S. B GIBSON, General Western Passenger Agent..

JANUABY 1st, 1870.

Cincinnati to St. Louis Without
Change of (Jars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J>*fersoi) City, and all points on the Lower Mis-

sissippi Kiver, and on the the Illinois

Centra] Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15 A M. 10:55P.M.

Osgood Accommodation 3:10 P. M. 8:45 A. M.
Through Western Express 6:1" P. M. 8:30 P.M.
Night Express 10:20 P. M. u':0(> A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
/jennes time, 12 minutes slower than CinHi time.

For tickets or information apply at Offices 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. Q. BONDURANT, Superintendent, Ciu.O.
C. E. FOLLET, Gen'l Tick't Ag't, S'. Lonis, Mo.

Ml 61

As in use on the National Despatch Line of

Cars, adapted to two or more gauges, for
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington. Dclnwai-e, or
('HAS. BOCKUS A CO, Boston, Mas*.

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE k MACHINE
COMPAKT,

WILMINGTON, DEL.
Established in 1836

Allkinds ofEailroadMachinery

GEORGE G. LOBDELL, President;

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,52
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ERIE lijaiL.WiiY.
1100 MILES under 860 HUES without

One Management. Change of Coaches.

BROAD GACGE,DOUBLETRACK ROUTE
FOR—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Pliilatlelpliia., Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 6^5 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 885 Miles

22 to 27 MILESthe^HORTER ROUTt.

TWO EXPRESS TRAINS OA1XY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadlev- Streets, by Columbus, O., time,

which is 7 ninnies fattier than Cin'u lime.

7.00 A. W ., CINCINNATI EXPRESS,
(Suudays ^xcepled.) Arrive Dayton 9. 10 A.
M.; Urban.-, 10.29 A. M ; Galion, 12 57 I'.M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P
M. ^Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. ( lireakfast)

;
Tur-

ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

Souin; at biugbampton for Coopersjown,
Albany and the celebrated summer resort.

Sharon Springs, and at New York with
aternoon traiiiBand steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urbana,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrishurg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the
Broad GxU'je. arranged for both Day aod Nkht Travel,

ars attached to this tiaia at Cincinnati and run through to

Nevf York, forming the Only Line running through
860 Miles without Change,

Boston and New Eng-land Passengers,
with their B;«srgase. are i ransferredFREE
OF <;IIAR«E in A'ew York.

yr~3= The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hiru Street. New York, thus enabling parsengers to reach

he J? ;>er portion of the city without the expense and an-
noyance ot a etreet car or omnibus transfer.

TT~r= The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admirati- n and interest

Bagrgrag-eCheck'd Through
And fare always as Low as l/y any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which cuu be obtained at the Company 1

;* Offices in Cin-
cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
House, and foot of Broadway , (Spencer HoUBe Block),
and at all principal Ticket OLtices in the South and
South-west Wffl. R. BAKK,
\S B. SUATTUC, GunM'ase'r Ag't.

6eneral Sjuthern Agent.

Best Route to St. Louis and Ch.cago

I NDIAEAPOLIS,
* CINCINNATI

lafayztte" railroad
Great Through Passenger Route from CINCINNATI to

ST. LOUIS
C HI CA^ao,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And alt Rail and River Towns and Cities in the West,
North west and SouLh-west.

TH^TheV.SSA. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail.... *; .20 am 12.4u am
St Louis and Springfield Express... 2.40 pm 7 35 am
:'-St. Louis and Springfield Express. 1 (| 20 pm 3.42 pin
Lawreneebnrg Acrommodatiou 10.10 am 2.35 pm
Lawrenceburg Accommodation 4."0 pm 8.25 am
*The 10.20 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm g.31" pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, corner of Thiid and Vine ; River Office, corner of

WalnutStreetand River; and at Depot, corner of Plum
and PeaVlstreets. The spIeDdid Passenger Depot of the

I. & C. Railroad is about a mile neater the businesscenter
of the ci^y than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON Superintendent.
A. E. CLARK. General Ticket Agent.

Cincinnati! Hamilton & Dayton Railroad*

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Exprpss (Erie Railway). 7:00 A. M. 6:3" P.M.
do do do -. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do 0:30P.M. 7:00A. M-

Lima Fort Wayne Al Chicago...- 7:15 A. M. 10:2o p. M-
do do do .... 2:30 P.M. 5:40 P.M.
do do do ... 0:30 P. M. 7:30 A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
S ringtield Act-nmmodHtion 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:20 A. A.
MuncieA Indianapolis 7:15 A. M. 10:25 P. M.

do do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton &. Richmond... 7:1b A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:21) A. M.
Hamiltcn Accommodation 9:30 A.M. 8:115 A. M.

do do 6:50A M.
Trainsrun SEVEN MINUTES FASTER than Cinclc-

jatitime.

For aUinformationand throughtickets, please apply at

tieold office, south-east corner of Broadway and Front; Bur*
net House Office, corner Vine and Bakerrtreets.and at the
respective depots. East Front and WeptSixth streets.

D- MrLAREN, Qen'l Superintendent.
SAM'LSTRPHKNSON^enlTick't Ag't.

Jmnibuse^call for passengers

The Old And Reliable Route.

SB

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
RO\D, in connection with the Cincinnati, Hamilton At

DaJ ton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, B^Uimore ( New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SIIINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CIKCIKNATI

SHORT-LIME RAILROAD.

TlTTie only 3 liours
Fare Only $3.50—Transfer from Hotel or
.Residence to Depot, in Coving-ton, Free.

THE SHORTEST ALL-BAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

LB'.VE. ARRIVE.
Louisville Mail 7.20 A M. 9.05 A.M.
Louisville Fast Line 1.2n P. M. H. 15 A. 31.
Louisville Express 5.00 P.M. 8.45 P.M.
Louisville >ight H xpresB 11.15 P.M. 5.00 A.M.
The Low Fare Season and Commutation Tickets, good on

the Walton Accommodation , oiler great inducements to the
citizens of Cincinnati and Covington who wish to pur-
chase country residences or small farms for gardening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business. *or
further information as to routes, low fare, &c, please apply
at No 1 Burnet House, or Dep< t. Covin»ton. Ky.

SAM'L GILL, Gen'ISup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty St., cuunecis at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Eas on
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, Without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of tars.

Silver Palace cars through trom New York" to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, ilahoney City, Tuckhanm,ck
etc.

7:15 a. in —For Somerville.

8:30 a in.—For Flemington, Junction, Stroudsbur^
Water Gap, Scranton, Kingston. PiUston, Great Bend, &c.
12 in.—For Flemington, Easton, Allentown. Mauch,

Chunk, V\ ilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liiiz, Pottsville, S'cranton. Harrisburgj <sc.

3:30 p. m.—For Easton, AJieutown, Mauch Chunk
and Belvidere.
4:30 p. in.—For Somerville.
5:25 p- m.- For Somerville and Flemington.
G p. in.— For Eastun and interinediatesiations.

7 p. m.—Fur Somerville.

7:20 p. in.—liMiuBiHT-Stopping only at the princi
pal stations-

9:0Op. m.-For -Plainfieid.

11:50 p. m.—For Plainfieid, on Wednesday and
Saturdays oni>.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays,;
for Eastou, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction f»r Stroudsburg,
Water Gap, Scranton, (Vc. Connects at Phillipslurg fur
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) fur Easton Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawanna and Western Railroad fur all sta-

tions to pcranion. This train will be run to Easton ou
Saturdays as a local train, stopping at principal stations.

8 p. nn.

—

Western Express Train, daily, (or Kastoa
Allentown, Reading, H?.rrisburg. Pittsburgh, and the West
—connects at Harrisburg witntr.iin fur Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:4\ 6:30, 6:55. 7:J5
o:15., 8:30, M-, 9:20, ]i,:30, 11:40 a m—12m-, l:i 0. 2:K>
3:00,3:3H, 3:45, 4:15, 4 30, 4:45, 5:10,5:25, 5:45, 6:00,b':i:6,

7:110,7:2 ,7:40,8:0.9:0(1,9:40 10:45.11:50p.m.
Tickets for the West can be oblained at the office of the

Central Railroad of New Jersey, foot of Liberty St., N. Y.,

atNo. 1 Astor House; Nos. 254, 271, 52b' Broadway iti

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKElt.SuperintcndefiW
H. P.Baldwin, Gen. Pass. Agt.



THE RAILROAD RECORD. 209

E. D MA.5TSFIELD, .... )„...„„
T. WalCJHTiSOif, [Editors

W. A. MCJUSBLIi, Associate Editor.

CINCINNATI, - - TaunsDAY, August 18, 1870.

PUBLISHED EVERY THURSDAY MORNINS,

By tt'righlson & Co.,

OPB'ICE-No. 167 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by ten lines -f Nonpareil.

One square, single insertion $ 2 10
** " per month 5 t'O
** " six months 15 110

" " per annum 25 00
*' column. single ; nsertioo 7 00
*' " pel month 14 10
'* * six months 55 00
* " per annum 110 00
" page, single insertion 25 on
41

"• perm-rth 40 on
** " six mouths 13n 00
* " per annum..... 2-)u U0

Cards not exceeding four lines, $7 00 per annum.

WRIGIITSOJf &, CO., Propr's.

Iuflueiice of the War on American Securi-
ties and Produce markets.

We have seen some curious speculations on

the influence of the European war on the busi-

ness of the United States. It seems to us that

many of them are erroneous. A foreign war

of any sort can have very little influence upon

us, for reasons which the thoughtful reader

will readily see. Let us endeavor to separate

the leading facts from mere speculation.

1. We are the largest single nation in Eu-
rope or America, except Russia. We have

more than forty millions of people, and an im-

mense territory. The first effect of this is to

make us self-dependent, and to make the do-

mestic markets the great markets for the sale

of produce. Take New England, for example,

with its great manufactures and three millions

of people, who produce very little of bread-

Btuffs. The States of the central West sell in

New England what is equivalent to three mil-

lions of barrels of flour, and this constantly

and permanently. We have no market abroad

bo reliable as that. Again, New York and

New Jersey take two millions of barrels of

flour also. The South also takes large quan-

tities. Our domestic markets are permanent
and far the most valuable. We do send great

quantities of provisions to Europe; but the

market is a feeble one compared with our

own. The market in Europe will not be in-

creased by the war, except by some wastage,

wbicb can not be great. The only question is,

whether Europe is deficieDt in grain? But at

present this does not seem to be the ca*e. A
month since it was thought that France was
greatly deficient, but receully we bear that

France has an average crop. If this be so,

she will need little bread from abroad. At
any rate, the war will make little difference

in regard to that, except that what would have
come from the North of Europe will come
from the United Slates.

2. In regard to our securities, almost the

same remarks may be made. Undoubtedly a

Urge amount of American securities went to

Europe, but the great market is at home. We
are eonndent there is a great mistake on this

head. Ihe great bulk of American securities

are held at borne. It is only within the last

twenty years that active or moneyed capital

bad increased in the Uuited States, so far as

to be invested largely in bonds and securities.

Fur a long time, surplus capital was invested

in banks and railroads; but before the war it

began to seek railroads largely. During

the war paper money was trebled, and this

gave activity at once to the market for securi-

ties, and it has kept active ever since. In

the war, fuur-fifihs, if not nine-tenths of all

our government bonds were taken at home
Since the war they have been more in demand
in England and Germany. No doubt, in the

last lour years, a large quantity of bonds have

been sent to Europe, but still, two thirds of

them are held at home, and by all classes of

people. The home market is but little affect-

ed by that of Europe. If we look into the

quotations, we find that the present price ot

bonds is only three or four per cent, less than

the highest price before the European war.

Why should the price be less? It is said the

bonds will be sent home; what if they are?

They can only be sold ia this country at pri-

ces which will be remunerative to the buyers.

If we take back our own bonds, we take them
back on our own terms. The G per cent,

government bonds are now the best security

in the world, and all moneyed men and close

calculators understand this verv well It is

now settled by the action of the government

and the people that the whole debt of the na-

tion will be paid off in gold. Taking 5 per

cent, in this country as the gold value of

money (and it is no more), and the value of a

C per cent, gold bond is 12U; and taking 4

per cent, for Europe, the bond should be 100.

Now we see that the 6 per cent, bond did sell

in New York at 118, before the French war,

and yet now, it sells at 114. We happen to

recollect also, that the 5 per cents of the war

of 1812 15 rose to 120. Whenever affairs are

settled on a permanent, peaceful basis, our ti

per cents will be worth in market 125. They

are and will continue the very best investment

for those who want safe, permanent and sala-

ble investments, and this is precisely what

persons wanting permanent investments de-

sire. But, on what ground is it assumed that

American securities will be sent back ? We

think that is a mistake? On the contrary, it

is more probable that Europe (provided the

war continues) will take more bonds. In a

great war there is a sense of insecurity, and

a desire to lay op something which will be

secure, and beyond Ihe reach of possible dan-

ger. Where can that be found, if not in this

country? Germany and France will both look

to this country for safe investments. England

may be involved in the war, and English

capital may also seek investment here. On
the other hand, the great want of money in the

war may cause France and Prussia to want

loans at so high a rate as to attract surplus

capital, but it is not likely they will offer rates

higher than those of the United States. On
the whole, we think there will be no great

change in the market for securities on account

of the European war. Our country is the

great market for surplus capital.

Summing up the whole, we think the specu-

lations as to the influence of the European

-war on our markets are erroneous and exag-

gerated Our country is immense in extent,

population and resources. The markets of

such a country can not be easily disturbed,

and will not be moved much out of their

course by any European wars, unless they in-

volve all Europe, and thus cut off much of ita

trade aud crops.

Virginia Notes.

EDITORIAL CORRESPONDENCE.

Richmond, Va., July, 1870.

Railroad Record :

—

During my sojourn

here, I have been about tbis city a great deal.

Every tour that I made over it I found friends

who were ready to accompany ue, and who

took great pleasure in pointing out all objects

and localities of interest, so that I now feel

that I know Richmond about as well as I do

Cincinnati.

So much was written and said about tbia

plnr-p ^ 'pm- reiio cioce, that it is unnecessary

for me to give the history, locality, peculiari-

ties aiiu eui'iuuiiUingR of Richmond to the

readers of the Record. All these things they

are familiar with. But the changes that have

occurred here since the Evacuation, when the

larger part of the business section of the city

was burned—the hopes and purposes of its

people—and the future that we may speculate

awaits this beautiful place, are new fields for

the journalist to travel over, and doubtless

afford as interesting matter as those of the

past.

There are still many war marks to be seen,

yet considering the destruction that occurred,

much less than one would suppose. The few

years that have elapsed since the close of that

event have been well occupied in rebuilding,

and the work has been done well. I am told

that tbe new structures are in every way su-

perior to those that were destroyed. At any
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rale, they are such as would be creditable to

any city in tbe country, and give this one a

modern and thrifty and business-like appear-

ance. Upon the main street, they are lofty,

with imposing fronts of iron, or ornamentally

wrought brick or stone. The business rooms

are deep and well finished, and I am pleased

to add.'are all occupied, and seem to be the

scenes of active tiade.

Back of this street, and toward and along

the river, stand the ruins of mills, tobacco and

cotton warehouses, and the few dwellings that

Btood upon this section of the city. It is a

melancholy sight. A few years more, how-

ever, and this too will be changed. Every

season some part of this mass of debris is

removed, and some spot built over, and as the

business of tbe city increases a demand will

arise for new warerooms and places of trade,

that will redeem this, the last of the ruins of

the great conflagration that lighted the Con-

federate government out of, and the Federal

soldiers into the beleaguered city, that had so

long and so gallantly resisted tbe terrible

force that was brought against it.

It is astonishing how rapidly this change

from the old to the new has taken place. It

was like building a new city. Tbe amount of

enery required was enormous, and the capital

very large. One is at a loss to know where it

all came from, or what should have prompted

its expenditure in such a place, and at a time

when the whole country tributary to it was

undergoing such revulsions in its moral, social

and pecuniary affairs as indicated its utter

ruin.

It is all understood, however, we think, when

the geographical and commercial position of

the city is considered.

The war could uol destroy the majestic river

that leads to the sea, and that is capable of

floating freighted vessels from any port in the

world. Nor could it annihilate the industrial

resources, the iron, coal, granite, and marble

that abound in the country back of and tribu-

tary to this city. Nor arrest the fertility of

the soil. Nor interfere with the geniality, q(_,

the climate. Nor impair the magnificent

water power thai dashes past the bills of

Richmond.

These are the powers that built tbe city,

that gave it importance, that have rescued it

from the devastation of war, and that will

make it one of the important business centers

of the country.

The people of this part of Virginia under-

stand all this, and are giving their attention

to the means of developing these opulent re-

sources. They invite northern capital and
skill here by the most tempting offers. They
make handsome contributions themselves out

of their limited means, and are making a
basis for a most extensive and permanent
material prosperity.

Since the inaugurating of this new order of

affairs, the Railroad system of th~e State has

undergone such changes as will vitalize old

suspended projects, consolidate fragmentary

interests, and place them under the vigor of

one management, and give the direction of

lines hitherto controlled by the State, to par-

ties experienced in such affairs, and who will

give them the strength of all the capital nec-

essary to place them among the first class

roads of the nation.

Richmond must be largely benefited by

these modifications. She will receive great

advantages from the strengthened and ex-

tended R , P. & D. road, and the construction

of the Peninsula Railway; and above all, by

the completion of the Chesapeake & Ohio

road. When these are finished, and their

local interests developed, they will pour into

t his city a mass of trade from all parts of the

Southern and Western interior that will stimu-

laie her business facilities to their highest

capacity, and call into requisition a large part

of that stupendous water power that is now

unproductive.

There is nothing that can impede her pros-

perity. She will advance in wealth and power

just in proportion to the development of the

vast and variable resources of which she is

the center. If this development is rapid, so

will be the growth of Richmond, but in any

event she must move ahead until her present

population is more than trebled, her wealth

enormous, and her departed power and glory

be as nothing to that she will obtain in her

commercial supremacy of Virginia.

Among those who, I think, have not dulv

considered the question, there is an opinion

that the success of Norfolk, or Newport News,

or aty other point upon Hampton Road-*, will

be detrimental to the interest of Riihmond.

I certainly can not see it in that light. Though
one or more of those places should attain a

size of importance, or rise to the magnitude

of commercial cities, as I have predicted in

my former letters, they can never be more \u

their business interests than places of tran-

shipment. They may possess capacious har-

bors, and their shores may be lined with

warehouses and their wharves crowded with

shipping, and railways may find their sea

front terminus there, and a dense population

may be necessary to exchange the products

that may gather there and sustain the diversi-

fied traffic incident to such a people, but not

one of these places can ever become a manu-

facturing point for reasons that are obvious,

they have no facilities for such industry, and

to import them would add so largely to the

cost of the articles produced as to render

them unmarketable. No, if such a thing

should occur, that Norfolk and Newport News

should each become the seat of an active

commerce, and possess a large population,

Richmond must manufacture for them both,

and not only for the consumption of the

people but for their market and traffic with

foreign interests. Suppose there were fifty

thousand people at each of these points, how
many more would be necessary at Richmond
than otherwise, to supply the Wants of these

consuming masses with all that sbe can sup-

ply cheaper and quicker than any other place?

Would there not be a reciprocity of interest

between such places and Richmond, and each

be more prosperous with the existence and

prosperity of the other? A general success

is better than a local one, and that great

principle that underlies all the relations of

men and in spite of everything enforces itself,

would soon regulate the affairs of these locali-

ties, and define the interests of each. Besides,

Richmond, as I have shown, possesses great

commercial facilities, as well as manufactur-

ing. The James river, one hundred and sixty

miles from the mouth to the rapids, will en-

able at any season vessels of sixteen feet draft

to reacb her wharves. This will command an

extensive shipping trade from tbe coast ports

from these very commercial points on the sea

front, and indeed from the transatlantic ports.

To a large extent it would confine the foreign

traffic done in ships of a larger class and

drawing a greater depth of water than the

river supplies, to these new towns upon Hamp-
ton Roads. Such vessels as are now loaded

light at Richmond and floated dowr. to City

Point, to await the slow and cosily process of

completing their cargoes from lighters. This

is not the natural trade of Richmond, and can

be done cheaper, and quicker, and safer, lower

down at some of the points suggested.

I am aware that a plan is on foot for deep-

ening the river, removing bars and other ob-

structions, and that Congress made a small

appropriation at the last session for this pur-

pose, and that the city proposes to double this

sum. This is 'out repeating the experiment

of thirty years, and may prove like many other

such endeavors, "a work never completed,

and always to be done over." There are

grave doubts as to the policy of this expendi-

ture, but as the movement I find is popular!

and the money is at hand, the experiment will

undoubtedly be made, and lime alone decide

the wisdom of the measure.

I did not intend to devote this whole letter

to Richmond, but having gone thus far, I may

as well devote the remainder to it.

The population of this city is placed at. sixty

thousand. I should not be astonished if the

census cut it down somewhat, as it has nearly

all other cities of the country. Yet Richmond

is a large place, compactly built, regularly

laid out, and stands upon seven hills. It is a

beautiful place. Some of the old residences

are fine, a few of them grand. The yards and

lawns are clean, tastefully arranged, and or-

namented with a most luxuriant growth of

shrubbery. The magnolia flourishes here in

great beauty. It can boast of a very hand-

some park, in the center of which stands the

capitol, a relic of by gone days, and the scene

of the fearful catastrophe by which about
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sixty people lost their lives a few months

since. This old edifice had outlived its use-

fulness, and ought to be replaced by another

in style, size and appointments suitable to the

age and the grand old State of Virginia. This

park is quite a place of resort. It is orna

mented by a couple of fountains that play

prettily, a statue of Henry Clay, and the most

magnificent allegorical monument in the

world.

I shall not attempt a description of this

work, as it would be like writing both a his

tory of the art of sculpture as well as a history

of the Revolution of 1776, that it is intended

to typify.

The people are true to their well established

reputation for hospitality and kindness. They

complain that they can not entertain you as

they once cou'd, and seem to regret it more

on your account than their own
; but tbeir

welcome is ardent and cheerful. I must con-

fess that I like them very much.

I wish our northern people knew these Vir-

ginians hetter then they do. Both parties

would be better for an acquaintance. It

would be well for our citizens to visit this

place. Get up an excursion, and come and

see. It would pay handsomely in more ways

than the pecuniary one.

Another thing to tre credit uf Richmond.

It is famous for its good hotels. This is the

verdict of every one with whom I talked upon

the subject. To this testimony I must add

my own, at I have never been more cordially

entertained, nor fared better, than I have at

the Spottswood House, nor ever met a more

companionable set of gentlemen than those

who are its proprietors and officers. I there-

fore recommend it to the traveling public.

Celina. ,-

,vConsolidation of Trunk Lines

LFrom the Philadelphia American and Gazette.]

The Erie and New York Central Railroads
have at length arranged to bury the hatchet,

stop their ruinous war of excessively low
freights, and to consolidate. Jay Gould,
President of the Erie, so telegraphs to the

Vice President of the Pennsylvania Railroad.

This consolidation is an event of such magni-
tude 89 to demand more than a passing no-

tice. The Erie controls a broad gauge line

reaching all the way from New York to St.

Louis, and its business is immense. The
New York Central includes, it is said, five

thousand miles of railroad east and west.

This consolidation makes the united corpora-

tion so formidable that it is a question whether
defensive measures will not have to be adopted
against it by the various States through which
its lines pass. The gauge of the New York
Central, and all the lines in its interest, is

four feet eight and a half inches, while that

of the Erie and its connections is six feet.

The two will, therefore, have still to be worked
-distinctly, notwithstanding the consolidation.

Neither engines nor cars can be used in com-
mon. The only object of the consolidation is

monopoly. Competition was the thing to be

stopped, and it could only be done by both

lines being put under one ownership. Hence

Vanderbilt has been grasping at the Erie by
every means in his power, and Gould and
Fisk, after thwarting him at every turn, and
enriching themselves beyond their most san-
guine expectations, have now made peace,
and agreed to consolidate, by which process
they will become still richer, and get rid of
all their law suits and other troubles.

Notwithstanding all the charges so freely

made against Gould and Fisk, the Erie Rail-

road, under their management, is, beyond all

question, in far belter condition than it ever
was before, and their competition with the
New i'crk Central has been managed with
exceeding ability and success. Their attempt
to compete with the Pennsylvania Central
was a failure. Latterly trie two have been
working in harmony again9t Vandprbilt's
roads. But with this consolidation there
conies up a new and formidable complication,
the end of which it is not easy to foresee.

Our own road is strong, financially and other
wise. Its command of resources is unlimited,

and in its field it will not be easy to shake it.

But, as a competitor for the trade of New
York city, our road will now have to encoun-
ter an opposition such as it never bad before.

We must candidly say that this bodes no good
to the trade of Philadelphia; for if the two New
York lines, in the lury of competition, should
reduce their freights to a ruinously low figure,

our line would be compelled pither to follow

suit or abandon the New York trade. If

our company were to enter into this com-
petition the result would be that it would
carry freights between New York and the

West cheaper than between Philadelphia
and the West. If our company were to with-

draw entirely from the New York trade, the

consolidated lines would at once raise their

freights to monopoly terms, and New York
would suffer. So far, therefore, as the inter-

ests i f Philadelphia are concerned, it would
be most desirable that the Pennsylvania Cen-
tral should follow the example of the Balti-

more & Ohio, and concentrate its whole
attention on its terminal city. The result of

this, however, would be a great loss of trade
to the Camden & Amboy and New Jersey
Central lines.

Formidable as this consolidation seems, it

is yet a fact that the interests concerned in

the combination of which the Pennsylvania
Railroad is the center, are supreme in New
Jersey, Pennsylvania, Ohio, Indiana, and
some other States. Our connections are also

making rapid progress in Minnesota, Illinois,

Kentucky, Maryland and Virginia, and it is

probable this immense axpansion that ex-

cites the New York companies to consolidate
their interest to make headway against it.

We had our hands full in contending against
the new schemes of the Baltimore & Ohio
Railroad Company, and now this new com-
plication comes in to increase the trouble.

The effect will be the same now as heretofore.

It will produce new absorptions of connec-
tions and extensions by the Pennsylvania
Central, and writers for the press will hold up
their hands in astonishment at the increase
of a power that goes ahead thus only in self

defense.

No doubt the probability of the Northern
Pacific Railroad, being built in the interest of

this line, has had the effect of stimulating

this consolidation in New York. But the

value of that connection is purely prospective,

while the southern extension to which the

company has turned its attention will be of

immediate value We have also an interest

in the through line from St. Louis to Denver,
via the Missouri Pacific and Kansas Pacific.

If a war of freight tariffs is to go on between
the New York lines and our own experience
has shown that our line is able to stand it as
long as any, and perhaps better. It is to be
regretted, however, that the way business has
to pay heavily for these contests, as all the
expenses of the line in such cases are raised
on it.

Chapter of Railroad History.

GENERAL FREMONT'S SOUTHERN PACIFIC RATE-

ROAD—HOW A RAILROAD THREE MILES LONQ
EARNED HALF A MILLION.

[From the Newark Daily Advertizer.]

We see by the Texas papers that the Legis-

lature of that State has granted to the Mem-
phis, El Paso & Pacific Railroad Company a
right of way across the public lands of the

State. This is the company which has in view

the construction of a road across the northern

tier of counties of Texas to connect wiih other

roads in Arkansas on one side and Arizouaon
the other, so as to form a through line to be

called the Southern Pacific Railroad. It has

been under the control of Gen. Fremont and
his associates, and is the same company
which has recently been seeking aid front

Congress. It has had some singular fortunes

and misfortunes.

The original charter of the company was
granted by tbe State of Texas in 1858, with a

right to construct a railroad through the nor-

thern tier of counties of that State, A sup-

plement was passed in 1861, granting some
further privileges By the charter and sup

plement, together, the company are guaran-

teed a large amount of State lands on the

completion of every ten mile section of the

road—we believe it is equivalent to a tract of

twenty miles in width on each side of the road.

The original corporators and directors never

effected anything; indeed, the war prevented

anything being done. But in 1866, Gen.

Fremont and his associates took the whole

enterprise upon contract, on consideration of

having control of the entire stock and advan-

tages of the charter, stipulating that the Di-

rectors should co-operate by passing the nec-

essary resolutions and executing the necessary

bonds to operate with. Under this arrange-

ment a large quantity of road bed construc-

tion bonds were issued to the amount, we

believe, of $16,000 per mile, and ten million

dollars of land grant bonds. Five millions of

the latter were secured upon the State lands,

which would be due on the completion of the

first 150 miles of the road ;
and the other five

millions, upon the next 150 miles. The bonds

were placed in the hands of the contractors,

Fremont and his associates. They had been

made members of the board, and Fremont

and two others were appointed the Executive

Committee, with full power to act in place of

the board.

The wonderful thing is that, without any

property except in the moon, without having

scarcely put a spade in the ground, this com-

mittee succeeded not only in getting their

bonds admitted to the Pans Bourse, but actu-

ally disposed of $5,000,000 of the land grant

bonds at sixty cents on the dollar in specie

—

equivalant to about eighty-four cents in cur-

rency—thus actually realizing about $±,200,-

000 in cash.

The means resorted to for raising this money

and the disposition mude of it after it was

raised, have been made the subject of a serious

litigation, involving the possession of the

charter and what remnants remain of the cor-
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porate property. In February last, a suit was
commenced against General Fremont, James
M. Daniel (the Chief Engineer) and others in

New York city on allegations of fraudulent

conduct, and au order for their arrest was
made.

But they turned up in Washington and were
not arrested. They had an office in New
York, however, and left many securities and
considerable property behind them. John A.

C. Gray was appointed receiver and took pos-

session of the assets.

Recently application has been made to Jus-

tice Bradley, as Judge of the United States

Circuit Court for the Western District of Texas,
for an injunction against the company in its

corporate capacity, and the appointment of a

general receiver of all the property and assets

in Texas and elsewhere. This application

was made by C. Paiker, Esq , of Newark, on
behalf of the Trustees of the land grant
mortgages (who are P. S.Forbes, of Paris;

S M. Swenson, of New York, and Andrew G.

Curtin, of Pennsylvania,) and ol Emanuel
Lissignol, a Paris brokei who holds some ol

the bonds, and of Fred. A. Lyon, of Illinois,

who holds some stock. These plaintiffs file a
bill in equity and charge that it was a breach
of trust in the directors to place the whole
control and disposal of the corporation and its

chartered privileges in the hands of three

men , that the means resorted to by these men
to palm off the bonds in Paris were a down-
right fraud ; and that the money raised there-

by has been squandered and embezzled by
the parties and their agents, so that the rail-

road corporation and corporate property will

derive scarcely any benefit from it.

The fraudulent means particularly specified

were the publication of a pamphlet in Paris, in

the French language, in the summer of 1869,
in which it was represented that a large por-

tion of the road was built; that the right to

State lands had become vested to the amount
of eight millions of acres, worth $14 per acre

;

that connections had been secured to the Pa-
cific in one direction, and to Richmond. Va.,
in the other ; that the Congress of the United
States had passed an act in March, 1»69,
guaranteeing the payment of six per cent, in-

terest on the company's construction bonds
to an amount of $30,000 on each side of the
road, and the payment of the principal at ma-
turity; the proceeds of which were to be ex-
pended in building the road, and that the
bonds were good, though all the lands should
revert to the Slate I The bill charges that
all these representations weresiuiplv false.

As to the disposiiion of the proceeds of
the bonds, they allege that Fremont received
16 per cent., or about half a million of dollars
for commissions ; that when interest became
due on the bonds, they paid it out of the sale
of more bonds, so as to keep up a fictitious

credit; that large sums were paid to persons
of influence and position to get the bonds on
the Bourse; that Fremont's brother in-law,

Gauldrie Boiieau, Consul General of

Frame, in New York, received 248 bonds of

$1,0110 each, and returned them and was paid
for them out of the proceeds of bonds sold in

Paris ; that although about 6,(MO i 0n3 f j ron
rails were purchased they never were used, ex-
cept to lay about three miles of road in Texas,
the only portion of theroad ever built ; and that
the rest lie in the Custom House at New Or-
leans lor nonpayment of freight and duties.

They allege that in December, 1869, the par-
ties laid out $250,000 for stock in the Mem-
phis & Little Rock Railroad Company

;
$100,-

000 to purchase stock in the S-tt> Dier»o &
Gila Railroad Company, and Arizona Railroad

Company; and thpy had laid out $450,000 to

pay interest on bonds; §480,000 for iron rails

and machinery in Europe; that $300,000 was
still in their hands ; and that the balance of $2,-

4110,000 went for commissions and to pay pre-

tended claims of the parlies, their agents, &c
The result and conclusion of the whole mat-
ter, as stated in the bill, were that the money
was nearly all spent, and nothing had been
done to secure the lands which constituted the

only basis and security of the land grant
bonds. And, in addition to these bonds, the

parties had also issued land certificates of

$1,000 each, to an unknown amount, and dis-

tributed them to their friends in Congress and
elsewhere
The bill does not stop here, but alleges that

in November, 1867, a sub contract was made
with one William Schrooele, of Philadelphia,
for constructing the road. By this contract,
the whole $40,00:1,000 of the capital stock was
subscribed, viz: $30,000,000 by Schmoele,
and $10,000,000 by Epperson the President of
the Company and associate of Fremont. The
latter was to be considered full paid stock,

and to be received for services, salaries, etc

as fast, in proportion, as the road
should be finished. Also, ten mil-

lions of the thirty millions subscribed bv
Schmoele, was to be considered full paid

stock iu his hands in the same manner.. The
other $20,000,000, to be sold—at not less

than 75 cents to the dollar; and the building

of the road to be paid for out of the proceeds
of such sales, and out of the sale of State
lands, and any other subsidies received from
Government or from Texas. Ten per cent, of
the gross proceeds of all sales of stock, &c,
to be allowed Schmoele for commissions; and
expenses and commissions not to exceed 25

per cent. In June, 1868, a contract was
made between Schmoele and Fremont, by
which the latter was to be equally interested

with the former throughout.

The allegations of the bill being strongly
supported by affidavits, and notice being ac-

knowledged by the attorney of the company as
well as by Gen. Fremont, Judge Bradley gran-

ted the injunction and appointed a receiver

as requested. He appointed John A. C. Gray
as the receiver, and required him to give

bonds in the sum of $50,000.
The above facts have heen gleaned in good

measure from an inspection of the proceedings,

which were ordered to be filed in the United
States Clerk's office at Tyler, in Texas, where
they now are.

Meantime, we understand that Mr. Parker
the counsel, and Mr. Gray the receiver, have
gone to Paris, probably with a view to a con-

ference with the bondholders. Under this

state of affairs it may be a problem worthy,

though difficult, or solution, in whose interest

the recent legislation in Texas is being made,
whether in the interest of the original com-
pany, which is now represented, it seems, by

Schmoele, Fremont and Epperson, or in that

of the Paris bondholders, who so freely took

i he bait, and advanced three millions of dol-

lars in specie on the representations made in

a paper prospectus.

8®"England has five hundred blast fur

naees, which every year reduce 12,000,000

tons of ere to 4,800,1)00 tons of metal, and
consume 15,000,000 tons of coal, and require

about the same amount to reduce to bars, the

manufactured metal being worth about £11,-

500,000 or $50,000,000. The works of France
produce about the same amount. The estab-

lishment of Schuieder & Co. alone covers

eleven acres.

Railway Accidents.

In the State of Pennsylvania there is a law
defining the liabilities of railway companies
and authorizing them to issue policies of in-

surance for the benefit of their passengers,

the law reads thus :

"When any person shall sus^in personal

injury or loss of life while lawfully engaged
or employed on or about the road, works, de-

pots and premises of a railway company, or

on or about any train or car therein or there-

on, of which company such person is not an
employee, the right of action and recovery in

all such cases against the company shail be
such only as would exist if such person were
an employee. Provided, Tnat this section

shall not apply to passengers.

" In all actions now or hereafter instituted

against common carriers or companies owu-
[
ing, operating or using a railway as a public

highway, whereiu steam or oilier motive pow-
er is used, to recover for loss and damage
sustained and arising either from personal in-

juries or loss of life, and for which, by law,

such carrier or corporation could be held re-

sponsible, only such compensation for loss

and damage shall be recovered as the evi-

dence shall clearly prove to have been pecu-

niarily suffered or sustained, not exceeding,
in case of personal injury, the sum of $3,000,-

nor in case of loss of life the sum of $5,000.

"It shall be lawful for such carrier or cor-

poration to insure the lives and persons of
passengers against loss or injury from acci-

dental causes, and however happening, while

in their charge, and for that purpose to i-sue

and sell to such passengers applying for the

same, tickets or policies of insurance, specify-

f'ying ihe name of the insured, the premium
charged, the particular trip or lime covered

by the policy, and the amount insured, not

exceeding (except at the option of the said

carrier or corporation) the sum of $25 for

each week of disability, for a period not. longer
than twenty-six weeks, in case of personal in-

jury; not more than $10,000 in case of death,

and all premiums so received shall be kept

separate and apart from the other receipts of
said carrier or corporation, and shall not be
liable for any other claim, debts, or demands
against such carrier or corporation than those

arising out of said policies, and the amount
of said premium: and the securities in which
the same are invested tor the benefit and pro-

tection of such policy holders shall be report-

ed to the Auditor General annually as a part

of the operations of such carrier or corpora-

tion as is now provided for by the act entitled

"An act to require railway companies to make
uniform reports to the Auditor General," ap-

proved Apiil 4, 1859. Provided, nevertheless,

that it shall be lawful for any such carrier or

corporation, in lieu of issuing tickets as afore-

said, to keep on sale at their ticket office, the

policies of insurance or indemnity against

personal injury or death resulting from acci-

dental causes, issued by insurance companies
incoiporated for any such purposes, as shall

have an actual bona tide cash capital invested

in securities approved by the Governor, State

Treasurer and Auditor General of this Com-
monwealth of at least $200,000. Provided,

That a recovery upon any policy issued or

sold under the provisions of this act shall be

no bar to a recovery under the provisions of

the second section of this act.

"All acts or parts of acts inconsistent here-

with, be and the same hereby are repealed,

and any provisions in the acts incorporating

Buch common carriers or corporations incon
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sistent herewith, shall be repealed upon the

acceptance of the provisions of this act by
such carriers or corporations, and upon the

acceptance of the provisions herein by any
carrier or corporation, the same shall become
a part of the act of incorporation."

Pittsburg A Connellsville Railroad.

We are much pleased to notice that Mr.
Hughart, President of the Contiellsville Rail-

road, has established two additional passenger
trains, one of which is especially designed for

fast speed, making the entire distance to

Uniontown in three hours The other is a
local accommodation train, which will run as

far as Alpsville, twenty-one miles from the

city. The passenger business of the road,

under the wise policy established by Mr.
Hughart. of cheap lares, has been largely de-

veloped during the last year, and it may be

safely said, that the local business of the Con-
nellsville now exceeds that of the old estab-

lished Baltimore &, Ohio road from its Eastern
terminus.

The rate of fare on the Connellsville for

school tickets, for instance, is only one cent

per mile, to Hazelwood—in fact, less than the

rate charged by the horse railways. The
same class of travel to McKeesport, fifteen

miles, pays only ten cents a trip; the monthly
commutation rate to the same point is only
thirteen cents a trip. With this wise policy,

the local travel is now about one thousand
persons, each way, per day, one tenth of

which are children attending schools in the

city. With the facilities offered a large num
ber of business men have already sought the

beautiful eastern bank of the Monongahela for

residences, as far out as the thriving borough
of McKeesport. There are nine pas-

senger trains, each way, per day, and
twelve coal, coke and freight trains. So care-

ful has been the management of the Presi-

dent, and the Superintendent, Mr. W. B Stout,

that no passenger has lost his life by accident.

in the past twelve or fourteen years, or since

the road has been in operation.

The coal and coke business is increasing
marvelously, and will find a still larger devel-

opment when the eastern portion of the road
from Connellsville shall be finished. The
daily business of coal is now over fifteen hun-
dred tons, and about a thousand tons of coke.

The latter is shipped all over the country, as

far east as Boston, and west to Missouri and
Iowa Over three thousand men are now at

work finishing the railway between Connells-

ville and Cumberland. It is expected that

the saine will be opened for travel in January
next.

Great activity is now displayed in the re-

gion of country to be developed by the Pitts-

burg & Connellsville Railroad. A surprising

Dumber of branch lines are not only projected

but surveyed and contracted for, and some of

them will be finished almost as soon as the

main line is opened for travel. Branches to

Somerset, Salisbury, Bedford, the Uniontown
extension, and Mount Pleasant branch, are

the most notable The Somerset branch, from
Mineral Point, distance about ten miles, was
surveyed last spring, the cost will be about
$140,t)00, and the contracts for building the

same are already made. The Mount Pleasant

branch leaves the line of the road a short dis-

tance west of Connellsville at Broadford, and
in light grades and easy curves it passes for

ten miles thmugh one of the richest and most
beautiful regions in Pennsylvania. Coal of

the best quality, iron ore and limestone

abound everywhere. Talk about the west,

there are better opportunities for profitable

investment of money on the line of the rail-

road between Connellsville, Confluence and
above, than ever were offered by Dululh, if

the positive certainties ot this region of our
State are taken into consideration. The
town of Confluence, thirty miles above Con-
nellsville, has taken a fine start this spring,

and the railroad company have appropriated
$50,000 for the erection of workshops at this

place. An eight foot vein of gas coal has
been opened between Indian Creek and the
Falls.

—

Pittsburg Eoening Chronicle.

The London Underground Railway.

There is something very attractive—one
might say poetic—in the resulting operations
and effects of science; even to those to whom
science itself is a name for weariness and un-

mitigated dryness. And, as illustrating these

operations and effects, statistics themselves
become glowing, and give food to the imagi-
nation as to the reason. Railways and rail-

way-building are dryish topics, proper it would
seem, only to engineers and contractors on
the one hand, and to legislators, directors and
shareholders on the other; but something
of romance may be picked out of
them, sufficient to amuse the unscientific

world. " Mugby Junction " was followed by

a perfect shower of pithy stories about railways

and railway traveling.

But the London Underground Railway is

one of exceptional interest. It is one of the

marvels of the age—a vivid illustration not
only of human and scientific capabilities, but
especially of that English dogged persistency,

sturdy perseverance, ignorance of defeat, en-

ergy in reaching an end after starting for it,

which beat the French at Poictiers and Agin-
court, established the empire on which the

sun does not .set, and gave us steam engines.

Engineers, with their armies or navies, have
been for these past seven years burrowing
underneath this vast city, in this direction and
that, in circles, diagonals and right angles,

under houses, and churches, and alleys, and
parks, through London clay, and R iman ruins,

and Saxon bricks, from the Squalordom of

the far east to the gorgeous Mammondom of

the far west, and from the banks of the

Thames to Highgate retreats and the cozy
nests of St. John's Wood

; emerging here and
there for a moment into the full light of day,

then plunging again into blank wet darkness
;

tunnelling, bracing, walling up, arching over,

underpinning house blocks, building buttres

ses, ranging "streets" and roofing with

"cast-iron girders," erecting "transverse
jack arches" and fitting " trossed purlins;"

laying there rails and building stations, run-

ning up ventilation shafts, and finally setting

the railway trains agoing therein to the num-
ber of some twelve hundred a day, one arri-

ving every three minutes at each station, and
about one hundred thousand passengers being

conveyed hither and thither every day.

The London Underground Railway differs

from all other English Railways in this—that

when it is finished it will have neither begin-

ning nor end. " Other lines " says a London
Journal, "are alternations of cuttings and
runs in the open, more or less elevated above
the natural level of the surface, occasionally

varied by a tunnel; this is a continuous bur-

row, a succession of covered ways, with troughs

of various lengths at irregular intervals, open
to the sky for light, but more especially for

ventilation. ' On other railways you measure
space by miles; but you count it by chains

and furl.ngs. Other lines run a dozen, per-

haps twenty trains daily ; the number of trains

passing over the Underground every day is

twelve hundred ; the interval in running is

otherwise counted by hours, and here by min-
utes. The most thriving of other line-* do not

count up more than one hundred pounds ster-

ling a mile in their receipts ; the Underground
yields over one thousand pounds sterling

a mile. In seven years 150,C0O.O00 peo-

ple—the population of the United Kingdom
six times over—have passed over this line;

and on Whitsunday, 18011—the day when the

greatest number went over it—the number of

passengers traveling to and from the differ-

ent stations wa,s 189,499 ; the number for that

week being 90V, <s57 I These facts at once
prove the inestimable value and importance
to Londoners of this Uncerground Railway,
and show what a blessing it is to the vast

population which must g-t quickly to its work,

and to which the breath of country air, now
within reach of the poorest, is life and health.

S@"*Il is reported that during 1869 there

were exported from Laguna de Terminus, a
seaport town of Yucatan, 01,588,200 pounds
of Logwood. This quatitil v was exporled in

109 vessels, of which 44 were French, 28
German, 10 Spanish, 7 American, 5 English,

4 Danish, anil five vessels belonging to Mex-
ico, Venezuela, Belgium, Holland, and Italy,

one to each country. The question has been
asked how much of the above quantity of
logwoud carried in the 88 French, German,
and Spanish vessels, was used in the manu-
facture of "genuine ports and clarets" abroad?

fiS^-A. patent device ror economizing fuel

has recently been put into the Lewiston (Me.)
Mills It consists of a hopper and a mill for

grinding coals, reducing tlie fuel to fine dust,

which is carried by the blower into the fur-

nace with air enough to produce immediate
combustion. The coal dust leaps into the

flame like a flake of powder. It is claimed
that this device saves thirty-three per cent, of

the expense ot making steam. It is said that

steam can be generated in one half the time
required by the ordinary use of fuel.

gJ^James Watt, the noted English invent-

or, left no descendants. It appears that the

men noted for mechanical genius, like many
of those famous in literature, science and
government, have no children to perpetuate
their names. Shakspeare. Milton, Bacon,
Newton, Harvey, Pope. Mansfield, Goldsmith,
Congreve, Hume, Bishop, Butler, Locke,
Hobbs, Adam Smith, Bentham, Davy, Sir

Joshua Reynolds, Sir Thomas Lawrence,
Byron, Lord Clyde, and others well known to

lame in British annals, have, no lineal repre-

sentatives now living.

JSSyl'he Sutro tunnel in Nevada, says the

Colorado (Georgetown) Herald, is 1,250 feet.

Bine clay of a very tough character has been
encountered for the past week, and the pro-

gress has been slow. An air shaft has been
sunk 20 feet. It will be 175 feet deep when
completed. Arrangements are about con-
summated for the commencement of four

other shalts, designed to furnish air, as well

as to facilitate the prosecution of the work on
the tunnel.

J8@°The earnings of the Suez Canal have
not been sufficient to pay the interest coupons
due July 1st. Although the payment has
been deferred, the directors state that the
coupons will take precedence in the future

distribution of the earnings, which it is hoped
will, by the growth of the traffic, soon increase
rapidly.
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Kentucky University.

We have received the catalogue of this

University for the present year and have re-

viewed it with great interest.

We give the general plan of the University

as presented in the Report:

'•The University embraces several Colleges,

each under the immediate government, of its

own Faculty ar.d Presiding Officer. The gen-

eral supervision of the University as a whole
is committed to the Regent, who is elected

from among the Curators, and is ex-officio

Chairman of the Executive Committee, whose
duly it is to see the general law and statutes

of the University faithfully executed.

Ei-ch College is divided into several Schools

or Departments of Study; and each school is

under the immediate government and instruc-

tion of a competent Professor, assisted, when
necessary, by subordinate Instructors and
Tutors.

1 he Colleges of the University are severally

styled

—

1. The College of Science, Literature, and
Arts.

2. The Agricultural and Mechanical Col-

lege of Kentucky.
3. The College of the Bible.

4. The Normal College.

5. The Commercial College.

6. The College of Law
7. The College of Medicine.

While the course of study and instruction

in each College is full and complete, yet the

four first named above are so associated that

a student, regularly matriculated in any one
of them, may have the benefit of instruction

in the others without additional charge for

tuition.

There are some features in the plan of
Kentucky University which are peculiar. The
general superintendence of the whole Institu-

tion by the Regent, who is not connected with

any Faculty, but who is the Representative of

the Curators and Donors, gives unity to the

whole plan ;
while the distribution of the ex-

ecutive labor and responsibility among the

Presiding Officers of the several Colleges

secures efficiency in every department. The
several Colleges thus associated furnish the

most liberal provisions for education, whether
collegiate or prolessional, general or special

;

and that, too, without the expense and em-
barrassments that would result from a dupli-

cation of protessorship8. If a young man
desires to pursue a classical course exclu-

sively, he can do so, and receive a certificate

of graduation for the same. It he desires to

devote himself tu Science or Arts, to receive

a good Commercial and Business education,

to graduate as a Civil Engineer, or to study

Mining or any other specialty, he will enjoy

the like facilities without additional expense
Should a student desire to reduce the ordinary

expense of board and tuition, the Agricultural

College presents to him the opportunity for

laboring, at a reasonable compensation, on
the College Farm, or in the Mechanical Shops,

while he is receiving thorough instruction in

Science and Literature, This union of study

and labor is thus not only economical, but

also conservative of health and good morals.

The Agricultural and Mechanical College

also embraces a thorough course of instruc-

tion iti Military Tactics, which is made valu-

able as a means of physical development as

well as ot collegiate discipline.

This general plan of the University, with

its peculiar features of government and disci-

pline, with its Associated Colleges and their

separate Schools, and with its various Elec-

tive Courses of Study, including Industrial
Education, with all its economic arrange-
ments, makes it emphatically an Institution
for the People "

The history of this institution is so interest-

ing that we make the following abstract of it

:

"In the year 1855, John B. Bowman, of
Mercer County, Kentucky, while quietlv pur-

suing his profession as a farmer, conceived
the plan of founding in his native state a
University for the people Appreciating the
necessity of more liLeral prcvisionB i:i the
way of education, both general and profes-

I sional, than were presented at that time in

the South and West, he resolved, though a
young man, to devote his life to the founding
and upbuilding of an Institution that should

I be especially accessible to the poor young
|

wen of the country. His main object was to
1 reach the masses who, fir the most part, were
virtually debarred the privilege of a liberal

' education in consequence of the heavy ex-
pense attending most of the American col-

leges.

From the beginning, Mr. Bowman's plans
were liberal and comprehensive; and, though
they were regarded by many as the chimera
of a young man, he never seemed to doubt
for a moment their ultimate realization. His
purpose, in a word, was to establish a Uni
versity in its full and true sense, on a Mod-
em, American, and Christian foundation.
In one of his earliest addresses to the public
he expressed his views and intentions as fol-

lows:

'Why should we not be as progressive in

the cause of education as in our industrial

and commercial enterprises; and why should
we be dependent upon New England or Old
England for our best educational facilities

when we are so rich in ability to have our
own, and when our wants in this respect are
so varied and pressing? It is true that we
have scattered all over the West and South
scores of unendowed, half starved, sickly,

puny institutions called Colleges and Univer-
sities, many indeed of which have their piles

of brick, stone, and mortar, making an im-
posing show ; but how many of them, in the
way of Endowments, Scholar-hips, Libraries,

Museums, and literary and scientific men—
the true apparatus of an education—are pre-

pared n furnish to our young men such a
liberal education as the times and the pecu-
liar circumstauce of our age and country de-
mand ?'

In a report to the Curator he says :

'I have but one desire in all this matter;
I want to see accomplished through this In-

stil ution the greatest good to the greatest

nvmber of our poor fallen race, thus giving
the greatest glory to God, I want to build

up a peoples Institution, a great free Univer-
sity, eventually open and accessible to the

poorest boy in the land, who may come and
receive an education practical and suitable

for any business or profession in life. I want
to cheapen this whole matter of education, so

that under the broad expansive influence of

our republican institutions and our advanc-
ing civilization, it may run free as our great

rivers, and bless the coming millions. Hith-
erto, our Colleges and Universities have been
accessible only to the few, so great are the

expenses attending them. We therefore want
a University with its complement of Colleges
affording education of the highest order to all

classes. We want ample grounds, and build-

ings, and libraries, and apparatus, and mu-
seums, and endowments, and prize funds, and
professors of great hearts and heads, men of
faith and energy. Indeed, we want every-

thing which will make this Institution equal
eventually to any on this continent. Why
should we not have all ? I believe there are
noble men enough all over this land who will

give us the means which God has given them,
if we will only move forward to the work be-
fore us like true men '

It was the policy of Mr. Bowman to found
the proposed University on the ruins of Ba-
con College, an insiitution which, after flour-

ishing for a few yenrs under one of the ablest
Faculties in the West, failed at last for want
of sufficient endowment. Gathering up the
wreck of this College, his own Alma Mater,
Mr. Bowman, seconded by a few lioeral-

hearted citizens of Mercer in the inaugura-
tion of the enterprise, abandoned his farm
and all the comforts ct a pleasant home, and
in the winter of 1856, with a firm reliance on
Divine Providence, be;;an his labors.

Without the usual heraldv of the pulpit and
the press, and without the prestige of a name
known to fame, and in the face of a strong
and decided prejudices against Colleges then
prevalent in Kentucky, and amid the doubts
•and discouragement of friends, he made his

appeal to the people. They responded with a
degree of liberality unexpected, and indeed
unprecedented in the stale. In one hundred
and fifty days of actual labor, he obtained
subscriptions to the amount of $150,000, which
sum he soon increased to $200,000, a large
proportion of which was secured in notes of

$500 and $1,000, mainly from the substantial
farmers of Central Kentucky.
During the year 1858 and 1859 the work of

endowment was earnestly prosecuted. The
actual investment having reached about
$100,000, it was deemed expedient to organ-
ize one of the Colleges of the University.

Accordingly, the College of Arts was opened
in September, 1859, under the presidency of
R. Mtlligan, assisted by an able corps of Pro-
fessors. Nearly two hundred stnderfts were
in attendance the first session. This depart-
ment, of the University having been thus suc-

cessfully inaugurated, Mr.. Bowman next ad-
dressed himself with renewed energy to the
work of supplying the Institution with the

necessary apparatus, Buildings, etc. He
soon raised a sufficient sum for the purchase
of a fine suit of Chemical and Philosophical
Apparatus, which he secured for the Institu-

tion on most favorable terms. He also made
an earnest effort to secure grounds and build-

ings adapted to the demands of a great uni-

versity.

During the year 1866 Mr. Bowman pur-

chased for the permanent site of Kentucky
University with its various Colleges "Ash-
land," the homestead of Henry Clay, and the
adjoining estate of " Woodlands," which
extends within the limits of the city of Lex-
ington. The entire tract contains four hun-
dred and thirty-three acres of land, unsur-
passed for beauty and fertility. It is now the

seat of the Agricultural and Mechanical Col-

lege.

Under these favorable circumstances, the

University has entered upon its career of

usefulness with greatly increased facilities,

and with the assurance that its founder, now
its Regent, will labor on for the full develop-

ment and perfection of his plan. It is confi-

dently believed that, with its superior advan-

tages of location, its splendid basis in the way
of endowmeut and real estate, its able Facul-

ties, and its moral and social surroundings,

Kentucky University is destined, under Provi

dence, to exert a mighty influence upon the

educational interests of the Valley of the

Mississippi.
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AMERICAN

STEEL
The Hnderaigned are now ready to contract for ^the

delivery of KAILS made of

BESSE3IER or

PNEUMAILC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Cliesiiut St., PHILADELPHIA.

2-2l-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Ci mpanies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. L,. BOOTH & CO.,
Rochester, NT. Y.

HAVEX & ALLESI,
72 Broadway, IV. Y.

HARRISBURG FOUNDRY
Mil

MAGHINK WOKKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

S£ACHXl'ZSTS' TO CLS,
SUCH AS

Lathes, Planers, Shaping and Slot-

tine/ Machines, Bolt Cutting and

Nut Tapping Machines, $c.

W. T. HILDRUP, Treasurer.

Hawkins- Herthel & Burrall,

BUILDEB8 OP

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Brldees, Rools and Turn Tnbles. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Filing, Docking,
and General Railroad Work.

88 Main St., Springfield Mass.

B. F. Bawkins. Geo. P. Herthel. W. B. Burrall.

La Van's

Improve} Governor,
"WITH

BALANCE VALVE COMBINED.

Warranted to give entire satls-

faction. One will be sent to
any r°sponslble party on
30 days' trial to be re-
turned at our ex-
pense Ifnot as
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Co.

& E. cor. nth and Wood 8ts.
,

Philadelphia.

30 6 70, :o.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, Ac,

67 W. Sixtli St., Cincinnati, O.

Circulars sent free. Established 1S53.
19 i. 711. 18

-nDWIS J. HOBNEB,

Successor to

SIcDANEL * HOR1VEK,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington,.Delaware

uRAND SCENERY!
©"QUICKEST ROUTE-©.

S9 Miles in Distance Saved

Baltimore &OhioR.R.
—TO—

BALTIMORE,
I'llILADELPJ11A

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASH INGTON

FREE! 1

NO CHANGE OF OARS
From Cincinnati "RqI tim nra al"1 hul 0:<K

or Columbus to XJA1 1/J.XllUi C CHANGK
Jfltilad- tphift and Hew York,

Ask for TICKETS and
RAOGAQK CHECKS viaBaltimore & Ohio R,R

J. I,. WILSON. Master of Transportation.
L. M. OOLB, General Ticket Agent.
r. B GIBSON, General Western Passenger Acent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Lonis, Cairo, Louisville, EvanBTille, St. Joseph

J-ferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAILS RUN AS FOLLOWS :

St. L"uis, EvHiisville and Cairo
M.il 7rl5 A M. 10:55P.M.

Osgood A.'Cfmnritlatinn. ,, 3:10 P. M. &;45 A.M.
Thrmnrh Werfrern Express 5:1 1' P. M. 8:31' P. M.
Nitrht Express 10:20 P.M. I;:00A M.
The 5:10 P. M. train runs daily. Tniins run by Vin-

«ennes time, 12 minmes sl-iwer than ('in'ti time

For tickets or information apply at Offices 132 Vine
Street, Corner Front and Broadway ; and at Depot, Fool
MiJl Street.

E. G. BONDURANT, Superintendent, Cin. 0.
C.E. rOLLET.Gen'I'I'iclj't Ag't, Si. Louis, Mo.

aiEiuu uih m rags
As in use on the National Despatch Line of

Cars, adapted to two or more gauges, lor
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
CHAS. BOCKUS A CO, Uuston, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE I MACHINE
COMPASfT,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofBailroadMachinery
GEORGE Q LOBDELL, President-

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,S2



Q1C3 THE 1UILKOAD KECOED.

ERiES XtJ£II*Vtf.fa,Y.
1400 BILES under 860 MILES without

One Management. Change of Coaches.

BROADGAl'GE.DOl'BLETRACK ROUTE
FOR

—

KEW YORK, BOSXOW,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia 1-Saltimor-e,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. toNE>V YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILESthe
B

SH°ORTER ROUTt.

TWO EXPRKSSTKAI1VS»AII>Y
Leave CIN' INN ATI from DEPOT, corner Fifth

aud Hoadlej Streets, by Columbus, U., time,

which is 7 ninutes faster than Cin'ti time.

7.00 A. RT , CINCINNATI EXPRESS,
(Sundays Scented.) Arrive Dayton 9.10 A.

M.; Urhan., 10.29 A. M ; Gallon, 12 57 ! .M.j

Man-field, 140 P. M., West Salem, 2.50 P
M. (Diue). (Sleeping Coaches through to

Nrw York); Akron, 4.26 P. M.; Ranvenna,
5.1(1 P. M.; Meadviile, 8.l'0 l\ M. (Supper);
Susquehanna, 7.55 A. M. ( Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna w'th Cleveland &
Pitt.-burg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

SoU'b; at Binghampton for Coopersiown,

Albany and the celebrated summer resort,

Sharon Spring", and at New York with
aiternoon trains and steamers for Boston and
New England cities.

0.45 P. M. LIGHTNING EXPRESS,
daily.' Arrves Dayton, 12 03 A. M.j Ut-ban

a,

125 A.M.; Galion, 3.58 A. M ; Mansfield,

4.44 A. M.; West Salem, 5.59 A. VI (Bklst);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
M.adville, 11.20 A. M. (Dine); Horuells-

ville, 6 19 P.M. (Supp-r); New York, 7.00

A. M. Connects at Manstidd with Pittsburg,

Ft. Wayue & Chicago Railway fur Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
wiih Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. wiih

morning trains for Boston and N. England
cities.

Ke« and Improved Coaches of t'ie style peculiar to the

Broad Qaatre. arranged for both Day and Ni^-ht 'travel,

ar^ attached to this tiain at Cincinnati and run through to

Kerf York, forming ttie Only liine running through
860 Miles without t hsmge.

Boston and Jffw E-igrlaiKl Passengers,
TviUi their Brj^rgage. are transferred FKJ£E
OF CHARGE in Blew York.

)| r* The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hir-1 Sirtet New York, thus enabling parsengers to reach

he t > per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.
Try The scenery ulong the entire route of the Erie

Railway is of the mnet picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will Snd in its ever changing landscapes sub
ects of continual admirati n and intere-t

Bagrg,ag,e Check'd Through
And Fare alirays ae Low as by any other ltmite.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which en be obui-ed at the Company's Offices in Cin-

cinnati, 80 Went Fourth Street. 116 Vine St.. 4 Burnet
H' use, and foot of Broadway, (Spencer II u-'- Block),

and at all principal Ticket Offices in the South and
South-.ceit WM. R. IS lit It,W B SHATTUC, Gen\ PaesV Ag't

General Southern Agent,

Best KoiKe to St. Louis and lit cago

I NDIANAPOLIS,
t CINCINNATI

lafayetteIiailroad
Great Through Passenger Route from CINCINN ATI to

ST. LOUIS,
C HI C A.QO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, Si. Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,
And all Rail aDd «iver Towns and Cities in the West,

North west and South-west.

TTpThe? 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 6TH, 1P69, TRATN3
WILL LEAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail..,. * .20 am 12 4" am
St Louis and Springfield Express... 2.40 pm 7 35 am
:'Sl. Louis and Springfield Express. 1" 20 pm 3.42 piu

Lawrencebnrg Acommodaiion 10. 10 am 2.35 pm
Lawrenceburg Accommodation 4. pm 8.25 am
*The IU.*0 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 0! am 10.15 am
Chicago Express 6 50 pm Q 3' pm
II.irrison Accommodation 5.30 pm 7.10 am

Through Ticuett can be obtained aithe Burnet House
Office, corner oi ThhdandViue; Rivei Office, corner of

WalnutStieetand River ; and at Depot, corner of Hum
»nd Pea.' Jstreets. I he splendid Passenger Depot of the

I. &. O. Railroad is about a milt neaiei il e businespcenter
of the ci*y t i-an the Depot of any u the]* railroad- and *ith-

in a few squares ol the Postofhceand principal hctels and
Steambo at 1 a n di n p a .

J. F. RICHARDSON .Superintendent.
A. E . CLARK. General Ticitet Agent.

Cincinnati, Hamilton & I ayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART, ARRIVS

Eastern Ex^r^ss (Erie Railwuyj. 7:00 A. M. 6:3" P. M.
do do do ..9:45 P. M. 7:00 AM-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do 6:30 P. M. 7:00 A. M-

Lima Fort Wayne At. Chicago. ... 7:15 A M. 10:2.. i\ M-
do do do .... 2\m P. M 5:40 l>. M-
do do do . . 0:30 P. M. 7:30 A. M.

Sandusky, Cleveland & Buftalo... 7:15 A. M. 5:40 P. ftl.

Si rinirfield Accommod tion 2:30 .*. M. 10:20 A. M.
Sauliisky, Cleveland & Buffalo.. B-?0P M. 10*20 A. A,
Monciei Indianapolis 7:15 .*. M. 10:25 P.M.

do do 5:10 P. M. 1:20 P. M
Hamilion, Eaton & Richmond.-, 7:1a A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20 A- M.
Hamiltcn Accommodation 9:3o A. M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINCTES FASTER than Cincin-

latitime.

For allinformationand throughtickets, please apply at

t'ieold office, south-east cornei of Broadway in d Front; Bur-

net House Office, corner Vineand Bakerrtreets.and at the
respective depots. Easi Front and Wesi Sixth streets.

D- MrLAREN. Gen'l Superintendent.

SAM'L STKPHH IsSON, Gen'l Tick'tAg't.

Jmnihusefrcall for passen. err

The Old And Reliable Route.

Throueh to Ptttaburc without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
RO\D, in connection wiih the Cincinnati, II .milton &
Das ton, and Little Miami Railroads, still cont'nue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Biltiur.re t New York or Boston,

and ail Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

II. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SH1NK, General Freight Agent.
Pittsburgh) Pa.

LOUISVILLE & CISCIHNATI

SHOET-IISE RAILROAD.

Time oixl3r S liours
Pare Only 83.50—Transfer from Hotel or
l&esideiice to ttepittt in Covington, 1'rct.

THE SHORTEST ALL-HAIL ROUTE TO
Louisville, Nashville, Memphis, New

Orleans, aud all points South.

Trains leave Cincinnati as follows :

LBAVE. ARRIVE.
Louisville Mail 7.'j0 a M. 9.05 A.M.
Louisville Fast Line 1 2n P. M. 11.15 A. M.
Louisville Express 5.00 P.M H.45 P.M.
Louhville Night I- xpress ...11.15P.M. 5.00 A.M.

Th»- Low Fare Season and Commutation Tickets, good on
the Walton Accommodation ,oQer great inducements to the
citizens of Cinc.nnti and Covington wi.o wish to pur-
chase country resi eriees or small farms for gaidening.
This train leaves late in the afternoon, and arrives early
next morning, giving all day to attend to business, tor
further information as to routes, low fare, &c, please apply
at No 1 Burnet Iloase, or Dept Covin Eton. Ky.

SAM'L GILL, Gen'l Sup't- Louisville.

CENTRAL t R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty st., connects at rLjnplou Junction with the Dela-
ware, Lackawaina. and V\ estern Railroad, and at Ev.S-on
with ttie Lehigh Valley Railroad and its connect.ons,
forming a direct line to Pittsburg and the West, wituout
change of cars.

ALLENTCWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc , with but one change of ears.

Silver Palace cars through irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, lfeli9. Leave New York as
follows

:

6:55 a.m.— For Eaeton, Bethlehem, Mauch Chunk,
Williamsport, VVilkesbarre, Mahuney City» TuckhannoCk
6tC.

7:15 a. m — For Somerville.

S:SO a in —For Fleiniugton, Junction, Stroudsburg
Water Gap, Scranton, Kingston. Pittston. Great Bend, &.c.
12 ui.— For Flemingtou, Easton, AlLentown, Mauch

Cliuuk, Wilttesbarre, Reading, Coluuinia, Lan*-.aster,

Ephraia, Liiiz, Hottsville, S'oranton. Harrisburg. 4c.
:>::tO p. m.—For Easton, Aheutown, Mauch Chunk

and Belvidere.

ii'M* p. m.—For Somerville.

5:25 [ft- in.- For Somerville and Flemington.
6 p. Ul.— For East-n and intermediate stations.

T ^. ni.—For Somerville.

7:20 p. ni.~EiaitittA.MT—Stopping only at the princi
pal stations.

0:00 p. m.-For Plain6eld.

11:50 p. in.—For Phuniield, on Wednesday and
Saturdays only.

FOR THE WEST.

9 a.m.

—

Western Express daily, (except Sundays,;
for Easton, A lientown. H-irrisburg, and the West without
change of cars to Cincinnati or Chic»go, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connecis at Junction for Strourisburg,
Water Gup, Scranton, &c. Connectsat Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) f"i- Easton Bethlehem. *lleutown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Care
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion* to I'-cranton. This tr*in will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. ni.

—

Western Express Train, daily, for Easton
Allentown, Reading. Hayrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
e:I5., 8:30, »., 9:20, ]o:30, 11:40 a. m — \

l2 m , In 0. 2;i0
3:00,3:311, 3:45, 4:15. 4 3d, 4:45. 5:10,5:25, 5:45.6:00,6:25,
7:10.7:2.7:40,8:0 0:00,940 10:45. 1 1 :50 p. m.

Tickets for the West can be obtained at the office of th»

Central Railroad of New Jersey, foot of Liberty &t-, N. Y.,

atNo. I Astor House; Nos. v'54- 271, 526 Broadway ;?f

No. 10 Greenwich si., and at the principal hotels.

R. E. RlCKER^nperintendeC
H. P.BAiD\viN

t
GBiL Tass. Agtt
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WltlGHTSOX &. CO., Propr's.

An Interview with Coal and Iron ; Ohio
Mineral Region ; Atlantic Kailrond*

Two things are very fashionable just now;

one is to visit watering places, and the other

to "interview" great people. The first we

have not done, for tf the multitude go one

way, we go the other. But the last we have

done, and done with success. We have inter-

viewed Mr. Coal and Mr. Iron, and foand both

gentlemen in a conversable mood and full of

information. They have revealed to us many
things most valuable and interesting. Indeed,

we doubt whether anybody is fully acquainted

with all the things we have eeen and heard.

Let us report a little of what we saw and heard.

In the first place the readers of ihe Rrcorii

already know that the Atlantic & Lake Erie

Railroad Company in the month of Juno put

under contract 106 miles of theirroad, extend-

ing from Bucyrus (Crawford county) to the

northern line of Athens county. On the 16th

of August the board met and put the line un-

der coniract from Bucyrus to Toledo—making
in all 187 miles, from Toledo to the northern

line of Athens county, the last 20 miles (in

Perry county) being through Sunday creek

valley, probably the largest deposits of coal

and iron in the county; but of that we shall

speak hereafter. The 6 miles from the line

of Athens county to Chauncey will probably

be let in a few weeks, and will complele the

line in the valley of Sunday creek. The final

terminus of the Atlantic & Erie Railroad will,

it is supposed, be at Pomeroy, with a branch

to Guyandotte to meet the Chesapeake & Ohio

Railroad. The whole Atlantic & Erie Rail-

road, from Toledo to Pomeroy, is, it will be

seen by a map, transverse to nearly all the

railroads of Ohio, and therefore be a line to

which there will be no competition. Hereto-

fore we have made railroad* in Ohio on the

theory that every railroad must go East anil

West ultimately. New York has been assumed

to be the one point in the universe. This is

a great mistake, a very great mistake. When
the Atlantic & Erie Railroad is made, it will

be seen how great a mistake has been hereto-

fore made. But it is not my purpose to dwell

on that, we shall have a further opportunitv

of discussing the Atlantic road In the mean
while it is sufficient to say, that the Atlantic &.

Erie company have actually commenced ope-

rations. We were in the office of the engi

neer (Mr. Gregory), and saw his maps and pro-

files, and were astonished to find that among
the hills of Perry county he got better grades

than on any of the roads Enst. The contract-

ors have commenced work, and hundreds of

laborers are now congregating on the line,

south of New Lexington. But we must pro-

ceed. The cars of the Muskingum Valley

road took us to New Lexington, and thence

we proceeded with carriages from New Lex-

ington south, in the valley of Sunday creek

For twenty miles that little valley was to me
a museum of curiosities. If it had no interest

as the future scene of industries and wealth,

which will rival anything which Europe or

America has seen, yet it is exceedingly inter-

esting as a deposit mid development of most

curious and extraordinary mineral formations.

We took two days in examining these strange

productions of naiure, and came away con

vineed that we had seen nothing equal to

them, and that probably nothing more extra-

ordinary in mineral deposits existed in one

spot. That the reader may understand it, we

will refer him to a geological section map
now engraving for Professor Andrews, the

practical geologist of Ohio. We can give the

reader some idea of it in a few words.

Supposing that in the valley of Sunday

creek and on the summit of one of the high-

est hills, we sink a perpendicular shaft some

300 feet deep, and mark the different kinds of

materials we pass through, we shall find these

results :

1. Several strata of sandstone rock, between

which are the mineral deposits, shale and

common earth.

2 At intervals, varying from 20 to 60 feet,

we shall find various strata of coal, some of it

the most valuable in this country.

3. In the intervals of sandstone and earth,

we shall find several strata of iron, compre-

hending almost every variety,

4. Mixed in, at different places, we shall

find several kinds of minor minerals, such as

alum, borax, etc.

5. If we continue the shaft 1,000 feet lower

we shall find strong salt water.

All these and other things we can not heie

mention, will appear in the forthcoming geo-

logical map of Professor Andrews of the Geo-

logical Survey.

Without discussing at all the geological

question connected with this vast deposit of

mineral wealth, let us look a moment at its

intrinsic value.

1. Of coal, there are three strata of great

value. These, separated by vast bodies of

sandstone rock, crop out at different bights

respectively, of 4 feet, 6 feet, and 12 feel in

thickuess, and crop out for a great distance

nearly on a level with Sunday creek, some-

times a little above and sometimes a liltle

below. Many persons raise their eyes on

being told of a 12 foot bed of coal, as if in-

credulous; and even geologists are doubtful,

asifitwerea large story. Nevenheless I hi s

bed of coal is not only a fact, but it is a fact

over one hundred of square miles, where it is

so accessible that the cost of mining and get-

ting out must be very small, an absolute mini-

mum. At one point, on Sunday creek, we

found a neighborhood mine open, and a small

steam engine. We went in, and had the hight

of the vein of coal measured, and it was twelve

feet thick ; and we saw no reason to doubt that

this continued to be the case for many miles.

In this mine a cube or column was cut out

and sent to the Board of Trade in Toledo-

This cube was twelve Jeet two inches in higbt.

If the reader will imagine such a thickness of

pure coal extending for twenty miles around,

he will begin to comprehend what an incalcu-

lable value this must be when capital and in-

dustry are applied to it. But if there were no

such vein, the others would be enough to sup-

ply the whole county. The 4 foot vein is a

most excellent one.

Another and the most important element in

the Sunday creek coal is that it is all of the

very best quality. The "great vein," or 12

foot stratum, is the " Brier hill coal," which

is found on the upper border of Mahoning

county, and is the best in the county for

smelting iron, and it is here deposited just

where it is wanted, for we now come to Iron.

It would be impossible to describe the iron

on Sunday creek, for it is found everywhere,

in the hills, vales and roads. We saw five dif-

ferent varieties there, and two or three small

specimens of the "specular" iron, but we could

not find any stratum of that kind. The varie-

ties of iron we did find, as described by an

iron manufacturer with us, were,

1. Limestone ore, varying in thickness from

3 to 5 feet.

2. Kidney, about 18 inches thick.

3. Red or bog hematite, about 3 to 6 fee'

thick.

4. Brown hematite, from 3 to 6 feet.

5. Fossil kidney, from 3 to 5 feet thick.

6. Limonite, 2 feet thick.

Here is iron enough, surely, for anybody.

Such a county for manufacturing as this is,

we never saw, and we do not believe one su-
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perior to it can be found anywhere. But this

article is long enough, and we must leave

for another opportunity the further descrip-

tion of a county, which, to the lover of nature

or science, is full of the interesting and the

marvelous.

Virginia Kotes.

EDITORIAL CORRESPONDENCE.

Cincinnati, August, 1870.

Railroad Record:—The time had come lor

my departure from Richmond and return

home. The old question came op of a choice

of routes, and I finally selected the one via

Acquia Creek, Washington, and Baltimore &
Ohio road.

At the appointed time I bade farewell to the

many friends that had treated me so kindly

during my short stay in the capital city of

Virginia, and was soon on the wing again for

the Potomac.

The day was very hot, the road dusty, and

the passengers few, but as they were sociable

and quite intelligent, we soon became ac-

quainted, and the time flew quickly and

pleasantly over.

One of the passengers was from South

Carolina, and had been an officer in the Con.

federate army, and had served in every battle

from the Rappahannock to Richmond, and

knew the ground we were passing over well.

These battles became a subject of conversa-

tion, and he expatiated very learnedly about

them, and showed very plainly, to us, who are

inexperienced in the ways of war, where the

mistakes were committed, and what ought to

have been done, and what ought not to have

been done, to have secured the Confederate

success. And as we passed points that bore

the evidence of rifle pus, stockades, and earth

forts, he called our attention to the position

of the armies in these localities, and pointed

out their movements as well as was possible

under the circumstances we were placed in.

"Here," said he, as we stopped at some in

significant station a few moments, "occurred

a most terrific struggle for the possession of

this railroad. We both lost and both won;

but we left it finally in the hands of the Yanks.

It did them no good, however, as it was a

wreck for many miles."

At Fredericksburg we stopped long enough

to look over the old town a little, and in com-

pany with our Carolina friend walked about

and learned from him a great deal of the fear-

ful battle that took place here between the

armies of Lee, and Burnside and Joe Hooker.

There are still many evidences of the strife

hereabouts. Piles of debris, naked brick

walls, here and there a straight and solid

looking brick chimney rising from a pile of

brick and timber and broken plaster, like a

monument of departed glory, and the muti-

lated gables of a few of the tallest buildings

that stood in the range of the cannon.

We were soon rattling over the bridge that

crosses the Rappahannock, and in another

minute bad rounded the hill, and were flying

at a good rale towards Acquia Creek.

This is a curious termination for an import-

ant line of railway. A low spot, a sort of

quagmire at the mouth of a little stream that

empties into the Potomac, and lies under the

barren, sandy hights that for some distance

reach back from the shore, yet it is the scene

of a large amount of business.

The ruins and burnt piles of the old wharf

and warehouses, destroyed during the war,

rise out of the water black and shapeless, and

look melancholy enough. The new wharf and

station house are built beside these ruins, and

are very primitive, more like the temporary

conveniences of a new Western railroad com-

pany who were crowding things through upon

half means, than what one might expect would

be constructed by the owners of a great tho-

roughfare between the national capital and

that of the great State of Virginia.

At this point we found a fair sized and gay

looking steamer awaiting us The tranship-

ment of goods, mails and passengers was

quickly made, and after a great deal of bell

ringing and steam screaming, and a few in.

effectual attempts to get out into the stream,

it was discovered we were hard aground. The

tide had gone down, and the keel of our boat

was stuck in the mud There was then a

scene of pulling and prying and levering, and

after awhile the sand and mud came to the

surface and stained the water for some dis-

tance about us to a dirty yellow. We were

moving, and the motion was kept up by a

vigorous use of the paddles. As we started

down the stream the keel of our ship occa-

sionally scraped the bottom, but soon finding

deep water she struck straight for the middle

of the current, and headed up stream steamed

away at a good round rate

On board of this boat we had a capital din-

ner, and a capital time generally. The intense

heat had abated somewhat, a nice fresh breeze

sprung up. The passengers gathered at the

bow, and entered intc a sociable chit-chat that

made every one of the party happy.

Thus glided away the hours until we were

in sight of the mighty dome that crowns the

nation's capital, when the frail ties of travel-

ing acquaintance were broken, and each in-

dividual began a preparation for disembark-

ing.

The remainder of the day I spent at Wash

ington. What a dull, dreary, miserable place

during the Congressional vacation. I could

hardly realize that this was the bust ling, stir-

rim* city that I was in a few weeks since.

The dust rolled along the streets in unob"

structed clouds, there was not a team or a

carriage in {he way. The sidewalks were

vacant, the stores were without occupants,

save the clerks who were lounging about and

yawning away the long, dreary, idle hours.

The hotels, usually seething with life, were so

quiet that the sound of footsteps upon the

tesselated floors echoed through the tenantless

halls and startled the sleepy clerk from his

reverie. Even the hackmen, the noisiest and

most pestiferous creatures on earth, snoozed

upon their seats, and let their jaded horsea

rest.

I had concluded to return by way of the

Baltimore & Ohio road, and at the appointed

hour, to the very minute, the train started.

"Twenty-three hours to Cincinnati," said the

bills. I noted the lime of departure for the

purpose of testing the truth of this advertise-

ment. We were now fairly under way, and fly-

ing past the stations upon that barren piece

of earth that ties Washington to Baltimore.

At the Relay House we struck off into the

mountains, running upon the margins of the

loveliest streams that course the mountain

passes—crossing bridges that span creeks, or

rivers, or chasms—tearing through long, dark

tunnels, and climbing the craggy sides of

mountains too lolty to dig down and too broad

to dig through, and winding gracefully about

the feet of others whose foresl-clothed tops

towered high up in the air, or were hid from

view by some great, overhanging, threatening

cliff.

" How splendidly we run," said a gentleman

to me, as we were rounding a mountain base

and emerging into one of those beautiful aud

fertile valleys that lie embosomed in the Alle-

ghanies. " It seems to me," he continued,

that there is not a mile of straight road upon

the route, and yet we run evenly, and are

making good time. This road must certainly

be well managed."

I replied that it was one of the bes' directed

roads in the country—that it was the road of

all others, notwithstanding its dangerous physi-

cal features, upon which there has been the

smallest per centum of accidents in propor-

tion to the business transacted upon it; and

that it had the reputation, and undoubtedly

deserved it, of making uniformly the best time

from the Atlantic to the Western Slates, and

that no corporation anywhere can boast cf a

more courteous, intelligent and attentive set

of officers.

" These are great recommendations," said

my friend, "and I hope they promote the

prosperity of the company to the exteut such

merits deserve."

Being somewhat intelligent upon the his-

tory of this company, I gave this gentleman

an outline of its early struggles, and how it

had met and overcome obstacles of the most

stupendous nature, passed through financial

reverses, and perils of water, fire and war, and

yet arose after every such catastrophe stronger

than before. And how it had grown in

itrength and importance with the advance-

ment of the great West; and of the compre-

hensive and commanding policy of the mana-

gers, who had expended such vast sums of
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money in the construction of wharves at the

city of Baltimore, and in establishing lines of

transatlantic steamers, and in the erection of

commodious station houses and grand dining

saloons, and in securing conneclions with the

business centers of the interior, strong in the

conviction that the return would be certain

and handsome in proportion to so an intelli-

gent an outlay.

The scenery upon this route is very grand.

There is nothing superior to it in the whole

Appalachian range of mountains. The river

and rock views of Harper's Ferry and the

whole Cheat river country will compare favora-

bly with some of the famous features of the

Alps Much of the beauty of this route is lost

to the traveler for want of that modern and

elegant convenience, " open cars," in use upon

the Pacific road to exhibit the majesty of the

Rocky Mountains, and very popular with all

tourists of taste and culture. Would it not

be a good venture to place such a car upon

this road? We think so, and so thought all

(he passengers upon this trip with whom we

talked upon the subject-

As we entered the valley of the Miami, run-

ning at the same rapid rate that had been kept

up from the beginning, we consulted our

watch again, and calculated the difference in

time from the point of departure to that of

our destination. There was time to spare,

but the stoppages at road crossings, and re.

duced rate of speed as we neared the city,

brought us all safely aud satisfactorily into

the very heart of Cincinnati in just twenty-

three hours from the time we left the city of

Washington.

The cards spoke truly, and every passenger

upon this trip is a living advertisement to the

good condition of the road and its enlightened

and thorough management. Celina.

New Mosic.—"The Mariner's Farewell,"

music by C. Langoanere, and words by M. E.

Walsh, for soprano and tenor voices, is a verv

fine air and the words good. " Oh for the

Life of a Gipsy Girl," music by L. E Skinner,

words by Alice Carey, is very pretty, but

rather difficult for young pianists. " As Good
ns Gold," by Alfred Lee; this is very good,

and will give satisfaction to all. " Woodside

Mazurka,'' by Frank Van Duzer, is a very

easy piece. " Life's Enjoyment Gallop,"' as

played by Heidel's Band, is very fine. The

above were placed on our table by John

Church & Co., who keep supplied with all the

latest music.

There are two thousand men in the

German army from the factory of Fried.

Krupp, the celebrated manufacturer of steel

and steel cannon at Essen, Prussia. There

are still, however, about eight thousand work

people left in the factory. Hence, we should

naturally infer that the resources of Germany

in the " material of war " are not quite ex"

hausted.

A New Kind ok Choir — The bickerings

and quarrels of church choirs have been pro-

verbial from time immemorial. Although

good people have always grieved over these

troubles, no one seems to have ever thought

of investigating the cause of them. Mr. A.

N. Johnson, the author of Johnson's Thorough

Base, and other well known musical works,

has recently made such an investigation. It

seems that to sing a tune so that its perform-

ance will be satisfactory to either singers or

listeners, every movement of the vocal organs,

every emotion of the mind, and, in fact, every

act which exercises any influence upon either

the musical tone or the musical effe«t, must

be performed by every member of the com-

pany of singers exactly alike and exactly

together. Yet, although the performance is

never satisfactory to either singers or listeners

unless this is done, American singing books

have never given any instructions which would

enable singers to thus perform these acts

alike, but have left their performance to

chance. The result has been that American

choirs have been in the same state, as far as

training is concerned, as companies of sold-

iers would be, who should perform all move-

ments and maneuvers haphazard, instead of

drilling patiently upon each one until every

member can perform it alike and together.

It is no wonder that choir members quarrel

over such unsatisfactory performances. Mem-

bers of military companies would quarrel quite

as much if their exercises were equally un-

satisfactory. Mr. Johnson has invented a sys-

tem of " musical tactics," which will enable a

company of singers to train on the same prin-

ciple that a company of soldiers do, thus ena

bling them to produce that satisfactory effect

which all choirs wish to produce, and doing

away entirely with all the causes of quarrels

and bickerings. These " musical tactics," as

soldiers would call them, denote every act or

emotion which exercises any influence upon

the tone or effect, by a brief sentence, which

is called a " musical word of command." The

company of singers learn the meaning of each

word of command, and drill upon it until they

can,execute it simultaneously, just as a com-

pany of soldiers drill upon military words of

command. This simple process enables a

choir to become thoroughly disciplined, not

only with ease, but with the most interesting

kind of musical practice. This system is

contained in a new work just issued by Mr.

Johnson, called the " Troe Choir."

The True Choir is published by J. Church

& Co., of Cincinnati, who will forward a pam-

phlet describing this new system, gratis, to

any one who desires it.

—A new route for the Union & Titusville

rond is being surveyed on the south side of

Oil Creek, between Titusville and Centerville.

Bv this route the road would pass through
Tryonville, and the grade is easier than by

the former survey.

Tbe Erie.

A denizen of our city recently made a fly-

ing trip to New York and Buffalo over the

Erie, and upon his return discourses in the

Commoner as follows

:

Leaving Cincinnati on the 4th inst., we
reached New York city, by the Erie route, on
the 6th, after a pleasant journey, unbrokeu by
the aunojance of a single change of cars.

Looking from our window we could see a
changing vision of unchanging loveliness,

such as lines the track of no other railroad in

the United States: broad champaigns, with

graceful willows, skirling the green banks of

placid streams; old farm houses, with cluster-

ing chimneys and ivied gables, steeped in the

foliage of ripening orchards ; wide fields, with

golden wheat sheaves standing in long and
serried lines; still hamlets, where people grow
green, inordinately green at that, and finally

go to seed—oblivious of the din and whirl of

ihe great world lying outside the horizon of

their drowsy lives; thriving towns, with grey

roofs and tall white spires, out in has relief

upon the sky.

Entering New York, the character of the

scenery changes. No where in the West, for

instance, is there a village bearing the remot-

est resemblance to Jamestown, situated on a
commanding bluff, overlooking Lake Catta

raugas. The huuses are uniformly white

frame—many of them possessing towers, piaz-

zas and terraced gardens.

Passing through the Genessee valley, the

traveler sees great mountains, scarred with

the rains and winds of unnumbered centuries,

rising abruptly from the primeval forests and
cultivated fields on ihe banks of the Alleghany

river, and shutting out the horizon like a wall.

Thoreau said he never looked upon moun-
tains without experiencing a sensation of the

profoundest awe, and could realize why the

pagans imagined their god dwelt upon the

hights ot Olympus, and held his court with

the great bards and prophets, warriors and
kings who had passed from time.

The sun was struggling with the morning

mists as we crossed the Jersey flats, lighting

the sky with gold and scarlet—flaming in the

occasional clumps of trees until tbe birds

broke into a miracle of singing—sparkling in

the tall, rank glass, oversprinkled in richest

profusion with wild crimson flowers. Cross-

ing the Pavonia ferry to New York city, we
were soon threading the thronged thorough-

fares of the metropolis of America. Our stay

was limited, however, to two days, and the

evening of the 7th inst. found us at the Erie

depot, bound for Buffalo, where we arrived on

the noon of the 8th. It is undoubtedly the

most beautiful city in the country, with broad

breezy streets, lined with a perfect forest of

shade trees, with splendid residences, sur-

rounded with lawns, and revealing occasional

glimpses of fountains and statuary. The
home of Ex-president Fillmore, on Niagara

Square, is a fine stone building, embowered

in leaves, and presenting an aristocratic ap-

pearance seldom seen in American houses.

After a pleasant conversation with Dr.

Lothrop, the Superintendent of the Public

Schools, and a delightful drive through the

principal streets of the city with his brother,

an old college friend, we took our departure

for home.
In conclusion we would advise the readers

of ihe Commoner who contemplate visiting

tbe East, to patronize the Erie, assuring them

that in the magnificence of its appointments,
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in the attractiveness of the country through

which it passes, and in the railroad talent by

which it ia controlled, prominent among whom
stand Fisk, Gould, Barr and Shattuc, it is un-

equaled by any rival line.

Railroad County Subscription Decision.—
There is probably no country in the world

where the authority for the creation of debts

for future generations to pay is so unlimited,

or in which public sentiment is sounder as to

full payment, as in this. No man in or out of

office, having the least self respect, or hoping

anything of public favor, ventures to hint such

a. thing as repudiation. That is a sentiment

happily fast dying out. The repudiating

counties of Iowa a few weeks ago received

notification from Federal authority that the

bonds issued in aid of railroads must be paid.

The United States Court has told them plainly

that the people of the counties and munici-

palities concerned "must abandon all hope of

escape from payment of these bonds." " They
must be paid, and the officers of the Court

will be sustained by the power of the Govern-
ment." This decision has attracted little at-

tention at the East, but it is really of consid-

erable consequence. It marks one stage of a

long standing case of conflict of authority, but

whether it will be the hnal stage it is yet im-
possible to say. The case is briefly this: The
counties voted to issue the bonds in question

to secure the completion of a railroad. The
road was built, but before that time the people

bad become sick of their bargain, and not only

retracted their agreement but they elected

county officers pledged to refuse issuing the

bonds. The case went into the State Court
where the action of the counties was sustain-

ed. An independent suit was brought into

the United States Court, and the counties

were directed to issue the bonds. The officers

still refusing to obey the mandate of the

Court were arrested and punished for con-
tempt, but notwithstanding this they have
hitherto resisted the efforts to compel them to

comply. The matter has since been reopened
and tried anew, with the result which has al-

ready been noticed — Register.
» » .

Rates of Freights to the West.—The
managers of the rival railroad lines from New
York to the West held a conference at Sara-

toga on the 23d, at which Vanderbilt, Gould
and others were present. An advance of the

passenger tariff at an early date is generally

believed to be agreed on, and it is stated there

is a fair prospect of an amicable division of

the business between the three roads, Brie
taking the live slock and heavy freights, and
the New York Central and Pennsylvania Cen-
tral the bulk of the passenger traffic.

The stock transportation between Buffalo

and New York, which has been one dollar per

car all summer, has been advanced to one
hundred and forty dollars, with a prospect of

a still further increase. The Brie and Cen-
tral managers are also said to have agreed
not to extend their cuntraets with the United
States and American Express Companies, afid

will soon take control of the express business
over their lines.

The following is the list of the new first

class freight prices adopted on the three

rOHils: New York to Cleveland, S3e: per cwt.;

Columbus, 77c. ;
Cincinnati, 90c. ; Indiana-

polis, 02c ;
Evansville, $1 ID ; Louisville, Ky

,

§1 12; St. Louis, Mo., $1 25
;

Quincy, 111,

%\ 25; St. Joseph, Mo., %\ VI; Chicago, 111,

SI Oft Following are the rates by steam via

the lake to Detroit: Cleveland and Toledo,

63c; to Chicago and Milwaukee, 71c.

Proposed Paris Metropolitan Railroad.

—The Paris correspondent of the Engineer

writes as follows of a plan for connecting the

railroads of Paris and providing communica-

tion between different parts of the city:

" A plan for a metropolitan railway, con-

necting all the central quarters of the city

wilh the termini of the main railways, is under
consideration. The concession is given pro-

visionally to a compHny which is prepared to

execute the line without any grant of money.
The only question that retards the realization

of this project is between the adoption of an
aerian or subterranean line; it is feared that

the former would produce a disagreeable effect

at the crossings of the streets, while the under-

ground system would interfere greatly with

the whole system of sewers, water and gas-

pipes. The opinion seems to be that the use

of Bessemer steel in the construction of light

arches of considerable span »ill decide the

question in favor of the terian system In

connection with this line for the rapid and eco-

nomical transport of passengers the Adminis-
tration proposes to add lines for the special

service of the central market ; but this latter

project is not decided upon, the great difficulty

being to create in the centre of Paris a suffi-

ciently large station to receive all the goods
that come to market daily, and which, as it is,

crowd all the railway termini At the time of

the construction of the great central market,

provision was made beneath it. for such a ter-

minus, but we presume that the site is now
found to be insufficient for the purpose."

Northern Railway or France —The per-

manent way of the old network of the North-
ern Railway of France was renewed last year
wilh new rails to the extent of one-eighteenth

of the whole quantity of rails originally laid

down, so that in eighteen years this portion of

the system will be entirely renewed at the pre-

sent rate of renewal. The administration also

continues to introduce steel rails in those

portions of the system over which the heaviest

traffic passes.

Our Inland Seas.—The following figures

relative to the five fresh water seas lying
mostly within the northern borders of our
territory may be of interest. Of these the
largest, Lake Superior, has near it some of
the mo6t valuable mineral deposits, which are
being brought in the largest vessels to Cleve-
land, Pittsburg, and other manufacturing cen-

ters for utilization. Lake Erie, one of the

smallest, is the most dangerous to navigators,

being subject to the wildest agitation by wind
and storm. The greatest length of Lake Su-

perior is 335 miles; its greatest breadth is

160 miles; mean depth, 688 feet; elevation,

627 feel ; area, 82,000 square miles. The
greatest length of Luke Michigan is 390
miles; its greatest breadth, 108 miles; mean
depth, 900 feet; elevation, 506 feet; area,

23,000 square miles. The greatest length of

Lake Huron is 200 miles ; its greatest breadth
is 160 miles; mean depth, 600 feet; elevation,

274 feel ; area 20,000 square miles. The
greatest length ol Like Erie is 250 miles; its

greatest breadth is 80 miles; mean depth, 84
feet; elevation, 555 feet; area, 6 000 square
miles. The greatest length of Lake Ontario
is 180 miles; its greatest breadth is 65 miles;

mean depth, 500 feet ; elevation, 260 feet

;

area, 6,000 square miles. The length of all

five is 1,584 miles, covering an area of up-

ward of 90,000 miles.—R R News.

Synopsis of the Amended Patent Law.

[From the Scientific American]

We have now before us a copy of the law
to revise, consolidate, and amend the statutes

relating to patents, recently enacted by Con-
gress. It contains no radical changes, but
simply codifies the old system, and reluces it

into more compact shape. We do not consi-

der it necessary to print the entire text of the
bill, but will present a summary of its chief

features.

The officers provided for are a Commis-
sioner, Assistant Commissioner, three Exami-
ners-in-chief, Chiet Clerk, Examiner-in-chief
of interferences, twenty-two Principal Exami-
ners, twenty-two Assistant Examiners, Libra-
rian, Machinest, five clerks, class 4; six

clerks, class 3; fifty clerks, class 2; forty-five

clerks, class 1; and purchasing clerk.

Additional clerks, male and female, copy-
isis, etc , ad libitum, or according to neces-

sity.

The claims and engravings to be no longer
published in the report. The annual report

to contain only a list of the patents.

The three Bxaminersin-chief required to be
persons of competent legal knowledge and
scientific ability.

No other persons connected with the

Patent Office required to have such quali-

fications.

Models to be furnished when required by
the Commissioner.
The printing of the patents and drawings

is authorized, and we trust that the Commis-
sioner will make the work creditable to the

advanced state of American art and inven-

tion.

All persons may take patents, provided the

invention has not been in public use for more
than two years.

No discrimination is made against Canadi-
ans The law requiring foreigners to put
their inventions on sale within eighteen months
is abolished.

Assignments void, as against a subsequent
purchaser, unless recorded wiihin three

months from date.

All cases can be appealed from the Com-
missioner to the District Court, except inter-

ference cases.

In cases where a patent is refused by the

District Conrt, an appeal by bill inequity may
be taken.

Disclaimers may be filed.

Designs may be taken by all persons—no
discriminations. This will enable foreign

manufacturers to protect themselves against

having their designs copied, which has hitherto

been quite extensively practiced in this coun-

try, especially in the production of textile

goods.

Trade-murks may also be protected by
rms or individuals Twenty-five dollars for

irty years, with right of renewal.

The above are the more important change 1'

ade by the new law. They are simple, and
n the whole commendable.

B@~The English national debt is six hun-
dred million dollars less than it was at the

close of the war of 1815, and three hundred
and fifty million less than at the close of the

Crimean war.

fl@"~Romer, a Danish astronomer, who
flourished in 1676, was the first person who
discovered the velocity of light, which he cal-

culated to be at the rate of 167,600 geographi-

cal miles a second.



THE RAILROAD RECORD. «3L

How Glass Paper Weights are Made.

Every one knows those paper weights of

eolid colorless glass in a hemispherical shape,

in the center of which are boquets, portraits,

and even watches and barometors, etc., etc.,

but few persons know how or by what means

these things are incarcerated in the center of

the glass. There is a great distinction to be

made not merely between ihe objects, but also

between the materials of which they are com-

posed. As those representing flowers or bo-

quets in glass—those from which the name is

derived—are the most ancient and the best

known, we will begin with them.

The first thing to be done is to sort and ar-

range a certain quantity of small glass tubes

of different colors in the cavities of a thick mol-

ten disc, disposing them according to the ob-

ject to be represented. This done, the tubes

are inclosed between two layers of glass. To
do this they begin by placing on one side of

the disc which contains the tubes a layer of

crystal, to which the lubes soon become at-

tached. When this is done the disc is removed

and the second layer of crystal is placed on

the opposile side The object being placed in

the center between these two layers of glass

thus soldered together, it becomes necessary

to give the ball its hemispherical form, which

is done when the crystal is again healed, by

means of a concave spatula of moistened

wood. It then only remains to anneal and to

polish it on the wheels.

That a glass ornament being covered with a

layer of hot glass, should receive no injury or

change of color, may be easily understood

from its extremely refractory nature; but it

is not the same with objects in metal, such as

watches barometers, etc., which a fair less de-

gree of heat would oxidize or even entirely de-

Btroy. The mode of manufacture, therefore,

of these latter objects is quite different from

that of the first. It is easy to prove this. If

we look at a paper weight, provided the inter-

ior be of glass, the upper and under part of

the recipient will also lie of glass If we now
examine a paper weight containing a wateh

or barometer, under the lower part of the/ball

will be found a piece of green cloth, the use

of which is to keep in place the objects which,

instead of only forming one body with the cov-

ering of glass which surrounds them, are only

placed in a cavity made beforehand in the

center of the half spherical ball. In a word,

to take out the glass ornaments it would be

necessary to break the paper weight, whilst to

take out the others it would suffice to take off

the cloth.

As for the paper weights in which are placed

portraits, usually of a yellowish color, these

progles are made of refractory earth, and many
thus bear well a heat which often softens glass.

Manufactured successively at Venice under

the name of inillefiori, and then in Bohemia,

thpse paper weights have been carried to per-

fection only by French artists. The sole diffi-

culty in their manufacture is in avoiding in-

ternal air bubbles, which would the more de-

form the objects, as any defect would be much
increased by the thickness of the glass.— Chi-

cago Journal of Commerce.

It is estimated that 1,900,000 persons

are employed in manufacturing establishments

in the United States, and that the number
supported thereby is 10,000,000. Of this

number, 640,000 are employed in the manu-
facture of iron, 6teel, and in mining ore and

coal. The amount of capital employed in

the manufacture of iron and steel is $420,-

000,000.

The Debt Statement for August.

The most striking feature in the official

statement of the public debt, says the Keen-
ing Post, is the very large decrease in the

aggregate amount during the last month,
$17,034,124. Since March 1st, 1870, the cur-

rent receipts of the Treasury have exceeded
by $69,004,001 the expenditures; and that,

amount has been applied to the reduction of

the debt This is at the rate of $13,800,0.10

per month, or $165, 000,000 per annum; and
making due allowance for the large receipts

in the spring months, indicates a probable re-

duction of the debt at the rate of $132, 00',000
per annum so long as the present tax system
lasts, and at the ratd of nearly $60,000,000
per annum after the remissions enacted by
the last session of Congress shall take place

Had the tariff been revised in the interest

of the revenue, and not in that of ihe manu-
facturers of steel, woolen goods and thread,

the present rate of reduction might have been
maintained, while diminishing by one half the

burden of taxation on the people; or, belter

still, more than four thousand of the articles

now heavily taxed might have been made en-

tirely free of duty, and the annual reduction

of $60,000,000 maintained, while the trade

and industry of the nation would have revived

so rapidly as 10 lead to much greater reduc-

tions of taxation within a few years, and mill

to pay nff the entire debt before this genera-
tion of men shall pass away.
The amount of gold in the Treasury is

$102,930,206, less by $9,845,843 than a month
ago; but the amount of interest due and ac-

crued has been diminished in July by $15,-

667,661, while the certificates pay ible in coin

on demand have increased only $4,233,360, so

that the gold reserve, the property of the gov-

ernment, is now $30,470,355, or nearly two
millions of dollars more than it was on July

1st.

The currency balance in the Treasury has

heen increased during the month from $28,-

945,067 to $38,068,623—a much larger sum
than Mr. Boutwell has ever held in this form
before, and more than five times as large as

he held in April, or for the greater part of the

year preceding. The object of this accumu-
lation of paper money is doubtless to be ready

to redeem the three per cent, certificates as

fast as tliey c<m be presented under the new
curri-ncy law. At present the prospect, of

their return in large amounts is distant, since

there seems to be little demand for the new
banks authorized by that act. But the fact

that the Treasury has been able to take in and
lay aside money at the rale of ten million

dollars per month, without in any way disturb-

ing the loan market, and that it can at any
tjfne pay out thirty millions of dollars without

losing a fair working balance, is favorable to

continued ease in money.

The Journal of Applied Chemistry is

authority for the statement that the iron salts

are among the most valuable of disinfectants.

Metallic iron will also prevent water from be-

coming foul. It is well known that iron rusts

in water chiefly at the expense of the free

oxygen contained in it. If water be sealed

up in a flask after the removal of the free

oxygen a polished piece of iron will remain

bright for an indefinite length of time. By
pulling iron filings into a cask of water stored

for a long voyage, the usual bad smell will be

prevented So, also, the water in a vase with

flowers will be less likely to smell badly if a

few nails be put in than otherwise.

Military Strength of European Powers.

As, in the present crisis in European affairs

everything bearing on Ihe subject is of inter-

est, we reproduce a summary of the remarks
of M. Gamier Pages, one of the ablest and
most influential of the Liberal orators of the

Corps Legislatif The occasion was a discus-

sion on the army contingents bill, on June
30, just one day before the announcement of

Prince Leopold's candidature for the throne

of Spain. M. Pages said :

Nothing can be more instructive than a
comparison of the different military organiza-

tions in Europe, I shall therefore make some
brief observations on the subject

Russia has a population of 78,000,000; the

system is recruitment—often forced; the men
serve fifteen years; the average effective is

697.000 men, and the expense 425, 0011, OllOf.

England has 31,000,000 souls, and the sys-

tem there is voluntary enlistment, the active

army at home is 127,000 men, and 64,1100 in

India, the whole with an expense of 357,000,-

OOOf, and with, in addition, 142,000 men of

the militia.

Italy has 26,000,000 inhabitants ;
the effect-

ive is 167,000 men, but in case of war 500,1)00

may be called out. ; the cost is 1 30,000,OOOf.

Austria has learned an important lesson at

Sadowa, and wilh a population of 36,000,000
has estab'ished an obligatory service on all

citizens without disiinction ;
in peace lime

her effective is 240,000 men, and her outlay

195,000,000f.

Bavaria has 50,000 men, at an expense of

35,O0O,00Of.

I need not describe the Prussian system
;

you are aware that North Germany has 300,-

000 on a peace fooling, and 957,000 for war;
the cost is limited to 225,OOO,O00f.

Switzerland, for 2,000,000 of souls, has 85,-

000 men for the active army, 50,000 reserve,

and 65,000 lanjwehr, forming, at a critical

moment,' a force of 200,000 men, very easily

assembled, at a cost of only 8,000,000f.

I shall now show that France makes a
greater effort for her army, anj spends more
to produce an inferior result. Our active

force is 400,000; the reserve, 400,000; the

National Guard Mobile should be 550,000.

Total, 1,350,000. And what is the cost? The
ordinary budget, for 1868 sets down 492,000,-

OOOf for the War Department, and 178,000,-

OOOf. for the Marine; total, 600,000,0001; and
48,000, OOOf. for military pensions, and ihe

wnole figure is 648,0()0,000f. Add to all this

the interest that our wars have cost us,

amounting to 120,000,000f of rente, and the

total amounts to 768,000,000f. ; and if we es-

timate the loss of inactive arms at 240,000,-

080ft; we shall find that we pay more than

1,000, 000, OOOf. for our military organization.

Thus, while Austria and the Northern Con-
federation together have a military budget of
499,000,000f, France, for herself alone, ex-

pends mu''li more. Surely there is matter
here for serious reflection. The Prussian sys-

tem would give us more men at a less cost.

JB^*In 1840, the silk product of the coun-
try was 60,000 pounds, worth $250,000; in

1^44, 400,000 pounds, worth $1,500,000; in

1850, it was only 14,763 pounds. In 1860,

the product of five States, including Pennsyl-

vania, was 5,000,000. The business has in-

creased steadily ever since. California is

devoting great energy to it, and its silk-worm

eggs are highly valued. Of $214,900,000 raw
silk produced annually, Asia is credited with

$141,000,000; Europe, $73,480,000; Africa,

$220,000; Oceanica, $120,000, and America,

$80,000.
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Washington, July 27.—By direction of Sec-

retary Boutwell an interesting statement has

been prepared at the Treasury Department,

showing in detail the receipts and expendi-

tures of the Government, from the 30th of

June, ly <«0, to the close of the last fiscal vear.

The aggregates are shown by the following

table :

Expenditures. Receipts.

1860 $63,"25,789 34 $55,970,833 89
18iil 06,3o7,)27 20 41,344.983 82

1882 474.7 1-1,78122 51,935,720 7ti

18(53 714,709,995 58 0,1,399,766 40

1864 855,334,087 86 260,623,717 44

1865 1,290,312,082 41 329,567,886 66

1866 520,809,416 99 560,250,353 90

1867 357.242,478 71 490,634,010 27

1868 337,340,2*4 86 405,638,083 32

1869 321,490,597 75 370.943,747 21

1870 292,117,269 31 408,831,372 42

Total. ..$5,303,700,811 23 $3,087,155,475 30

The public debt was in 1860 about $100,-

000,000. It is now $2,218,545,335 93. The
following items show how this $5,303,700,-

811 23 has been disposed of since the fiscal

year commencing June 30, 1859:

For the executive, $56,000 C00; for the ju-

diciary, about $15,000,000; for the army and
volunteers, $1,140,632,060 94—$328,000,000
of ibis having been expended in the year 1865.

For the Quartermaster's supplies, engineer's

and miscellaneous supplies of the War De-
partment and army, $2,146,776,896 53; for

bounlies from 1863 to 1870, *98, 208,000; for

the navv, $480,043 081 25; for pensions, na-

val and' military, $136,931,457 58, about $2,-

130,622 53 of which was expended before the

rebellion commenced; for the Indians, $39,-

285,017 78; for inlerest on the public debt,

$851,850,713 29, of which $3,177,314 62 was
expended in 1860, and $4 000,173 76 in 1861

;

for Congress, $36,969,649 78; for public

buildings, over $i 7,000,000; for deficiencies in

the Postal service, over 25,000,000, of which

$8,196,009 26 was expended in i860, $4,064,-

234 44 in 1861, and about $4,950,000 in 1870;
for improvement of rivers and harbors, nearly

$13,000,000, nearly $11,000,000 of which has

been exnended since 1867; for foreign inter-

course, over $20,000,000, $7,200,000 for Alaska
being counled in this aggregate; for expenses
of collecting the Customs revenue, $52,591,-

811 93; for expenses of collecting the inter-

nal revenues since 1866, $39,000,000. The
balance, of over $175,000,000, is charged to

various miscellaneous expenses.

8§F* The Ironton, Portsmouth & Cincinnati

Railroad, which was to connect our city with

the Chesapeake &, Ohio Railroad, has, it seems,

come to grief before it, so to speak, came at

all. The Engineer has been compelled to

suspend the preliminary survey because there

are no funds to pay him for his work. Ham-
ilton county has failed to subscribe her pro-

portion, and so have Brown and Clermont and
other counties along the line. When the en-

terprise of a people gives out at. so early a

stage of a great public work, it is not worth
while to indulge in any sanguine hope of its

final completion. We do not know whether
the fault is with the people or the managers,
but we do know that if the counties through
which it is proposed the road shall be built,

from Irontoo to Cincinnati, can not, or will

not, pay for the preliminary survey, they will

not be likely to get a road for some time to

come. Probably the region would be a good
one in which to organize a company to estab-

lish a line of Couestoga wagons for communi-
cation with the outer world.

The Salt Piioduct of the Saginaw Val-
ley.—The salt product of the Saginaw
Valley lor the present year, is estimated at

600,000 barrels, a little more than last year
and aciual figures may slightly overrun this

estimate. Early in the season an understand-
ing was effected between the Saginaw and
Bay Salt Company and the Onondaga Salt

Company, of New York, through which the

Western ports and cities should he supplied

with salt, in such a manner as to avoid the

crushing competition that has existed between
these rival companies of territory of markets.

The arrangement is made on the basts of the

amount of salt made by each company last

year. To all ports and markets west of and
including Cleveland, the Onondago Company
is to ship four-sevenths and the Saginaw
Company three-sevenths. The disposition of
our salt this year, on a basis of 600,000 bar-

rels, will he about as follows : Barrels
Cleveland 65,000
Toledo 65,000
Sandusky and Detroit 20,000
Chicago 300,000 to 350,000
Milwaukee 50,000 to 60,000
Mackinaw Grand Haven,
Waukegan, Racine and
Lake Michigan port*, bal-

ance, say 40.000

600,000
m i £-

BQSfTlie new currency law, authorizing

$54,000,000 additional circulation, apportions

to the States and Territories named below, as

follows :

Virginia ; $4,915,985
West Virginia 457,770
Illinois ... 1,079,572

Michigan 786,776
Wisconsin 2,117,939

Iowa 681,363
Kansas 174,712
Missouri 3,000,412

Kentucky 4,651.349

Tennessee 4,331 759
Louisiana 5,435,193

Mississippi 2,980,470

Nebraska 6,576

Georgia 4,681,728

North Carolina 4,098,628

South Carolina 4,216,838

Alabama 4,081,212

Oregon 161,273

Texas ; 2,032,194

Arkansas 1,455,519

Utah 58.3H2

California 1,717,388

Florida 5 46,442

Dacotah 15,441

New Mexico 277,339

Washington Territory '.. 47,180

Total $54,000,000

Working in Quicksands.—The sinking

through the land and water at lite Baltersfield

colliery, Bagilt, North Wales, by means of

pneumatic power and diving-bell dresses, has

been so far successful that the workmen have

at last, at a deplh of about thirty yards, got

down to the sclid stratum. The tubes have

been taken out, and pumps for getting out

the water are now being put down. Of the

difficulties which have had to be encountered,

some idea may be formed when it is stated

that, considerably more than a year was occu-

pied in sinking to a depth of about twenty

yards. The colliery will be about the largest

in the kingdom, the shaft being uo less than

twenty feet clear iu diameter.

Railroad Items.

—The Northern Pacific Railroad Company
has agreed to make Duluth the sole terminus
of that road for six years, and the Western
Land Association has given the company one-
half of all its property in and around Dnlutb.
Tim Superior and Missi-sippi Railroad Com-
pany has given one-half of all its real e-itate,

including the depot grounds and water front-

age, in consideration therefor.

—Grading on the Baltimore k Potomac has
been finished on the main line of the road
from the Patapseo to below Marlboro. Ties
are being delivered along the line, and it is

probable that a considerable portion of the
rail will be laid this fall.

—The Pullman Palace Car Company, or-

ganized in 1867, with a capital of $1,000,000,
has now increased it to $8,000,000. It runs
its cars over fifteen thousand miles of rail-

way, and employs about three thousand men.

—Atmospheric brakes are now in opera-

tion on several of the Pittsburg, Ft. Wayne
.t Chicago Railway cars. Trains on which
this brake is used can be stopped almost in

an instant

—The Alabama k Chattanooga Railway
Company does its own express business, and
is said to succeed admirably, and to tempt
other companies to imitate its example.

—The " dead weight" of a railway train, in

the way of engine, fuel, water, cars, etc., is

from 1.3O0 to 1 500 lbs. for each passenger,

even in a well filled train.

—The amount of railway bonds'voted by the

Michigan towns is $4,072,275 80, of which

$361,400 has been issued to the companies.

—Between five and six hundred hands are

at work on the line of the Laclede & Ft. Scott

Railway, between Lebanon and Buffalo, Mo.

—All the conductors on the Erie are mar-

ried men. No single man is employed in that

capacity.

—A New York paper estimates that for the

next few years 5,000 miles of railroad will be

constructed on an average each year,

Biyard Taylor complains that the finest

scenery on the Union Pacific is defaced by the

advertisements of quacks.

The London Ironmonger contains the

following: We are running a great risk in

England of being beaten by America in the

manufacture of axes, shovels, hoes, and other

implements of the kind. The Pittsburg steel,

both cast and rolled, is fully up to the mark
of the best English— in fact, to such a degree

that it is not only supplanting our produce,

but in every shape of tool it is being largely

exported to the European continent. Ameri-

can bolts and hinges excel ours, and medium
American cutlery of all kinds is cheaper and

better than any manufactured here. We
trust that our Sheffield houses will look to

their laurels, and strive to maintain the supe-

riority of make and world wide command of

the trade for which they have hitherto been

celebrated.

8@~ Progress on the Hoosac tunnel during

July was as follows: East end, 123 feet; cen-

tral shaft sunk 33 feet ; west, end 97 feet.

The Deerfield river has been very dry through

the month, affording insufficienl power for full

working of the machinery.
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AMERICAN

The undersigned are now ready to contract for the
delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, aud of the best quality.

PENNSYLVANIA STEEL CO.
424 Walnut St., I'HILADIiLPHIA.

CAMBRIA IKON CO.,
400 ClK-s.mt St., PHILADELPHIA.

2-21 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Rail,
Xow fully demonstrated to be the TRUE STEEL

KAIL, we are now ready to negotiate witli Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railxvuy economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. £,. BOOT8S & CO.,
Rochester, i\. Y.

HAVEN & ALLEN,
72 Broadway, !V. T.

HARRISBURG FOUNDRY
AND

MA CHINK WORKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTUREBS OF

MACEI1JZZT& TOOLS,
SUCH AS

Lathes, Platters, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, tfc.

W. T. IIILDRUP, Treasurer.

Hawkins H>rthel & Burrall,

Gibii & !YFcei)qf|icql Jrigiifiecft?,

BUILDERS OP

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howet's Patent Truss,

And other Timber Bridpes, Roots and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Kitting, Docking,
and General Railroad Work.

88 Main St., Sprint/field Mass*

B. F, IJatokinn. Geo, P. Herthel. W. H. Burrall.

Le Van's

Improvefl Governor,
"WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-

faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense Ifnot as
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Co.

& E. cor. SUh and Wood Sis.
,

Philadelphia*

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
TIIKODOLTTS. TRANSITS. LEVELS..

DRAFTING INSTRUMENTS, Ac,

67 W. Sixth St., Cincinnati, O.

Circulars sent free.

19-.i.;n. lrl

Established 18,13.

E DW'IS J. IIORiVEm
Successor to

McDABTEI. «ft HORXER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington,,I>t-'t»WKre

GRAND SCENERY!
B@rQUICKEST ROUTED
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PllILA I) EL PITTA

,

NEIV TOHK, and

HOSTOX,
WITH TI1E PRIVILEGE OF GOING TOWASHINGTON

NO CHANGE OF CARS
b'rom Cincinnati *Dri 1 +1 vn r\-r*Ck and t>ut ONE

or Columbus to JJCtJ. LlillUi C CHANGE
l*itilad- tpltin and S&w Yorh.

Ask for TICKETS and RaltimnrP A O'lin R RBAUGAUh. CHECKS viaDdl ImlUre UiUlllU n.n

J. I.. WILSON, Master nf Transportation.
L. M. COLK, General Ticket Agent,
J. B GIBSON, General Western Paspeneer Apent.

JANUARY 1st, 1870.

Cincinnati to tit. Lovis Without
Change of (Jars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

JsTerson City, and all pointB on the Lower Mis-

sissippi Iliver, und on the the IlliuoU

Central Railroad.

TttAIISS RUJV AS FOLLOWS :

St. Louis, Evrtnsville and Cairo

Mail 7:15 A M. 10:55 P.M.
Osgood A'«ciimmodntinn. ,. 3:10 P, M. 8:45 A.M.
Throuph Western Express 5:H> P. M. fl:3(l P. M.
NL'ht Express 10:tf0 P. M. G:0U A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
r;eunes time, 12 minutes slower than Cin'ti time.

For tickets or iniornmtinn apply at Offices, 13 C
J Vine

Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. B0NDURANT, Superintendent, Cin.O.
C.E. FOLLET.Qer.MTick't Ag't, SV. Louis, Mo.

ciiiiKiiliu litis
Aa in use on the National Despatch Lioe of

Cars, adapted to two or more gauges. For
information apply to

The Lobdeli Car Wheel, Tire & Machine Co.

Manufacturing Agents,

M'iliiiiiigton. Delaware, or
CHAS. BOt'KliS * CO, Moston.Mnss.

2-13-9, 52

THE LOBDELL

CAR-WHEEL, TIRE k MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1S:16.

Allkinds ofKailroadMachinery
GEORGE G. LOBDELL, President-

P. N. BKENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,52
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HOO MILES under

line Minagemcnt.

MILES without

Change of Coach™.

EIR1S BAILWAY. Best Route to St. Loui*aud Chcago

Indianapolis,
iBROAD GAUGE, DOCBLETRACK ROUTE

FOB.

—

KEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia

T
Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

IE* ennsylvania.
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK toNG*V YDKK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES"he'sHORTER ROUTt.

TWO EXPRESSTKAINS DAILY
Leave CINCINNATI from DEPOT, comer Fifth

and Hoadlev Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. If., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urban.., 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 140 P. M., West Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10P.M.; Meadville, 8.00 P.M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-

ners, 1.40 P. M. (Dine); New York, 3.00 P.

fif". Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Ringhampton for Coopers/own,

Alhany and the celebrated summer resort,

ShaTon Springs, and at New York with

atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urbana,

1 25 A. M.; Galion, 3.58 A. M ; Mansfield,

4.44 A. M.: West Salem, 5.59 A. VI. (likf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Horuells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the Pout h, and at. N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Gauge, arranged for both Day and Night Travel.

ar -* attached to this train at Cincinnati and run through to

New York, forming- t lie Only 1,inc running through
S(;n Miles without Change.

Roslon mid New E-.ift"l»n«l Passengers,
wit li ISieir Bujrgapre. an* I ransferrecl FREE
OF CIIARGK in Xeu York.

Vf
-

/
3 The Krie Railway Company has opened a new

Ferry from their J*-r.-c-.v City Depo to the foot of Twenty-
hip) Sin et. New York, thu.* enabling parsengers to reach

he i.i per portion of the city without the expense and an-
noyance ol a street car or omnibus transfer.

Tr^ The scenery along the entire route of the Krie

Railway is of the most picturesque and be.iuiiful character.

Admirers of Nature's beauties, in a daylight journey over

Ibis Line. »ill find in its ever changing landscapes sub
ects of continual admiratb n and intere-t

BaggageCheck'd Throxigfli
And Fare always an Lovj as by any other Route,

ASK FOR TICKETS VIA ERIE RAILWAY,
Which C-tli he olit a\: ed ;it the Company's Offices in Cin-

cinuati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
House, and foot of Broadway , (Spencer II , use Block),

and at all principal Ticket Offices in the South and
SonitirK&L WJI. H. BA UK.W B SI¥ATTIX\ Gen\ Pas*Y Ag'l

Seneral Southern Agent.

CINCINNATI

lafayette" railroad
Great Through Passenger Route from CINCINNATI to

C HIC AGrO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Biver Towns and Cities in the West,
North west and South-west.

ItZTThe7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, I860, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... " .20 „m 12.41' am
St Louis and Springfield Express... 2.40 pm 7 35 am
*St. Louis ami Springfield Express. 1"-2U pra 3.42 pm
L-iwrenceburg Accommodation 10. 10 am 2.35 pm
Lawrenceburg Accommodation 4.^0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am J 0.15 am
Chicago Express 50 pm o.3<> pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickeis can be obtained atthe BurnetHouse
Office, comer ol T Mid and Vine ; Rivei Office, corner of

WalnutStreetand River ; and at Depot, cornerol Plum
and Pearlstreets. The splendid Passenger Depot of the

[ . &l 0. Railroad is about a mile neaiertl.e businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON -Superintendent.

A. E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVK.

Eastern Express (Erie Railway). 7:00 A. IW. 6:3" P.M.
do do do ..9:45 P.M. 7:00 AM-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. li-

do do do 6:30 P.M. 7:00 A.M.
Lima Fort Wayne Al Chicago.... 7:15 A. M. 10:25 p. M-

do do do .... 2:30 L\ M. 5:40 |\ M.
do do do ...6:30 P.M. 7:3UA. M-

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation .... 2:30 f. M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 0:30 P M. 10:20 A. A.
Muiiciei Indianapolis .... .... 7:15 A. M. 10:25 P.M.

do do 5:L
L P.M. 1:20P.M.

Hamilton, Eaton & Richmond... 7:15 A. M. 10:25 I*. M.
do do do. ... 5:l!0 P. M. 10:2» A. M.

Hamilton Accommodation 9:30 A. M. 8:05 A. M.
do do 6:50A M.

Trainsrun SEVEN MINUTKS FASTER than Cinclc-
jatilime.

For alUnformationand throughtickets, please apply at

tieold office, south-east cornerof Broad wayand Front; Bur-

net House Office, corner Vine and Rakerrtreets. and at the
respective depots. EastFrontand WesiSixth streets.

D. MCLAREN. Oen'l Superintendent.

SAM'L STKPHKKBuN^enTTick't Ag't.

JmnibUECi-cail for passen.er? .

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton Ac

Dayton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Baltimsre t New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.

Tixxx© only 3 liours
Fare Only 83.50—Transfer from Hotel or
KesiUeuce to I>euot> iu loviugtuu, Free.

mHE SHORTEST ALL-RAIL ROUTE TO
_I_ Louisville, Nitsbville, Memphis, New
Orleans, and all points South.

Trains leave Cincinnati as follows :

Lnuisville Mail - .....

Louisville Fiist Line
Louisville Express
Louisville Night F xpresB

LEAVE.
. ... T.2U A M.
.... 1.211 P. M.
... 5.00 P.M.
...11.15 P. M.

ARRIVE.
9.(15 A. M.

11.15 A. M.
6.45 P. M.
5.00 A. M.

Th<- Low Fare Season and Commutation Tickets, good on
the Walton Accommodation , oiler great inducements to the
citizens of Cincinnati and Covington -who wish to pur-
chase country residences or small farms for gardening.
This train leaves late ill the afternoon, and arrives early
next morning, giving all day to attend to business. For
further information as to routes, low fare, &c, please apply
at JJo 1 Burnet House, or Depi t. Covington. Ky.

SAM'L GILL, Gen'ISup't. Louisville.

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib*
erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
with the Lehigh Valley Railroad and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.

Commencing August 30, 1869. Leave New York as
follows

:

6:55 a. m.— For Easton, Bethlehem, Manch Chunk,
Williamsport, Wilkesbarre, Mahouey City, Tuckhannock.
&c.
7:15 a. m.—For Somerville.

8:30 a in —For Flemington, Junction, Stroudsbur^
Water Gap, Scran tun, Kingston. Piuston. Great Bend^&c.
12 ill.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Laocaster,
Ephrata, Lhiz, Pottsville, S'crariton. Harrisburg. Ac.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvidere. -

4:30 p. m.—For Somerville.

5:25 p ill.- For Somerville and Flemington.
6 p. in.— For Easton and intermediate stations.

7 p. in.— For Si'iuerville.

7:20 p. ni.-EMiiiii4.NT—Stopping only at the princi
pul stations.

9:00 p. m.— Foe Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown, Harrisburg, and the West without
change of cms to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Kxprkss, daily (except Satur-
days.) for Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cara
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawaunaand Western Railroad for all sta-

tion* to t^ranion. This tr;dn will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
Allentown, Reading. Hfirrisburg, Pittsburgh, and the West
—connects at Harrisburg with tr.,in fur Williamsport, Erie
fee

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
e:I5., 8:30, 9., 9:20, ln:30, 11:40 a. m —12 m., 1:10, S:t0

3:00,3:311, 3:45, 4:15, 4 30, 4:45, 5:10, 5:25, 5:45, 6:00,6:25,
7:t0, 7:2 ,7:40,8:<O, 9:00, 9:40, 10:45. 11:50 p. m.

Tickets for the West can be obtained at the office of th«

Central Railroad of New Jersey, foot of Liberty st., N. Y. #

atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ;<t

No. 10 Greenwich st., and at the principal hotels.

R. E. RTCKER,.Superintenden r

H. P.Baldwin, Gen Pass. Agt»
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perm nth 40 00
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Cards not exceeding four lines, $7 00 per annum.

WRIGIITSOSI & CO., Propr's.

Tbe Mines and Future of Sunday Creek
Valley.

The mines, where are they? Only three or

four openings in that immense bed of coal

—

and none at all in the iron—have been made

If ibis immense mass of coal and iron is to be

made profitable to the country and mai.kind,

labor and capital must be applied to them.

Then the results will in future be attained, as

they are now on the Clyde, in the employment

of tens of thousands of work people, of tens of

millions of capital, and of large profits to all

concerned. The great thing, then, is to intro-

duce capital and begin furnaces, railroads and

factories, in which all this wealth of nature

may be employed to advantage.

Let us now look at some of the facts and

prospects connected with this region. In our

last paper we noticed the Atlantic & Erie

Railroad, whose surveyed route passes through

Sunday creek valley, and must, therefore, be

the outlet of its products, if those products are

ever brought forth. We mentioned that two

weeks since, this new road was put under

contract from Bucyrus to Toledo, a distance

of 65 miles, and making in all 184 miles now

under contract. The contractors are B Mc-

Donald & Co., and the engineers are now lo-

cating the road. So far as we know, and

have reason to believe, this work will go on,

and be the means of developing this hereto-

fore hidden region. We have already de-

scribed the " greut vein," as it is culled, on

Sunday creek, 12 foot vein, and which we veri-

fied by actual measurement to be so. There

are within a few uiles three veins of coal,

respoctively of 4 feet, 6 feet, and 12 feet,

either one of which is sufficient for all manu-

facturing purposes during the next thousand

years. But some persons, jealous of the at-

tention this section of country is now receiv-

ing, say that the 6 foot vein is not an inde-

pendent vein, but a continuance of the 12 foot

vein. What of il? As we saw these all at a

very few miles apart, we are compelled to be-

lieve them three distinct veins, one of which

is not equaled in any other place, and all of

which are workable. A 4 foot vein of coal is

workable and profitable; and when those

veins are so near horizontal, and near the

surface, the cost of getting out the coal is

almost nothing. As to the 12 foot vein, that

is indisputable and undisputed. That vein is

nearly horizontal, and for two or three miles

almost level with the road. This fact is

enough, and when we add to it that this coal

is of tbe very best quality west ol the Alle-

ghanies, we have said enough to show that no

coal region can surpass it. The same 12 foot

vein reappears at Straitsville, some 8 or 10

miles west, on the west branch of Sunday

creek. Heretofore, all that the public knew

was what was set forth in the Straitsville in-

terests. There was a railroad incorporation,

and the stock we believe actually subscribed,

to make a railroad from Straitsville to New-

ark, but from some cause (of which we know

nothing), it fell through. We believe parties

are still engaged in getting up that enterprise.

In speaking of ihe vast deposits of coal in

Sunday creek valley we do not pretend to say

that there is not an abundance of coal through

southern Ohio, but ibis is the point of our

remarks on that suhject (and we challenge

contradiction), that the quality of the coal,

and the ease and cheapness of yetting it out,

are unsurpassed, and indeed not equaled, any

where. It is the Brier hill coal, and il is

twelve feet thick, cropping out in the valley,

wheie no artificial works are necessary, and

none of the expense required, in nearly all

other mines. Any man of sense can see this,

and see that in the north-west this will be tbe

cheapest coal which can be got.

Let us now notice the iron. We saw iron

on every mile we rode through, but we do not

pretend to know its exact quality and value;

neither can a geologist tell that till he ana

lyzes it. We know three facts: 1. That

there is an abundance of iron there
;

2. That

this very iron is now being carried to Louis-

ville to use in the iron works there; and

3. That the southern part of Perry county is

in the very hevrl oj the Iron belt. Let u«i look

at the last fact. II we take a map and ruler,

and draw a line through the western furnaces

the eastern furnaces of those counties, we

shall find lhat the south half of Perry county

is between these lines continued. Some ironi

though little, has been found in the north bait

of Athens countv. It is, therefore, absolutely

certain that the vallev of Sunday creek is in

the midst of the iron region, which extends

from the Scioto to the lake, through Mahoning

county. We say, further, (hat in Mahoning

county, where the Brier hill coal is found,

beds of the best iron have also been found and

worked. Hence, by analogy, if we had no

other means of knowing, iron of the best

quality should be found in Sunday creek val-

ley, and this corresponds with our own obser-

vation. But at this point comes the practical

question, Will this iron be worked? Wil|

furnaces be established ? We are told that, a

company is now preparing to build a large

furnace there. A difficulty arose before the

minds of practical men, which a bystander

would not have thought of. Is there water

enough? A modern furnace, of great 6ize,

requires a large amount of water, and wants

it all the while. One would think that Sun-

day creek would furnish all the water. So it

will, for nine months in the year, but our

streams are dry two or three months in the

year, and a furnace can not afford to 6top

that time. But this difficulty is entirely re-

medied. We saw, ourselves, near the point

where the furnace is intended to be erected, a

well dug and opened. This well furnished a

large amount of water. Further, a little ex-

pense in dams will furnish ample supplies of

water from reservoirs. There will be water

enough. A company (as we said) is now pre-

paring to erect an extensive furnace about 12

miles south of New Lexington, in the valley

of the creek. We are told that this furnace

will be: Across the border, 15 feet; hight, 65

to 70 feet, stack with Beck's improved hot

blast; engine, 3(5 inches bore, 6 foot stroke;

blowing cylinder, 8 foot bore, 6 feet thick.

This engine will be sufficient for two fur-

naces. Such a furnace as this will make

more iron than any one we now have. We
hope the projectors may be able to carry

through their plan, for if they do the example

will be followed, and Sunday creek valley

fully developed. If the railroad should be

made from Cbauncey to New Lexington (hav-

ing lines of railroad at each extremity), these

vast mineral deposits will be fully developed,

even if the road is not made beyond. The

results will be most auspicious to the whole of

south-eastern Ohio. Furnaces and factories

will arise, towns and cities be built, aud in-

dustry and prosperity smile upon all around.

Capital can do no better work than in em-

ploying labor to develop the resources of the

country. Why should we not do what is done

on the Clyde, set a new industry in motion,

give employment to laborers, build houses,

of Scioto, Vinton and Hocking counties on and fill the land with the joyful voices of sue-

on side, aud then draw another line through | cessful industry? Why not?
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A Charming Book —Foremost among those

old stories which have served to excite the

mirth of successive generations of school

children stands the time-honored tale of the

Scotchman who was found by a friend pouring

over the pages of the dictionary, and on being

asked how he liked it, replied, "Oh, weel the

stories are braw, hut they are unco short."

But the dictionary of to-day is as unlike that

of twenty years ago as the butterfly is unlike

the worm. It has burst from its former dull

respectability into the glory of a picture gal-

lery. In learning, in extent, in everything it

has made a vast advance ; but with its illus-

trations it enters a new sphere of attrac-

tiveness.

A relative of mine, who prides himself

upon his fine collection of books, drove up to

my door the other day. I asked him to step

into the " library." His eyes opened a little,

I fancied, with an amused look, as if he won-

dered whether I, with my meagre salary, was

going to set up a rivalry with bim.

He entered the room, looked around with

some apparent surprise, and said, " Library?"

"Certainly," said I. " Where are the books?"

"Here," said I, pointing to "Webster,'

which stood proudly on a shelf, alone, for the

reason that I had nothing to place beside it.

" Many volumes in one " " What have you

on botany ?" said he. "Webster," I replied,

"with illustrations of all the various plants"

• ' What have you on mechanics ? ' " Web-

ster," said I, and I turned to the engraving of

the turbine wheel, and of various other ma-

chines. "Well" said he, "you have, to be

sure, in Webster, a smattering of almost every

thing, but I have you now. Let's see your

authorities on mythology." I turned the pa-

ges of Webster and showed him the pictures

of the no'ed characters of mythology, and

sketches of their lives. " I believe, after all,''

said he laughing, " that you have a library."

Whenever, now, I see a friend out shopping,

I ask him what he wants. If it is a picture

book for Edward, I direct his attention to

Webster. If it is an encyclopedia for Uncle

James, I point him to Web?ter. If it is some-

thing to please an invalid, I recommend Web-

ster. If it is a Christmas present for his wife,

I urge him to get Webster, Webster unabridged

and illustrated. It is a never failing deligbt

to every one.— Cor. Christ Era.

EST" There are 5,000 newspapers in the
United States, or one to every 7,000 of the
inhabitants; 1,260 in Great Britain and 1,6-10

in France, or one to every 23,000; 700 in

Prussia, or one lo every 26.000; 506 in Italy,

or one to every 44,000 ; 865 in Austria, or one
to every 105, OUO; H00 in Switzerland, or one
to every 8,000; 275 in Belgium, or one to

everv 15.090; 225 in Holland, or one to every
1-6,000; 200 in Russia, or only one to every
75,000; 150 in Norway and Sweden, or one to

every 36,000 ;
100 in Denmark, or one to every

20,000; and 100 in Turkey, or one to every
300,000.

Northern Pacific Railroad.

[From the Duluth Minnesotian, August 13 ]

A party consisting of the following persons

arrived at Duluth on the 6lh inst: Gov Greg-
ory Smith, President of the Northern Pacific

Railroad; T. H. Carfield, President of the

Northern Pacific Land Association; Dr S.

W. Thayer, Geo. G. Smith, E. Putnam, T. H.

Hornley, all of Vermont; L. Millts, of Bos-

ton ;
Senator Wm. Windom, of Minn. (N. P.

R. R Director); and Gen. Ira Spaulding,

Chief Eng of Minn. Div ; Wm. L Banning,

Brest, of the L. S & M. R. R , and S M. Fel-

ton, of Philadelpl ia, Vice Prest , accompanied
the party, on business mutual to the two rail-

roads and associations.

The N. P. R. R. having, by the recent Du-
luth terminus contract, acquired one-half of

the Lake Superior & Mississippi Railroad

Company's water front on the outside and
inside harbors, and one-half its depot grounds;

and its Land Association having also, under
the same contract, become possessed of one-

half of all the immense property interest of

the Western Land Association in and abound
Duluth and at the Dalles of the St. Louis; the

examination of these several properties and
the ascertaining of their location, and the de-

ciding of the best points for using them availa-

bly in the interests of the road and of its pro-

prietors, naturally became the first business

of the party.

The important question of docks to be used
during the construction, and after the con-
struction of the N. P. R. B., was also tho-

roughly mooted. It was plainly seen, that the

present dock, constructed within the break-

water by the L. S. & M. R. R , would in a little

while be required entirely by the business of

that road
; that the Citizen's Dock was entirely

needed by our city's local wants. The con-
clusion finally arrived at was that the N. P.

R. R. would proceed, as soon as Engineer
Spaulding could prepare the plans, lo con-

struct three or four docks en the lake front of

Minnesoia point, for the accommodation ex-

clusively of their own business—these to be
built upon their own share of the lake front as

just transferred to them.
We understand that the construction of

these docks will commence at the offset in the

present docks, 100 feet south of the freight

house, and that the space between the track

and outside line of the present dockage will

be filled up with substantial cribs, running
southwardly clear to the base of the point;

where an oblong dock will be projected out

at right angles into the lake, to be 100 feet

wide, and 300 feet long; and that then, at

intervals of about 200 feet, similar projecting

piers and docks, to the number of three or

four, will be constructed, until the whole space
down to the Citizen's dock shall be occupied

by the Northern Pacific dockage.

The dredges are to he used in the dockage
construction, first to deepen the water in-shore,

and then between the piers; which procedure
will necessitate the lengthening of the break-

water to preserve the interspaces from being
filled up by the "shingle " wash of our North-
easters.

These docks, and the warehouses indispensa-

ble to their proper use, will involve an ex-

penditure in our city of $200,000 or $300,000,
besides the cost of continuing the break-
water.*

From Governor Smith we learned that the

Northern Pacific line is already surveyed and
located from the Dalles to the Mississippi

river; that 1,200 men were already at work
constructing the road ; that 500 more would

be put on it this week ; and that it was con-
fidently expected that by the 1st of September
a force of 5,000 men would be engaged.
That the Trans-Mississippi division had al-

ready 10 miles beyond the river located for

the working parlies ; that the surveys were
about completed to the Savannas of the Red
river, through the Leaf river bijhlands or

mountains; and that by the time their parly

relumed from their trip to the Red river,

where a principal business was to dniermine
the point for crossing that river (and conse-

quently the site of the important lown on its

east bank), he expected the eniire line of the

track would be located between ihe St. Louis
and the Red river; and lhat the contractors

were ready to occupy it wilh energy and force.

Governor Smith stated that 15.0C0 ions of

the iron for the Northern Pacific had already

been purchased at Danville, Pottsville, Pitts-

burg, and Johnstown, Penn., and was now on
the way to be landed at Duluth. [We may
add, lhat the Meteor, on Thursday, brought
another locomotive; that on Wednesday, the

schooner Cromwell, from Erie, landed 500
tons of this iron; and lhat the schooner Twi-

light, from the same port, is daily expected
with 500 tons.more.]

We learned from Governor Smilb, also, that

the Pacific coast end of the road was being

attended to—no less than six parties of en-

gineers being now engaged in surveying and
exploring to determine the line between tbe

ocean and the Rocky mountains.

Railroads as a Military Power.

If tbe war between France andPrussia shall

go on to the " uiterance," and involve the

other great powers in it, there will be exhib-

ited in central and western Europe a far

greater power ihan has ever been used by
civilized men on lhat continent in any of the

conflicts which have taken place heretofore.

So great has been the change in the character

of military affairs since the introduction of

railroads, and the many improvements in ma-
chinery of the present age, lhat we may well

doubt the propriety of ihe word "fighting" in

connection with military operations. The
work of a campaign is mainly a contest of en-

gineering skill, and in this country we have

lone recognized the fact lhat persons who
have had a thorough military education are

best qualified for constructing and working

railroads. Formerly the most wearying and
wearing work which an army had to perform

was that of marching and transporting sup-

plies, and frequently two greatly fatigued ar-

mies after forced inarches met to contend for

the possession of some important strategic

point, but now large bodies of troops and vast

amounts of provisions and provender are con-

veyed with great celerity and without fatigue

to the scenes of conflict upon railroads, and
battles are decided by the operations of those

" Huge engines, whose rude throats

The immortal Jove's dreud caunous counterfeit."

War, as conducted at present, is a contest

between nations, each of which strives, to

bring into operation the greatest available

amount of mechanical power and engineering

skill. Iron in its various uses, from ihe deli-

cate needle which explodes the charge of s
rifle to the huge columbiads which project

masses of iron weighing hundreds of pounds,

and the locomotive drawing the ponderous

military machinery over the iron rails, is the

grand agent, of destruction, and the fabled

conflicts of the Titans of mythology become

tame in view of the mighty forces exerted by
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steam and the explosive articles used in the

warfare of the present day. That most won-
derful concomitant of railroads, the telegraph

wire, also performs an important part in the

great work of destruction, and the tendency

of the introduction of all the discoveries of

science and the inventions of genius into

military affairs is to shorten the time of a war.

The expense is enormous. Our four years of

civil conflict, it is estimated, involved a de-

struction of property amounting to over $9,-

000,000,000, besides the lives or limbs ot pro-

bably a million of I he most robust men.

For years past France and Prussia have

been striving to gain superiority of power, and
if the war be not checked the destruction

which will result from it will be appalling.

The influence of railroads in promoting the

productive power of the industry of nations in

time of peace is commensurate with the aid

which they give to the destructive forces used

in time of war, and when we consider what an

immense amount of capital will be destroyed

by the fierce struszle between the two most

warlike nations in Europe, we may form some
idea of the folly of those rulers who, to gratify

a vain ambition, made such sacrifices of pro

perty and the lives of people over whom they

have authority.

It would be instructive to calculate the

amount of capital and the improvement which

could be accomplished by its judicious use,

which will be devoted to the fearful conflict

resulting from the determination of an em-
peror to resent a presumed insult from a rival

monarch. Much hostility has been shown in

this country to the large appropriations of

land and bi'nds made by the Government for

the constrcution of great roads, but surely

this is a better use of public property than to

devote it to the devastating purposes of war.

— The Underwriter.

Compressed Air as a Motor for Snbterra-
uean Railways.

[Bead before the American Institute of Civil Engineers,

by J. Dotton Steele. C. E.]

It is scarcely necessary for me to state that

compressed air may be used in all respects as

steam, and worked in the same engines; that

its chief characteristics are perfect venlila

tion and cleanliness, and that it may he car-

ried in pipes long distances without loss from

condensation and similar causes, to which
steam is liable. At Mont Cenis the air pipes

must be us much as rive miles in length, and
the loss of pressure is not such as to impair

the working of the drills, but I am without

accurate information as to its extent. At
Hoosac they are one and and a half miles

long, and the loss is two pounds to the square

inch. At Nesquehoning they are one-third

of a mile in length, and there is no apprecia-

ble loss of ptessure. In all these cases, the

air is worked at about fifty pounds per square

inch, and the difference in pressure at the

steam valves when the power is generated,

and the air after it is compressed, may be

taken at about ten per cent, when the best

compressors are used. It will then be seen

that the loss of power from the friction of the

compressing machinery, and from the move-
ment of air in the pipes, is not of a very se-

rious character, and, if the pipes are tight the

pressure is well maintained while the machin-
ery is standing

With this brief reference to the leading

characteristics of compressed air as a motor,

I will proceed to consider its possible applica-

tion to subterranean railways; and in doing

so will assume as a basis for discussion that

we have a double track railway ten miles in

length, with moderate curvature and reasona-
ble grades, and an air pipe along its center
of ten or twelve inches in diameter, with com-
pressing machinery at either end driven by
steam, of sufficient capacity to maintain a
pressure in the pipes of any given standard.

Let us also assume that we have an endless
wire rope passing along the center of each
track, supported upon pulleys, and that it can
be kept tight; and to compensate for its ex-
pansion and contraction, by changes of tem-
perature, that it is passed around movable
pulleys of large diameter at staled intervals,

say every half mile. These durable pullers

may be arranged in vertical planes, so that

one of each pair may move in its pedestal,

and be weighted to take up the slack, while
those in the top, which receive the rope at the

level of the rails, are fixed upon their axes
and provided with cranks for the application
of power. I would next propose that at each
of these main pulley stations, a stationary en-

gine be placed to move them; each engine
drawing its power from the air main in the

center of the road. We should then have a
drawing rope moved by twenty stationary en-

gines distributed along the line, acting in

unison, connected by telegraph signals, and
working under the same pressure.

There is no doubt a3 to the unity of action

in such engines: their connection by means
of the drawing rope would be perfect, and
their speed would be regulated by governors;
they would require but little attention, and
their exhaust would furnish the most perfect
ventilation. If it is conceded that we may
thus obtain a satisfactory motion in air-draw-
ing ropes, either one continuous rope, or of

ropes in sections (and I apprehend either is

practicable), it only remains to transfer that

motion to tbe cars

In this connection, and in explanation of

the principle in view, I would invite your
attention to the new tramways now building
in Europe for the transportation of ore and
fuel in the mining and manufacturing dis-

tricts. They consist of endless wire ropes
supported upon pulleys, which are fixed to

strong posts and elevated more or less above
the surface, with the moving power at the end;
upon these wire ropes, boxes or cars are sus-

pended at intervals, which contain the load,

and which move with the rope, and are passed
without difficulty over the pulleys, the opposite
rope taking back the empty cars.

Many of these wire tramways are now in

use, some of them as much as four miles in

length, and so satisfactory in their operation
that as much as one hundred miles are said

to be under construction in England.
It will be observed that the hightjof the

suspended load produces the necessary fric-

tion for transmitting the motion of the rope to

the cars, and that they are passed with ease
over the pulleys. Tbe rope, as proposed for

a subterranean railway, is in a better position

for such use than in the wire tramway, and
if it is possible to make use of the load, as a
means of transmitting motion to the cars in

the latter, there should be no difficulty in

doing the same thing in the former. Let us

then suppose brakes dropped from the cars
upon the driving ropes, so as to transfer only
so much of the weight of the cars to the rope
as may be necessary to communicate the mo-
tion, we would tr.en have, by the use of the
brakes on the rope and brakes upon the
wheels, the means of stopping and starting

the car at pleasure. The grades upon which
such a system may be worked, will be about
the same as with locomotives; and the ad-

vantage of air over steam as a motor will be
found in its perfect ventilation and cleanli-

ness ; the nearly uniform pressure under
which the several engines can be worked, and
the distribution along the line of the power
which is generated at the ends. But the air

in the mains may be used for other purposes,
with profit and advantage, such as driving
printing presses and other light machinery,
to aid the industry of large cities, and, where
ever used, pure air and a reduction of the
liability to fire wili be the result.

In submitting these general views, I have
avoided as much as possible mechanical de-
tails, which those who may take an interest

in the subject will have no difficulty in sup-
plying. They are speculations as to growing
wants in advancing cities, and if they aid in

ever so small a degree in giving direction to

the stronger mental currents which these

wants will attract, the writer will be compen-
sated for the little thought he has given to

the subject.

BKetallne.

The importance of reducing the friction in

the moving parts of machinery to a minimum,
or of banishing it altogether, has at all times

been fully recognized, and has ever comman-
ded the best attention of the engineer. At-

tempts innumerable have been made to get

rid of this great evil, and thus promote the

economy of the steam engine. Could we pro-

duce a material for journal boxes and other

rubbing surfaces, by which the friction in all

parts of a machine would be reduced to nil,

no one will deny that a great triumph would
be achieved. We are not going absolutely to

assert that this has been effected, but we hope

to show that something has been done towards

it, which looks like a very near solution of the

question of friction as far as regards the prac-

tical working of machinery. This conviction

has been brought home to us by a recent in-

spection of a new substance to which the name
of ''metaline" has been given, and which is

used in bearings of all kinds in machinery.

A word here in regard to ordinary machin-
ery may assist us in explaining the working
of this peculiar and wonderful material. Ex-
perience teaches us that the better proportion

we give to box and journal, and the smoother
and nearer perfect we make our bearing sur-

faces, the less friction is produced by their

working and the less lubrication is required,

but we have never, until now, known of an in-

stance where this has been carried so far that

there was no necessity for any lubrication

whatever. Surface of iron, steel, brass, gun-

metal, or any material used for journals and
boxes can not be made to run in actual con-

tact with each other without cutting, no mat-

ter how well proportioned and finished they

may be. The finest surfaces, when examined
under a mictoseope, are shown to be a succes-

sion of bills and valleys, (if we may be

allowed a geographical term in a mechanical

explanation), and when two of these surfaces

aie rubbed against each other under pressure,

these inequalities, however small, will inter-

lock and tear each other to pieces. Where
bearings are properly lubricated, the metal

surfaces are entirely separated, and they can

not come in contact without this interlocking

and tearing, commonly called " cutting."

In some instances where bearings have been

made hard and very highly finished, only a

small amount of lubrication has been found

necessary, but in no instance until now has

the necessity been entirely obviated. Har-
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dened bearings, highly finished, besides being

very expensive at first, require very careful

watching, as the damage 18 sometimes very

great it' they are neglected and allowed to

"run dry."

Metaline bearings "run dry" from the start,

and no amount of heat produced by friction

can make it bind or cut; it commences its

action immediately upon the surface of the

journal, guide, or other bearing, at the point

where the mechanic left off, no matter how
well he may have done his work, and contin-

ues to improve the surface by filling up the

inequali'ies, and in a short time arrives at a

degree of perfection unattainable by mechani-

cal skill. A practical illustration of this may
be seen in the guides of the little engine run-

ning at the offices of the Metaline Company,
at No. 1 High Holborn, where a mirror-like

polish has been made upon the ordinary cast

iron without the slightest indication of wear.

The surfaces of all bearings running on meta-

line have this sume appearance after a short

time, and seem to improve constantly. If in

the course of time these surfaces become per

feet, or as near it as is possible, on account of

the atomic structure of metals, then will fric-

tion between them have been reduced to the

absolute minimum. We do not know that as

much as this is claimed for metaline, but a

practical result is claimed and clearly proved

in many kinds of machinery, both in the Uni-

ted States and in England, and if the expec
tations of those having the matter in hand are

realized, it is destined to play a most impor-

tant part in future mechanics. Are our

steamships—relieved of the dangers attending
'• hot journals"—going to be enabled to cross

the Atlantic in four or five days, and our rail-

wajs to increase their speed in the same pro-

portion— who can tell ?

Although metaline has only recently been
introduced in England, great care has been

taken to give it a good trial, in order that it

might be placed before the public with its

qualifications duly guaranteed by practical

use. We may, therefore, mention that it has

been on trial for about ayear in America, and
is now just beginning lo be worked in the

market, and has been working in a number
of engines, shaft bearings, paper-mill machin-

ery, &c, for the past three or four months in

England—in all cases with perfect success

It has also been working for seven months in

all of the bearings of a 6-horse power hori-

zontal engine on the premi-es of the Foreign
Meialine Company in High llolborn. An
inspection of this engine showed that the

bearings worked easily and well, the shafting

at i lie points of bearing that a white handker-
chief passed around it was not in the least

soiled- We ought to add that a series of tests

are now being made by some of our leading

engineering firms, the results of which, when
completed, we propose to lay before our rea-

ders. Such reports, authenticated by firms of

the highest reputation, will fully convince the

public of the very great importance of the new
material.

Meialine is made from several substances

—

animal, vegetable and mineral—subjected to
' very great pressure in manufacture, and made
into discs of several sizes, which are inserted

into brasses or jiurnals in holes of a size cor-

responding to the discs. At present, many
varieties are made intended t" be adapted to

different circumstances, regard being paid to

weight, speed, pressure, &c. These variations

will be reduced in number when metaline is

placed be'ore the public a3 a merchantable
article, the present object of the inventor being

to learn by actual test how cheaply a certain

variety may answer its purpose in various pla-

ces. The work is necessarily slow, but we
predict that if all the tests now being made,

and to be made, are successful, and we see no

reason to doubt it judging from what we have

seen and know ot this material, it will not be

long before metaline will be generally looked

upon as one of the most practically valuable

inventions of the day, so far as the mechani-

cal world is concerned. Oar readers will do

well to visit the offices of the Metaline Com-
pany and see for themselves and learn from

the gentlemen in charge more of the details

in connection with this important invention

than we are at liberty at present to make pub-

lic VVe can confidently sav that they will see

the practical working of an invention which

we believe is destined to play a most impor-

tant part in the future ot the mechanical

world.

—

Mechanic s Magazine.

Successful Test of a Novel Process
Kaigland.

In

Herapath's Railway Journal of July 16th,

gives a description of experiments on the

system of telegraphing invented by Signer

Guattari, which substitutes atmospheric air

compressed in a reservoir for the electric

battery, and tubes filled with air for conduct-

ing wires. The apparatus consists of a reser-

voir of compressed atmospheric air, regulated

so as to provide the requisite force or velocity

with which signals are to be sent through

lubes from one place to another. Vulcanized

india rubber tubing about half an inch di-

ameter, said lo be a mile in length, coiled

round a drum, was attached to the reservoir at

one end, and lo another apparatus at the other

end of the tube to receive and print the sig-

nals as given from the reservoir or .battery

end of the tube. The tube (of any suitable

melal), is provided with a movable vent, by

which more or less force can be given to the

current of air by which the signal writing or

printing mechanism is actuated. The signals

are given by pressing a certain number of

limes on a piston, by which pulsations are

(riven to the air in the pipe or tube and trans-

mitted through a valve to a lever connected

with the writing apparatus, marking on a

moving strip of white paper the impulses

given at the reservoir end of the lube. As
the signals are given at one end of the tune,

they are immediately printed at the other eud

in a similar manner to Morse's instrument.

An indicator shows the force of the current

of air passing through the transmitting tube

or pipe, as the case may be; and similar indi-

cators are placed near each end of the com-
munication. Several messages were sent

through the tubes and printed at the other

end. A lor.g conversation ensued as to the

velocity of the messages and the capability of

the apparatus for various purposes. Jt was
inquired on the part of the post office authori-

ties how many words could be sent in a minute

by lhe atmospheric telegraph? it was staled

from 211 lo 24 words could be sent by thepresent

apparatus, lhe greater portion of which had

been made by the inventor, and therefore its

working was capable of being greatly facili-

tated and improved by a more skillful work-

man, so that he was confident that at least

quite as many words could be telegraphed by

lhe Guattari system as by the electric tele

graph.

A naval apparatus was also worked showing

how signals could be given lo five different

departments in a war steamer, to the engine

room, the powder magazine, the steering, &c,

and that orders had been given for its adoption
in the Italian navy.

The mode of telegraphing to one or more
stations without the aid of the transmitting

machine or the necessity of the sender being
confined to any one point was shown.

Signor Guattari stated that his system was
more economical and simple to construct and
w>rk than the electric telegraph; that it was
free from atmospheric influences which so

materially disturbed the electric telegraph

during storms, and would not be so subject to

accidents. It was calculated that the ma-
chinery and instruments could be provided

and maintained at half the cost of those re-

quired for the electric system There were
no batteries to be renewed at considerable

expense; and be maintained that any result

attainable in the electric was equally attaina-

ble by using the Guattari system.

There seemed to be no doubt from the ex-

periments that this system of telegraph wouid

be effective for moderate distances, for large

establishments, ships and towns, but that

more extended experiments would be requi-

site to prove that it would be equally as effi-

cient and certain as the electric telegraph for

verg long distances.

Carbolic Acid.

Carbolic acid is prepared by treating what
was called lhe light oils {benzines) from the

distillation of coal with dilute alkalies, and
caielully distilling the products which are

heavier than water, the alkali being previously

neutralized by muriatic acid. It is seldom
found pure, it having more or less of cresylie

acid in it, and often other closely related bod-

ies. Carbolic acid is a solid at ordinary tem-
perature, melting at 106° Fahrenheit, and is

soluble in twenty parts of water; is a power-

ful antiseptic arid disinfectant, preventing

putrefaction and fermentation. Its whole
effect is due on its arresting change. It is

simply a preservative. As an antiseptic, it

prevents change in the materials. As a dis-

infectant, it accomplishes the result by the

the same means—that is, kills the spores,

if malaria consists of such, or arrests chemi-
cal change if malaria is a putrescing ma-
terial. Carbolic acid is a powerlul poison.

Every one bad known that creosote is poison-

ous, and carbolic acid is only a new name tor

an old, well known material, only less crude.

Creosote will do all that is claimed for car-

bolic acid.

It is an active poison, acting directly on
the nervous system, and may cause death

;

indeed death has ensued from its application

to an aching tooth. In the Glasgow Royal
Infirmary the records show that when dress-

ings in amputations and compound iractures

contained no carbolic acid, one case in four

and a quarter died; with carbolic acid in the

dressings, one in three died, showing that the

use of carbolic acid was positively injurious.

It coagulates lhe vital fluids of the body, and
of course slops vital action. In the hands of

skillful physicians carbolic acid is susceptible

of important uses; but for family use it is no
more appropriate than arsenic or corrosive

sublimate.

Its application, when not very much diluted,

produces effects very similar to that of burns,

blistering the skin and producing a sore that

can be cured by lhe treatment lhat would euro

a burn. It is offered the public in all forms,

as soaps, washes, salve, and also as a medi-

cine for various diseases, empirics taking ad-

vantage of its popularity to render it available
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for their profit. That it is for many purposes

very useful is not to be denied, but it is very

evident that it should be used with cauiion

and care. We have used these carbolic acids

and soaps upon our own hands and face, and

carbolic acid for disinfecting purposes, and
recommend it. Our article is not designed to

deter any one from its use as a disinfecting

agent, but to give people who use it the know-

ledge of its properties they ought to possess.

—

Prof. Darby, in Am. Grocer.
> i

—

Production of Lumber ox the Pacific

Coast—We copy from the San Francisco

Alta of the 9ih ult

:

A correspondent, over the signature of

"Lumber Dealer," sends us the following

figures of the production of lumber in the

large mills of Puget sound, the Columbia

river, and the coast of California, as ob-

tained by reference to the record kept at

the request of the lumber dealers of this

cily.

One hundred and forty-nine million feet of

lumber, of which 15,00u,000 was dressed;

91,000,0'i0 feet redwood lumber, of which

36,000,000 feet was dressed ; 2,000,000 feet

pickets, dressed and undressed; 4,500,000

teet white cedar; 12(5,000 feet maple; 177,-

01 >0 feet oak; 88,000,000 feet laths ; 50,000,-

000 feet shingles.

In addition to the above, 20,000,000 feet

was exported direct from the mills to foreign

ports, making in all 266,800,000 leet, besides

laths and shingles-

He savs :
" We have no reliable statements

of the amount of lumber manufactured at the

many mills located in ihe mountains east of

Sacramento, none of which comes to this

market, ol'uer than the sugar pine, but it is all

consumed in Sacramento, Marysville, Stock-

ton, and the many tinning towns and villages

scaitered through the interior portion of Cali-

fornia. From long experience in the lumber
business I should estimate the yearly produc-

tions from these variuus sources at not less

than 40,000,000 feet, which is additional to

the first estimate. The amount of fir, or

spruce, which is manufactured at Humboldt,
will exceed 6,000,000 feet yearly. This is

embraced in the sum total, as it comes under

the head of pine lumber; did not consider it

necessary to particularize. The manufacture
of laurel lumber i- beginning to attract much
attention, and as it is a timber growing only

in certain localities, and that not extensive, it

bhould be preserved with the utmost care, as

at the best it will be but a few years before

this, one of the most beautiful W"ods of Cali-

fornia in use, will become extinct."

J8Sy* It is reported that many of the vessels

of ttie French navy are to be fitted up with an
apparatus intended to illuminate the line of

the horizon or of the land, at night, and in

cloudy weather The apparatus consists of

powerful Fresnel lenses, transmitting the light

produced by the eouhustion of two cones of
charcoal, forming the poles of a large mag-
neto electric machine, driven by a donkey
engine. The ray of light, it is claimed, will

illuminate points on the sea coast so as to be

visible at a distance of two miles. The same
apparatus is used on the French transatlantic

packets, and several, it is reported, have been
ordered by I he Russian government. In the

account of the light, instances are cited where
the movements of hostile fleets could have
been detected by the use of such powerful

lenses, and the ignorance of the enemy's
maneuvers caused an entirely different result

from that anticipated.

Commerce of Cincinnati.—According to

the annual report of the Board of Trade of

Cincinnati for 186!), just issued, that city has

a capital of $-15,225,586 invested in manufac-
turing establishments, employing 59,351 per-

sons, and turning out products to the value

of $1 19,140,089. The manufacturing industry

is classified, the chief classes being as follows:

Iron, 18,623,559; wood. 11,135,335: food, 17,-

508,892; clothing, 12,471,507, liquors, 15,609,-

698. A comparative table of the statistics o f

the manufactures of the different cities of the

United States places Cincinnati fourth on the

list, only New York, Boston and Philadelphia

passing her. Her imports for 1869 were val-

ued at $283 927.902, and her exports 163,084,-

358, against $280,063,9*8 imports and $144,-

262,138 exports the previous year. In making
up statistics, however, the city is accustomed
to count produce in transit, from which little

or no profit is derived. There were enrolled

in that port, during 1869, 57 steamboats, 14
j

tow boats, 4 propellers, 3 ferries, 109 canal

boats, 92 barges, making a total of 279 ves-

sels, of 51,563 40 tons, valued at $1,447,919.

There were licensed 126 steam vessels, of

43,445 39 tons capacity. The total value of

the river commerce of the towns and cilies on
the Ohio river is set down at $715,000,000, of

which amount Cincinnati is set down for

$169,506,0U0, Louisville for $115 000,000,

Pittsburg for $150,000,000, Wheeling and
Smiihland for $30,000,000, Paducah for $40,-

000,1)00, Cairo lor $20,1)00,1)00, and Wabash
river and New Albany for $15,000,000 each.

ceding a hundred paces, when compared with

the Amati, it will scarcely be heard. The
voice ot man is endowed with purity of tone
in a higher degree than any of the vocal ani-

mals ; by which, in a state of nature, it en-

ables him to communicate wiih his fellows at

a distance very remote. Providence has be-

stowed upon children a power of Voice, in pro-

portion lo their size, ten times greater than
that of the adult. In a state of nature this

serves them as a defense and protection; for

it is well known that children have, by their

cries, alarmed and kept oil* the attacks of the

most furious animals

—

Jour. Com.

An English View of American Railways.
—Says Herapath's(London) Railway Journal
prefacing statistics from Air. Poors Manual
for 1869: " We must do our cousins on the

other side of the Atlantic the justice to say
that in their railway projects and construe

lions they have been eminenily successful. II

their railways are not so substantially con-

structed as ours they are rapidlj made, and
are belter properties. In fact, the Americans
have in their railways exacily what ihey want
—an extensive cheap railway system. If at

first starting they had made expensive rail-

ways, like ours, the dividends on the lines first

laid down would have been so small that it

would have damped the zeal for the required

extension of the system. Moreover, perceiv-

ing the immense importance of a full railway

system, the government and people of the U.

S. have favored many of their railway com-
panies with very material assistance, one of

the most striking of which is large land
grants, made in consideration of the con-

struction of a line. It must be admiited lhat

America has taken a very enlightened course

toward her railway interests, and with marked
success."

Voice and Sound.— It is a curious fact that

musical sounds fly further, and are heard at a

greater distance, than those which are more
loud and noisy If we go on the outside of a

town during a fair, at the distance of a mile,

we hear the musical instruments; but Ihe din

of Ihe multitude, which is so overpowering in

-the place, can scarcely be heard, the noise

dying on ihe spot. To those who are conver-

sant with the power of musical instruments,

the following observation will be understood.

The violins made at Cremona, about the year
1600, are superior in tone to any of a later

date, age seeming to dispossess them of their

noisy qualities, and leaving nothing but the

pure lone. If a modern violin is played by
the side of one of ihnse instruments it will ap-

pear much the louder of the two; but on re-

''Great Circle" Traveling — It is not
known by everybody, though perhaps most
people have been told of it several times, that

for all purposes uf navigation Puget Sound is

nearer the great Asiatic marts than is San-
Francisco liven if the vessels going out
from the Golden Gate took their course direct

for Hong Kong or Shanghai, they would, by
reason of ihe longer degrees of latitude be
farther south, scarcely have less sailing than,

by bending round more lo the north. B it, in

point of fact, ihe prevailing winds and ocean
currents of the Pacific are such th.it vessels

from Asia find their most eligible route bring-

ing them within fifty miles of the entrance lo

Puget Sound; thus making by the Northern
Pacific, when completed, a saving of nearly

a thousand miles of ocean navigation. This,

added lo the diminution of distance overland
already alluded to, gives us a route frcm our
Eastern cities to the coast of Asia shorter

than any other by ahout fifteen hundred miles.

When this road shall be in successful opera-

tion, the time required lo reach the Pacific

coast by means of it from New ifork city will

exceed about four days, allowing an average
rate ot movement of thirty miles an hour.

Thence to Shanghai, in China, the voyage will

occupy eighieen or nineteen davs, at the mean
rate of tweive miles an hour, making twenty-

two to twenty-three days in ail from New
York—a less time than is now occupied in

making the voyage by way of the Isthmus It)

San Francisco.— Old and New.

A "Nine Days'" Wonder.—R A. Wilder,

of Pennsylvania, has made application for a
patent for a new railway and machinery, by
which the trip can be made from New York
to San Francisco in 60 hours. A morning
contemporary says there will be four rails

instead of two for a single track, and will be

laid in such a manner that the road can be
used in various ways. The passenger and
freight cars can be built 17 feet wide, and will

run at the rate of 60 miles an hour with twice

the safety of running the present style of cars

at 40 miies an hour. A double engine of 60
tons will take 1,000 passengers in a single

train, with less wear and tear to the roadway
than is now caused by a 35 ton engine. The
cars can be li t ted up with staterooms and with

all the advantages of a hotel. The cost of the

road will be about $7,000 a mile more than
building one of the present single track, and
its capacity for transportation will be neatly

treble. The present cars can also run on the

road, For smaller cars it can be used us a
double track. With 3,000 miles from New-
York to San Francisco, there would be an ex-

tra expense of only $24,000,000. There Will

be but little oscillating movement of the cars,

and their size will render them very pleasant

for traveling With the completion of this

project, a person can leave Liverpool and
reach San Francisco in about 9 days, a dis-

tance of upward of 6,000 miles.

—

R W. News.
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ClRCUMTERRESTRIAL TEl.EGRiPH —The Great

Eastern has been engaged to carry the cables

for the English system of ocean telegraphy

lines from Falmouth, on the southern coast of

England, to Gibralier; thence to Malta; from

Malta to Alexandria the existing cable will be

used ; thence via the Isthmus of Suez, the Red

sea and the Indian ocean to Bombay. A line

will start from the island of Ceylon to Penansr,

Malacca and Singapore. From Singapore

there will be two lines, one southward to Ba-

tavia, with a land line through Java to Port

Darwin, in Northern Australia. Another line

will extend northward to Hong Kong and

Shanghai. From the southern section, ter-

minating at Port Darwin, Australia, will be

laid a coast line to Burke Town, llockhamp-

ton, Brisbane to S\dney. From Sydney there

is a line to Melbourne and Adelaide From
Melbourne there is a line to Hobart Town. A
cable line is being arranged for between Ho-

bart Town and New Zealand. And, not to be

driven completely out of the field by British

capitalists, some of our own countrymen are

projecting a line from San Francisco to China,

via Alaska and Japan. So we shall very soon

have no more doubts as to the possibility of

circumlerrestrial telegraphy.

—

R. W. News.

Cause of Busting of Iron.—It has usually

been supposed that the rusting of irnn depends

principally upon moisture and oxygen. It

would appear, however, from Dr. Carver's ex-

periments, that carbonic acid is the principal

agent, and that without this the other agen-

cies have very little effect. Iron does not rust

at all in dry oxygen, and but little in moist

oxygen ; while it rusts very rapidly in a mix-

ture of moist carbonic acid and oxygen. If a

piece of bright iron be placed in water satu-

rated with oxygen, it rusts very little; but if

carbonic acid be present, oxydation goes on

bo fast that a dark precipitate is produced in

a very short time. It is said tha', bright iron

placed in a solution of caustic alkali does not

rust at all. The inference to be derived is

that bv the exclusion of moist carbonic acid

from contact with iron, rust can be very read-

ily [prevented.

.

To Reproduce a Beautiful White ox Flan-

kel Goods Turned Yellow by Ac;b— For the

restoration of old flannels to their original

color, Prof. Anus tried a method that had

been proposed formerly; 2J lbs. white Mar-

seilles soap is dissolved in 75 lbs. of soft wa-

ter, and to the solution is added, under con-

stant stirring, 1 oz of liquor ammonia. The
poods are soaked in the fluid, and afterward

well washed with water. The object may be

aecompli.-hed, however, quicker by putting

(he goods for an hour in a dilute solution of

bisulphite of soda, and adding, under a con-

stant stirring again, some dilute hydrochloric

acid, when the vessel has to be covered, and

goods left in it for 15 minutes longer. They

are then washed in the same way.

—At a meeting at, Rochester, Ind., on the

18th, the Celina, Huntington & Chicago R til-

road Company was organized, and thirteen

dicectors elected. This is an extension of the

Baltimore, Pittsburg k Continental Railroad.

The road will be built in the interest of the

Baltimore & Ohio Railroad, securing a Chi-

cago connection.—i •-•*—

fi§g™Put cut nails into the fire, when there

are barely coals enough to heat them to red-

ness, let them remain until the fire has gone

out, and they will be tough as copper wire.

Great Dutch Canal —Next to the Suez
canal in magnitude is the Amsterdam ship

canal, which has been in progress about five

years, and is expected to be completed in

1 876 The canal is being formed through

two lakes, both of which are shallow first, by
making embankments on each side of the line

of the canal, and then by dredging out the

material between the requisite dimensions.

A deep excavation is being rapidly formed
from the lakes to the North sea, through the

sar/d hills, and outside this piers built of large

concrete blocks are in progress, which will

extend about a mile into the sea, and encloses

within them an area of about two hundred
acres, which will be dredged to a depth of

twenty-four feet below water. The canal will

also have tbree locks at the North sea en-

trance, a little eastward of the harbor. The
canal will have a width at the bottom of

eighty-eight feet, which is sixteen feet wider

than the Suez canal; a wijth at the top of

one hundred and ninety-five feet, and a depth

of twenty-three feet. The locks will be large

enough to admit ships of the largest class.

The Technologist for August has a

valuable article describing very fully the best

machinery and manner of reeling silk, in the

course of which there appears the following:

Our country seems to be peculiarly adapted

to the production of silk, the only drawback,

thus far, being the high price of labor neces-

sary to utilize it afier it has been raised. If

ceitain classes of labor should become so

cheap that this difficulty should be obviated,

it is probable that the United States would

become one of the chief silk raising countries

of "the world. It is difficult to say how far

this result may be promoted by improved ma-
chinery devised by the same inventive genius

that has enabled our high priced labor to cope
successfully in other departments with the

starved mechanics of Europe, but it is safe to

calculate that if labor mnets us half way, it

will be all that we shall require." What a

grand opening is here, then, for those Asiatic

laborers who are beginning to seek our shores,

and who would come in tenfold greater num-
bers if they were encouraged to do so. Many
of them are skilled in this very business, and
if a hundred thousand were now engaged here

in making silk, our artisans and laborers of

other nationalities would certainly be none
the worse for it.

B®"The Western Iron Company's furnaces

are situated at Knightsville Indiana. They
embrace two furnaces and a rolling mill, situ-

ated about a quarter of a mile south of the

railroad. The company own about half a

mile of switches. The capital stock is $300,-

000 The stockholders are men of reputed

wealth. Work was commenced in April, 1867,

and the first furnace was put in blast October

13, 1868. The rolling mill commenced ope-

rations October 26, 1868. They have two up-

right engines of large power. It is estimated

that forty tons of pig iron per day are smel-

ted. The furnace and mill employs two hun-

dred men. Common laborers receive $1.75

and $2 per day; puddlers, $4.50 and $5 50

—

the head puddlers and heaters receiving $6.50

and $7.50 Two hundred and twenty five tons

of coal per day are used in the mill aud fur-

naces — Register.

S@""A St. Louis street car company has

been sued for $10,000 by a lady, who fell and
ruined her dress while leaving one of the ve-

hicles belonging to the company.

According to the report of a recent

visitor, 7,048 feet have been excavated at the

eastern end, and 4,902 feet at the western end
of Hoosac tunnel, leaving about two and a
half miles to be perforated. The west shaft of
the tunnel is 318 feet deep, and the central

shaft not yet down to the line of the works, is

950 feet deep, with 9 4 feet to be blasted out.

At the west end, drills worked by compressed
air are used, and nitroglycerine is employed
in blasting. The aggregate progress is 50
feet a week, three gangs of men working in

relajs of eight hours during the twenty-four,

being employed. The length of the tunnel,

when finished, is four and three quarter miles,

including a deep cutting of several hundred
feet through the solid rock at the western end.

The time for its completion, as laid down in

the contract, expires on March 1st, 1874.

The receipts at the Patent Office,

Washington, last month, amounted to $59,-

242 71; for the year ending June 30, 1870,

$684,787 53; amount expended during tha

same time was $520,406 44, showing an ex-

cess of receipts above expenditures of il64,-

381 09.

ears are entertained that the ends of

Hoosac tunnel will not meet, as the mineral
in the mountain has undoubtedly affected the

plumb lines and other instruments used in de-

termining the direction of the bores.

BS?*The cost of mining and loading the ore

on ears at the iron mines of Missouri is esti-

mated atninety cents per ton. It brings $5 50
per ton at St. Louis, and after deducting the

freight, $1 90 per ton, a profit of $2 70 per

ton is realized.

GET THE BEST.

i ucimuT
10, )>> Words and Mean : gi not in other Dictionaries.

3 000 Engravings. 1340 pages Quarto.

~* I* to add ray testimon ia its favor.;
^T ' prest. Walker of Harvard.]

J err scholar knows its ranig.

j I
A'

II. Prescott, the Historian.]

The most Complete Dicti »aai y of the Language.
[Dr. D:t-k, of Scotland.]

The test guide of students of our language.
[John G. Whittier.]

He will transmit hie name to latest posterity

[Chancellor Kent.]

Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing re'ation to Language Principla does to Philo-

sophy. [KlihuBmrilt.]

Eicels all others in defining scientific terms.
[Prrsuleut Hitchcock.

J

Sso far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teac* t*

and professional ir.nn- What Libiary iB complete withou*

the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

Am'erttan Educational Monthly.

Published by G. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers,
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AMERICAN

The undersigned are now ready to contract for
4
the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the heat quality.

PENNSYLVANIA STEEL CO.
«4 Walnut St., B^HIEADELPHIA.

CAMBRIA IRON CO.,
400 Chestnut St., PHII.AOEEIMIIA.

2-21 -3lo

BOOTHS DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to .hem. Opening a new erain Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. Li. BOOTH & CO.,
Rocnester, IV. Y.

HAVEN & ALLEN,
ra liroadway, N. Y.

HARRSSBURG FOUNDRY
AND

MACHINE WORKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MACHUTISTS' TO CLS,
SUCH AS

Ladies, Planers, Shaping and Slot-

ling Machines, Bolt Cutting and

Nut Tapping Machines, frc.

W. T. HILDRUP, Treasurer.

Hawkins Hprthel & Burrall,

Cibil k 1Yfeci)*)i)ic?)I Hiiglrjwrg,

BTJ1LDEBS OF

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofa and Turn Tables. Also

BIowc's Patent Truss,

And other Timber Bridpes, Rools and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma*

terial generally. Contractors for Fil'tng, Ducking,
and General Railroad Work.

88 Main St., Springfield Mass.

R. F. Eawhins. Geo. P. Herthel. W. H. Burrall.

Le Van's
IMPROVED BOILER

j

Single Acting for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.

jflSTFast and Loose
Pulleys, Meam Metal
Yalvea and Boxes fit-

ted up in the best man-
ner.
JOThotopraphs &

Price Lists sent, on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan&Co
S. E. Corner

24th & Wood Sts,,

PHLLADA.

30 ti 70,70.

T. F. RANDOLPH,

/lf\

StANUFAOTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS. LEVELS,

DRAFTING INSTRUM KNTS, &c,
6? W. Sixth St., Cincinnati, o.

Circulars sent free. Established 1853.
19-.i-70. lit

EDWIS J. HORBTER,

Successor to

McBAJSEI. A- HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, .Oelaware

CRAND SCENERY!
6@"QUICKESST EuUTE-a
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
BI1ILA 1)ELPHIA

,

NEW YORK, and

BOSTON,
WITH TIIE PIUVII.EOK OF GOING TOW^SH INGTON

ISO CHANGE OF OARS
From Cincinnati T-Jq 1 +1"ty-i/->t>q aDd ,,ut ONE

orColumhus to -Dctl L1II1U1 C CHANGE
1'hilad' Iphia and Neiv York,

A
n
S

AoGA
TG^Eca

K
d
s ^Baltimore Si Ohio R. R

J. Ii. WILSON, Muster of transportation.
L. M. COLK, General Ticket A|?enl.

(Jii B GIBSON, General Western Passenger Afrent.

JANUARY 1st, 1870.

Cincinnati to at. Louis Without
Change of Cars,

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jsferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Centra] Railroad.

TRAINS RU1V AS FOLLOWS :

St. L^uis, Evansville and Cairo
Mail 7:11A M. 10:55P.M.

Osgood Accommodation. 3:10 P. M. 8:45 A. M.
Through Western Express 5:H' P. M. 8:30 P. M.
Nisrht Express 10:20 P. M. 0:0(1 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

oennes time, iy minutos slower than Cin'ti time.

For tickets or information apply at Offices. 13S! Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. fl. BONDURANT. Superintendent. Cin.0.
C, E. FOLLKT. Qen'l Tick't Ajr't. S*. Louis. Mo.

iliisTii i ibis
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire 4 Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
('HAS. BOCKCS A CO, Boston, !!«««

3-12-9, 52

THE LOBDELL

CAR-WHEEL, TIRE S MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofBailroadMachinery
GEORGE G LOBDELL, President.

P. N. BKENNAN, Treasurer.
WM. W. LOBDELL. Secretary

12-6-70,52
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ERIE RiilLW^y,
110(1 SUES ander

One liia'ement.

MILES without

Change of Coaches.

BROAD GAUGE, DO I BLETRACK ROUTE
FDR—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia., Baltimore,

And Principal Points in

NEW YORK, NEW EiNGLAND
ANDPennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 626 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES thTsH°0RTER ROUTt.

TWO EXPRESSTKAIMS DAILY
Leave CINi INN ATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 L'jinutes faster than Cin'ti time.

7.00 A. W .CINCINNATI EXPRESS,
(Sundays "xceptcd.) Arrive Dayton 9.10 A.

M.; Urban., 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10P.M.; Meadville, 8.00 P.M. (Supper);
Susquehanna, 7.55 A. M. ( lire»kfast) ; Tur-

ners, 1.40 P. M. (Uine); New York, 3.00 P.

M. Connects al Ravenna with Cleveland &
Pitt-burg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

Snuih; at liingbampion for CoopersJown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamersfor Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urban*,
1 25 A. M.; Galion, 3.58 A. M ; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
M-adville, 11.20 A. M. (Dine); Horuells-

ville, 6.19 P.M. (Supp-r) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrishurg, Philadelphia, &c. ; at Meadville
wi'h Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the
Broad Gauze, arranged for bolh Day arid Ni^ht Travel.

ar*! attached to this train at Cincinnati and run throuph to

Ne* York, forming the Only Lille running through
860 Miles without Change.

Boston and New England Passengers.
tvUIi Iheir Baggage, an' transferred F1CEE
OF CHARGE ilijfew York.

TT"/3 The Erie Railway Company has opened a new
FeiTy from their Jersey City Dejio to the foot of Twenty-
hir-t Sirtet New Ynrk. thu- enabline paraengers to reach
hen per portion of the city without the expense and an-
noyanc- ol a street car or omnihustransfer.
Vr~F The scenery along the entire route of the Krie

Railway ie of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line. Pill find in its ever chancing landscapes sub
ects of continual admirati n and interest

Bagrgage Check'd Through
And Fare alirayn as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he ohtai-ed at the Company's Offices in Cin-

cinnati, flO West F-urth Street. 115 Vine St.. 4 Burnet
H'Use, and foot of Broadway , (Spencer II .use Block),
and at all principal Ticket Offices in the South ami
South-west- WM. It. ISA Kit.W B SH4TTUC, Gen'.p&seV Ag't

general Southern. Agent.

Best Route to St. Lotiivaud Hi cago

I xNTDIANAPOLlS,
1 CINCINNATI

LAFAYETTE°RAILROAD
Great Through Passenger Route from CINCINNATI to

C H I c A. a o,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And al) Rail and Kiver Towns and Cities in the West,

North we^tand Soulh-wSst.

TTTThe 7 35 A. M. train runs daily.

ON AND AFTKR SUNDAY. DEC. 5TH, 18<>9, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail. ... "/.20 am 32 4" am
St Louis and Spnnjrfifld Express... 2.40 pm 7 35am
:'St. Louis and Springfield Express. V' 20 pm 3.42 pin
Lawrenceburg Accommodation. lti. I o am 2.35 pm
Lawrenceburg Accom modal ion 4. 0pm 8.25 am
*The 10.20 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm o 3h pm
Harrison Accommodation 5.30 pm 7. 10 am

ThroughTickeis can be obtained atthe Burnet House
Office, corner of Thiid and Vine ; Rivei Office, corner ol

WalnutStreetand River? andat Depot, comer of Plum
*nd P^at tstreets. I he splendid Passenger Depot of the

I. & 0. Railroad is about a milf neaiertl e businesscenter
of theci'y titan the Depot of any ut^er railroad, and with*

in a few squares of the Postofficeand principal h dels and
Steamboat landings.

J. F. RICHARDSON .Superintendent.
A- E. CLARK. GeneralTicKet Agent.

llincinnati, Hamilton & Dayton Railroad

Trains run to and Irom Cincinnati as follows:

DSP4RT. ARRIVE

Eastern Express (Erie Railway). 7:00 A. M. 6:3h P. M.
do do do ..9:45 r*. M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25 I*. M-
do do do 6:311 P. M. 7:00 A.M.

Lima Fort Wayne At Chicago 7:15 A M. I0s-J.i P. M-
do do do .... 2:30 I'. M. 5:40 P. 31.

do do do . . ti:3n p. M. 7::joA. M.
Sandusky, Cleveland & Buffalo... 7:15 .*. M. 5:40 P. M-
St rim-field Ac-common* tion 2:3(1 *'. M. 10:-J1 A. M.
Sandusky, Cleveland & Buffalo-. 6-30P M. 10:2*1 A. A.
MuncieA Indianapolis 7:15 A.M. 10:25 P. 31

do do 5:(0 P. M. 1 :20 P. M
Hamilton, Eaton &. Richmond.., 7:1o A. M. 10:25 P. M.

do do do. ... 5:00 P. M. lo-Su A. M.
Hamilton Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.
Trainsrun SEVEN MINIFIES FASTER than Cincln-

jatititne.

For alHnformationand throughtickets, please apply at

tri eold office, south-east corn ei of Broadwayand Front; Binf-

net House Office, corner Vineand Bakerrtreets. and at the
respective depots. Easi Front and Wepi Sixth streets.

D McLAREN. Gen'l Superintendent.
SAM*L STKPHk NSuN, GenT Tiek't Ag't.

Jmnibuse>cai l for passen-. erf

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
RO**D, in connection with ihe Cincinnati, H.milton &
Dayton, and Little Miami Railroads, still coiit :nue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, B.iltim-J re i New York or Boston,
and all KaBtern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,
shippers will please apply to

n. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SniNN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.

Time only 3 liours
Faro Only S3.50—Transfer from Hotel or
Itcbitleiice to Depot* in lovin^ton, Free.

THE SHORTEST ALL-RAIL ROUTE TO
Louiavilie, Nashville, Memphis, New

Orleans, and all points South.

Trains leave Cincinnati as follows :

Louisville Mail
Louisville Fast Line
Louisville Express
Louisville Night Express

LRAVE.
.... 7.20 A M.
.... 1.2" P. M.
... 5.00 P.M
...11.15 P. M.

ABBIVF..
9.05 A. M.

11. .5 A. 31.

e.45 P. M.
5.00 A. M.

Tht- Low Fare Season and Commutation Tickets, pood on
the Walton Accommodation . oiler gie;»t inducements to the
citizens of Cincinnati and Covington wi.o wish to pur-
chase country resi- ences or small farms for gaidening.
This train leaves late in the afteinoon, and arrives early
next morning, giving all day to attend t'> business, tor
further information as to routes, low fare, &c, please apply
at No 1 Burnet Houte, or Dep' t Covin e^on. Ky.

SAM'L GILL, Gen'l Sup't. Louisville.

CENTRAL R, R. OF NEW -JERSEY.

1 assenger and Freight Depot iu New York, foot of Lib-
erty st., connects at Hampton Junction nith ;he Uela-
ware, Lacka* aina. and W estern Railroad, and at E->s on
(«jth the Lehigh Valley Kanroad and its coi.iiet-tjoijs,

forming a direct line to Pittsburg and the West, witm.ut
change of cars.

ALLENTOWN LINE TO THE WEST.

Sixty miles and three hours saved b.v this line to Chicago,
Cincinnati. St. Louis, etc , with but one change of cars.

Silver Palace cars through Irom New York' tu Chicago.

FALL ARRANGEMENT.

Commencing August 30, 16G9. Leave New York as
follows

:

6:55 a.m.— For Easton, Bethlehem, Blanch Chunk,
Williamsport, Wiikesbarre, Maboney City, Tuckhanuock
AC
7:15 H. ni —For Somervjlle.

8:30 a in —For Flemingtun, Junction, Stroudsburg
WaierGap. Scranton, Kingston. Pi'tston Great Bt.ijd, &c.
12 in.—For Flemington, Eaaton, Allentown. 3Jauch

Chunk, V\ ilkesbarre, Reading, Columhia, Lancaster,
bplirata* Litiz, Hoitsville, S'cranton, Harrishurg. Ac.
3:30 B>. an.— Fur Easton, Aheutown, Mauch Chunk

and Belvideie.
4:30 p. in.—For Somerville.
5:25 |»- in.- For SomjeryHle andFlemington.
6 p. 111.— For Ka»t'-n and lntermediate^lat.ons.

7 p. ui.— For Somerville.

7:20 p. iu.--Emiura.nt— Stopping only at the princi
pal stations.

9:00 p. in.- For Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.

9 a. m.

—

Western Exvr.es?, daily, (excrpt Sundays,)
for Easton, Ailentown. Harrishurg, and the West without
change of cars to Cincinnati or Chicwgo, and but one
change to St Louis. Connects *i Harrisburg for Erit and
the Oil Begions. Connects at Junction for Strqudsbtirg,
Water Gap, Scranton, &c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days) f>>r Easton Bethlehem, ailentown, Reading, Hanis-
burg, Pittsburg, Chicago, and Cincinnati, Heeping-Care
to Pituburg and Chicago. Connecis at Junction with
Delaware, Lackawanna and Western Railroad lor all sta-

tion* to ^craul*on. This train will be run to Easton on
Saturdays as a local train. Stopping at principal stations.

8 p. eh.—Westkrh ExHiEt-s Train, daily, for Easton
Ailentown, Keating. Harrisburg, Pittsburgh, and the \\ est
—connects at Harrishurg with trnin for Williamsport, Lrie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:l5., 8:30, !»., 9:20, ln:30, 11:411a m — 12 m , 1:10. 2:-0
3:00,3:3u, 3:45, 4:15. 4 3", 4:45, 5:10,5:2.', 5:45, 6:bU,6:25,
7:< 0.7:2 ,7:40,8: 9:00,9.40 10:45. 1 i:50 p. ui.

Tickets for the West can be obiained at the office of thff

Central Railroad of New Jersey, foot of Liberty st., N. Y.,
atNo. I Astor House; Nos. v*54. 271. 52b" Broadway ;?r

No. 10 Greenwich st., and at the principal hotels.

R. E. RlCKER,.vuperintenden'
H. P. Baldwin, Gen Pass. AgW
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Ttae Iron Region of Obio.

In our statements of iron found on Sunday

creek (Ohio), we did not rely on our own ob-

servation merely, for we do not profess to be

metallurgists, and therefore would not abso-

lutely affirm that iron ore which we saw and

felt was positively of this or that quality. The

statement we made was on the authority of a

practical ironmaster. It is our opinion that

such a man knows more of the quality and

value of iron ore, than any geologist whatever.

However, that may be, it is worth while to look

a little into the iron belt of Ohio, and its de-

velopment, and especially of the relation

which Sunday creek valley bears to it.

The iron belt of Ohio (for it has that ap-

pearance in relation to the mineral strata)

begins a little east of the mouth of Scioto

river, and tending a little east of north passes

through the State from the Ohio river to Lake

Erie. In this whole course it seems to bind

or hug the western outcrop of the coal. It

does not seem to be much more than twenty

miles wide at any one place. In its whole

course over the State, this iron belt is dotted

with furnaces and iron works. These furna-

ces do not indicate exactly the limits of the

iron region, but they do indicate nearly where

the iron is most valuable. The iron business

of Ohio has hardly more than commenced,

but there is already an immense amount of

iron made in this State. In our last article

we stated that the iron regiou included the

south part of Perry couuty; and we showed
that by reference to the lines of furnaces.

We shall repeat that, so far as is necessary to

demonstrate this. Draw a line through Har.

rison furnace, Scioto county, and Big Land

furnace, Vinton county, and it will leave all of

Perry county to the west of it, and will in'

elude the whole of Sunday creek valley in the

iron belt. This is enough. No geologist

(whether he knows iron or not) can contra-

dict this grand fact. Nature is developed in

uniform laws, and the iron belt of Ohio moves

in a direct and almost invariable line. What

we said of Perry county iron is justified by the

general law of mineral development. We find

also, that good and abundant iron is found

even east and south of that, Sunday valley,

crossing the south line of Perry county into

Athens, passes through Trimble township. In

Walker's History of Athens County, a recent

and very interesting work, there occurs this

passage in relation to the mineral resources

of Trimble township, Athens county :
" Coal

of an excellent quality, both bituminous and

cannel, exists here in large deposits, which,

as soon as it becomes accessible by branch

railroads now projected, will command the

attention of capitalists. Iron ore of good

quality is also found in various parts of the

township, and near to large deposits. Salt

water of great strength, and thought by many

to be equal to any in the Hockhocking valley,

has recently been found in abundance in a

well bored for oil by R. J. Atwood." All that

we have said on the Sunday creek valley, as

to iron, coal, salt, &c, is thus fully vindicated

by those who fully understand this subject.

We apprehend, however, that little of these

facts will appear in the Geological Report, for

those who have made the examinations there

are young and inexperienced.

Let us now look at the development of fur-

naces in Ohio, as a pretty good indication of

where and what the Ohio iron region is. The
furnaces are in the following order, viz.:

Scioto county—Harrison, Scioto, Pioneer,

Bloom, Trimble, Ohio, Union.

Lawrence county—Monroe, Olive, Center,

Buckhorn, Mt. Vernon, Lawrence, ^Etna, Ve-

suvius, Hecla, Monitor, Empire, Marion.

Jackson county—Jackson, Berlin, Monroe,

Jefferson, Cambria, Washington, Limestone,

Madison, Iron Valley, Latrobe, Buckeye, Key-

stone.

Gallia county—Gallia.

Vinton county—Cincinnati, Hamden,Eagle>

Vinton, Zaleski, Big Land.

Hocking county—Union, Hocking, Logan.

Muskingum county—Dillam.

Stark county— 1 furnace.

'Trumbull county —2 furnaces.

Tuscarawas county— 1 furnace.

Erie county— 1 furnace.

Lake county— 1 furnace.

Mahoning county— 1 furnace.

These furnaces make fifty-five, and at this

time make about 250,000 tons of iron. There

is no doubt this quantity will soon be quad-

rupled, for iron in Obio is in immense quanti-

ties. We have no doubt that ihe south part

of Perry county and the north part of Athens

will be one theater of iron operations. Till

very recently that county was almost un-

known, and to the present moment has not

been examined by a skillful mineralogist. A
county like that can only be fully known when

examined by men who know something of

practical mineralogy. Sunday creek valley is

worthy the attention of scientific men. If the

Atlantic & Lake Erie Railroad be made (of

which we have heretofore spoken), it will at

once develop the country and make itself

profitable.
— m —

" Snort Line."

To the Editor of the Commercial:

Can you inform your readers what has be-

come of the enterprise for building the Dayton
Short Line Railroad ?

A few months ago quite a sensation was
suddenly created by the announcement of the

transfer of the franchise of the Dayton Short

Line Railroad to a company of capitalists,

some of whom were of our own city, who were,

it was reported, going on at once to complete

the road within a few months, As a result of

this announcement, Cincinnati, Hamilton &
Davton stock dropped ten per cent, in a few

days, and many persons, fearing the competi-

tion of the Short Line, sold out.

It is now stated that very recently the gen-

tlemen composing the organization who were

to build the road as specified, held a meeting

at Saratoga, the object of which was to ascer-

tain if there was not to be found somebody
willing to buy them off; in other words, to pay

them a handsome bonus for killing the enter-

prise.

This question is now pertinent: Was the

Dayton Short Line Railroad, as resuscitated

by the Sandusky meeting, simply a stock job-

bing operation, or is the road to be built?

Will Mr. R- M. Shoemaker, or Mr. J. N.
Kinney, or both, answer? Observer.

[The above inquiry, pertinent to the interests

of Cincinnati, and especially to the people

along the line, will undoubtedly remain with-

out a definite and satisfactory answer for

some time, unless some one, not a catspaw,

is asked for a solution. We have no doubt

the gentlemen referred to by "Observer"

could tell more than they would like, if they

did not feel sore under disappointment.

—

Ed.

Record.]
. m -

As Illustrated Cyclopedia.— Webster's

Unabridged Dictionary, with 3,000 illustra-

tions, is not simply a dictionary of words, but

it is at the same time an Illustrated Cyclope-

dia of Natural History, Physiology, Geology,

Botany, Architecture, etc.

Certainly no scholar can be without this

Dictionary, and it ought to be within the

reach of every child in the land. We believe

it was the younger Pitt who said, whatever

of power he had in speech was chiefly due to

a careful study of the dictionary, word by

word, in alphabetical order.

—

Central Mi-
noisian.



98 4 THE RAILROAD RECORD.

The Short Line Railroad.

A NEW TURN IN AFFAIRS.

A few weeks ago a meeting was held in

Sandusky of the representatives of several

prominent railroads, of which the New York
Central was chief, having for its object, csten-

sibly, the immediate construction of a short

line railroad from Dayton to Cincinnati. Con-
siderable interest was awakened on the dif-

ferent lines, and it was thought by many per-

sons that the road was to be immediately
built. Since that time, however, influences

have been operating to defeat the project.

Meetings have been held in the east, and
finally it is understood the Cincinnati, San-

dusky & Cleveland Railroad withdrew from
the arrangement. This looked like an un-

fortunate blow for the measure, and people

many of them were making up their minds
that the talk of building another road north-

wardly from Cincinnati, like all previous ef-

forts, was to end in wind, and ultimate terms
with roads already constructed, by which satis-

factory running arrangements would be per-

fected.

Yesterday, however, a new phase was put

upon the project by the formation of a new
company to build a road from Cincinnati to

Springfield, through the counties of Hamilton,
Butler, Warren,. Greene and Clarke. The
corporators are R. M. Shoemaker, J. N. Kin-
ney, Seth Evans, Charles P. Taft, and Harry
C. Shoemaker. The papers were sent to the

office of the Secretary of State yesterday, and
to-day a certificate will be issued incorporat-

ing the Cincinnati & Springfield Railroad
Company. We are assured that the new com-
pany mean business, and the surveyors are to

be put in the field at once.

Exactly what route will be determined on
does not yet appear. It seems to be pretty

well settled that the new line will be by way
of Lebanon, but whether from that place it

will run directly, to Springfield by the shortest

route or be deflected to Dayton, running
through the great Centerville stone fields on
its way, is a mailer that may be detemined
by future developments. The indications are
that it will leave Dayton to the west, and run
as nearly straight as possible to Springfield,

or it may occur that a route taking in Xenia
will be selected. What Dayton will think of
being left out in the cold, or what steps she
may take to secure another great outlet to this

city, and to the East, remains to be seen.
At any rate, the gentlemen connected with

the present enterprise seem to be deeply in

earnest, and what is done will probably be
done quickly.— Cin. Gazette.

This sounds like business, and puts us in

mind of the old story of the lark and her little

birdies. The story is, that a farmer, on view-

ing his ripening grain, said to his son, "George,

onr wheat is ripe, go you unto our neighbors

and tell them our grain is ripe, and that I want
them to bring their sickles with them and we
will cut it to morrow." The little birds,

greatly frightened, told their mother what was
said, but she told them not to be uneasy. The
next morning, when the farmer went to the

field, he met none of his neighbors there, and
with some excitement he told George that he
Bhould go to his uncles and cousins, and telL

them that the next day they would all meet
and cut his wheat, and to bring their sickles

with them. This was again told to the old

lark with great fear and trembling by the little

larking, but she quieted their alarm, and told

them there was no danger.

The next day, when the old man and George

met alone at the wheat field, he was very

wroth, and talked loud about the indignity

and contempt of his neighbors and relatives

and told George to get out the sickles, "and
that you and I will to-morrow cut the grain."

When the old bird heard this, she said " Now
indeed, dears, will we have to be gone, for

when people determine to do a thing them-

selves, we may expect them to do it."

We recognize in the corporators none but

Cincinnati men—gentlemen who are abund-

antly able to do whatever they undertake, and

we should not be surprised if they did really

do it.

Hot Boxes.

Can not some live Yankee supply a cure for

"hot boxes" on railway trains? With the

constant improvements in railway machinery,
this would seem to be a simple invention, and
yet it hasn't arrived. The question was sug
guested by a detention to your correspondent
the past week, by which your readers lost

their no doubt valued (if not valuable) corre-

spondence. The Pacific Express, the light-

ning train from Chicago, made its usual ex-
cellent time as far aB Harrisburg, and should
make no stop from that city to Philadelphia,

a run of 105 miles. In half an hour the train

was stopped with two journals smoking in a

forward car. Buckets of water and greasy
waste cured this, and the run, after the loss of

15 minutes, was continued below Lancaster.
Shortly again the train halts, and this time a

lively tongue of flame is issuing from a jour-

nal on a rear car. Three successive stops

were made on account of this trouble before

reaching Philadelphia, and the loss of time in

the aggregate very considerable. Now, we
respectfully submit that, as somewhat greater
problems in machinery have been solved, the

remedy for this nuisance lies within the possi-

bility of human genius. To the man who does

it we promise a customer certain in one of the

leading railways, if we can judge anything
from the remarks of a prominent railway offi-

cial on that " hot box " train.

We copy the above paragraph for the pur-

pose of announcing that the remedy called for

has been discovered in "Devlan's Patent
Journal-Box Lubricator;" and, in our opinion,

nothing need be done to abate the nuisance
complained of but to give this remedy a fair

trial. It consists of a pad or saddle corre-

sponding to the length of tie journal, made of

wool and hair, combined expressly for the

purpose, and filled wilh elastic sponge. Be-
fore putting this pad in the boxes, it is satu-

rated with oil in the same manner as waste:
the sponge holding the oil in a state of ab-

sorption, and supplying it to the journal as

fast as required. The sponge never loses its

elasticity, is not liable to decay or harden,

and always keeps up tc its place. The pad or

cushion will run six months without re-oiling,

if the boxes are in good order; and one man
can pack one hundred ears with them in less

time than he can pack ten with waste. This
lubricator has been but recently introduced.

We have seen certificates of its satisfactory

working upon several roads, including the

Erie Railway and Pennsylvania Central, in-

dorsing it in the most unqualified manner,
and conceding all its inventors claim in its

behalf as a lubricator superior to anv other on
the score of effectiveness and cheapness.

[Od account of the vast importance of the

subject, we are glad to insert the above puff

from the National Car Builder. There is,

however, a simple remedy that all can secure

if they will ; but we regret to be forced to con-

fess that it is very difficult, in the face of per

cents and private drawbacks on bills, to con-

vince railroad officials of the importance of

using good, pure oils. With good oil, and

the box properly packed, it is very doubtful if

we should ever hear of a "hot box." There is

great economy to the company in using good

oil, but not so much^>er cent, to the purchas-

ing agent ]

Every Saturday for September 10th,

is one of the best issues of that excellent illus-

trated paper.' It contains some very fine Eu-

ropean war pictures, and other models of the

engraver's art; while its literary contents are

able, varied and entertaining.

Late New Mexican advices confirm
the almost incredible richness of the " Burro "

mines and other rich discoveries in that vicin-

ity. Wood and water are abundant, and there

are no Indians in the district.

—

Exchange.

The Burro mountain! have long been known

as rich in mineral, but the last information,

" there are no Indians in the district," is new

and perhaps a little "fine drawn."

Schenectady Locomotive Works. — We
learn that these works are fully employed,
and have a larger number of hands in their

shops than ever before. A good many loco-

motive engineers are never satisfied until they
get their hands on the throttle of a "McQueen"
engine. This establishment keeps up to the

times in modern improvements, and the cha-
racter of its work is Dot exceeded bv that of
any other manufacturer.

—

Railway Times.

[We are glad to hear of it, they deserve all

the business they can do.

—

Ed. Record]

Modern vs. Ancient Construction.—Mis3
Martineau, on seeing the pyramids of Egypt,
expressed regret that the art by which their

immense stones were elevated was lost. This
called out an article from a scientific engineer

to the editor of the Times, stating that he, or

any other engineer of the present day, would
readily undertake the erection of a pyramid
equal to the largest in Egypt. The facts which
follow will show that this is no idle boast.

According to ancient authors, from 100,000

to 800,000 men were engaged for twenty years

on the great pyramid, the sum of whose united

labor has been estimated to be equal to raising

15,750,000,000 cubic feet of stone one foot

high. This, M. Dupin estimates, could be
done by the steam engines of England alone

in the short space of eighteen hours. In the

construction of the southern branch of the

London & Northwestern Railway, nearly dou-

ble this amount of work was actually done by

20,000 men in less than five years.
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Tbe Interocennic Canal.

Its Practicability and Advantages—Cost
and Obstacles to be Encountered—Im-

perfection or all Explorations—Neces-
sary Conditions to the Enterprise—The
Various Routes Proposed, &c.

[Prom the Cincinnati Commercial, Sept. 3.1

An exceedingly interesting pamphlet by Mr.

S. T. Abert, upon the subject of the practica-

bility of a ship canal across the Isthmus of

Darien, connecting the Atlantic and Pacific

oceans, has just been issued from the press of

Messrs. E. W. Carroll & Co., of this city, and,

by the value of its condensation of information

upon this very important topic and evident

freedom from all ulterior interests in the mat-

ter, deserves from us more than mere passing

mention. It is an intelligent and comprehen
sive survey of the wide yet unsatisfactory field

of knowledge acquired upon the subject of an

interoceanic canal, and evidently is animated

by a sincere love for science and desire for the

practical benefit of the world at large, instead

of the interested motives which have too often

rendered comparatively valueless, by jealousy

and partiality, other works upon this topic.

Mr. Abert devotes a considerable amount
of space in the first part of his pamphlet to a

sketch of the Suez ship canal, showing the

difficulties encountered in its construction, the

results finally achieved by it, and speculating

at some length upon its influence upon the

commerce of the world and the probable effect

upon tbe realization of the Darien canal pro-

ject. The obstacles interposed by nature to

the construction of the Suez canal, such as

shifting sands, shallow and changing harbors,

&c, were but small when compared with those

interposed by the English government in its

jealousy of the commercial advantages which

the work, when completed, would give to

France, in her command of the rich trade of

the East. Lord Palraerston saw threatened

by this canal the proud position of mistress

of the seas hitherto held by Great Britain.

Her greatest commercial rival, Frauce, would

possess by it a route which shortened by from

5,000 to 10,000 miles the distances from Eu-
ropean and American ports to Bombay.
No means Bhort of a war were left unem-

ployed to retard the work. The Turkish gov-

ernment was but a tool in the hands of Eng-
land. At length, after ten years of diplomatic

combat and herculean labors, the Suez canal

was finished. Its cost up to the date of open-

ing was $80,893,665, an average cost of $808,-

986 per mile, the work being one hundred
miles in length. This gave a canal of a sur-

face width of 328 feet, except in difficult cut-

tings, where it is 190 feet, least bottom width

12 feet, depth at first 17 J feet, now 22 feet,

and will be ultimately 26 feet. The deepest

cuttings made on the line are, at Chalouf 56

feet, at Serapeum 62 feet, and at El Guisr 85

feet. These general facts are all for which
we have any space here, and are only quoted

in this connection to afford a basis of contrast

between the magnitude and cost of this and
the projected Darien canal. A carefully pre-

pared table shows that the distances to Orien-

tal ports from the great European and Ameri-
can entrepots is shorfer in actual number of

miles by Suez canal route than it will be by
the Darien route, but this is more than offset

by the fact that adverse winds and currents,

especially in the Red sea, where the prevail-

ing winds are from the north, render the

voyage via Suez four or five days the longest

in time, which is, after all, the greatest con-

sideration.

Napoleon III, when a prisoner at Ham, pre-

pared a very excellent and exhaustive review
of the advantages of the Darien route, in

which, giving due consideration to the action
of winds aud currents in aiding or retarding
the progress of the mariner on both routes, he
says of the projected Darien canal :

" In re-

gard to the United States of America, all the
distances would be shortened 1,400 miles and
15 days—Europe would gain 47 days to the
coast of South America, while the United
States would gain 62 days. To China and
Sydney, Europe would gain 29 days and the
United States 24 days." While these advan-
tages exist on the side of the Darien canal, it

is not, however, correct, to look upon it as a
rival of that of Suez. The winds and currents
adverse to the ship homeward bound from
Oriental ports by the Suez canal, would be
most favorable to those outward bound, while
a safe and easy home trip would be afforded
by the Darien route. Basing the calculation
upon a mass of tabular statistics of distance
and time supporting the alleged saving by the
Darien route, the author computes the annual
economy to the trade of the world in saving
insurance on vessels and cargoes, interest on
cargoes, reduction of wear and tear of ships,
saving of wages, provisions, &c, at $49,530,-
208. He further figures that the increase of
trade in the next ten years at even less than
the ratio of increase for the ten last past (10
per cent, per annum) will be so vast that at
that time the annual saving by this canal in

Ihe items mentioned, will amount to $90,060,-
416, and the total, then supposing the canal
finished all the while, would reach the enor-
mous sum of $767,718,224 10. Other tables
of figures seem to prove conclusively that at

the lowest possible estimate the annual amount
of exports and imports which would pass
through the Darien canal, basing the calcula-
tion upon official reports as far back as 1856-7,
would be $451,029,132. As it has become an
accepted proverbial fact that figures can not
lie, and the figures cited by Mr. Abert are so
eminently satisfactory in favor of the pro-
jected enterprise, it is not difficult to appre-
ciate and sympathise with the earnest feeling
in his appeal, that this great work should be
American, that American energy, talent, mo-
ney and pluck should do it, and own it for all

time. In urging this he cites a mass of sta-

tistics showing in part the vast advantages
which would accrue from such a canal in the
development and increased wealth of all the
great river basins drained into the gulf of
Mexico or the Caribbean sea, 4,245,000 square
miles in extent, with 12,000 miles of navigable
streams, alt along which may be established
a direct trade with the Orient. What a con-
trast between this and the basins of the Medi-
terranean system of rivers, directly tributary

to and benefited by the Suez caual, which are
only 2,410,000 square miles in extent, and
have only 5,000 miles in navigable streams.
The effect of the Darien canal in opening
direct water communication from the Orient
to all the rich western interior, even as far

north as the great lakes, bears, however, but a
small proportion to the vast benefits it would
confer upon the world at large. Facts and
figures of the plainest kind seem to be almost
apocryphal when an intelligent idea of these
benefits is attempted to be conveyed. Accept-
ing, then, the Darien canal as an absolute ne-

cessity of the age, let us see from the mass of
facts before us in this work what will be its

probable cost, the natural obstacles in its way
and how they are to be overcome. All these

considerations depend, of course, upon the

route selected, as a grand primary considera-

tion, and it is to be very sincerely regretted
that with all the efforts which have been made
by exploring parties, at great sacrifices of
treasure, labor and life, we have as yet but a
very imperfect knowledge of the country
through which this great work is to be pushed.
Not a single map eixsts which is more than
merely approximately correct, while each ex-
ploring party sent out seems to have done
little more lhan detect and expose the errors
of those who had gone before, discover new
difficulties in the way of the enterprise, and
finally fancy that they had found the only
practicable route, only to have, in turn, their
idol shattered by their successors.

Scientific men agree that at some remote
period in the world's history, an open sea here
separated the two continents, and that subse-
quently a great convulsion of nature upheaved
the chain of mountains now running through
the isthmus. It is not necessary here to cite

the reasons for this belief, or name the emi-
nent men who have affirmed it. Let it suffice

that it is a conclusively established and ac-
cepted fact. This irregularity of nature has
left, as a gigantic barrier between the two
oceans, a combination of obstacles to such an
enterprise as that proposed as would seem
almost to defy man's power to overcome, or
even adequately to explore them. Between
enormous rocky peaks the lowlands are cov-
ered with dense thickets of thorny, interlaced
vines and shrubs, where not a step can be
taken without the most violent labor—where
ever a partial depression of the chain of peaks
gives promise of a practicable route, the shores
on either side are such as to forbid harbors

—

when on either side appear good harbors, the
mountains behind them rise most appallingly
—add to all this the fact'that, for reasons still

unexplained, some forces of nature here render
so irregular and inaccurate all barometric
tests, that the prime task of engineering, the
acquiring of a correct knowledge of hi^'ht, is

almost impossible ; last, but not least, the pre-

sence of a large tribe of hostile savages in the
country deemed most naturally favorable 10

the enterprise, prevents any thorough explora-
tion except by a large armed party—and the

causes of the meagerness of our information
concerning the isthmus may be appreciated.
It can, indeed, only be said that one route,

and that one which presents seemingly insur-

mountable obstacles, has ever been at all tho-

roughly explored; that is the one known as

Michler's route, surveyed by Brevet Brigadier
General N. Michler, United States Corps of
Topographical Engineers. No less than 19
routes have been suggested, on which summit
altitudes range variously from 174 feet (claim-

ed) to 2,956 feet. Little reliance can be
placed upon the lower altitudes reported.

Cullen's pass, for instance, was affirmed to be
only 150 feet, and was proven to be nine times
that much.

Clearly, lift locks will be necessary, at least

eight at each end, and in all probability (cer-

tainly on several of the routes) a gigantic
tunnel as well. One route, that suggested by
Gisborne, from Darien to San Miguel, pro-

posed a tunnel over 7 miles long. Guard locks
will also be necessary to protect the canal
against the varied influences of the tides in

tbe Atlantic and Pacific oceans, for at Pana-
ma, on the Pacific side, the highest flood tiu^

rises about 10J feet above the' level of the

mean tide of the Atlantic, and the extreme
ebb falls about the same number of feet below
it.

Locks of the enormous size which will be
required here, say 400 feet long by 90 feet

wide, with an average raise of 12$ feet, seem
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somewhat stupendous constructions, but sink

into insignificance beside the awful tunnel

prqposed. We are calmly told that "to pass

Bhips wiih the topmast struck, the intrades of

the arch should be 100 feet above the surface

of the water. A semi-ellipse, with semi-trans-

verse and conjugate diameters of 100 feet,

added to the canal prism of 30 feet in depth,

will give an area of tunnel equal to 10,104
superficial feet, or to 1,976,263 cubic yards
per mile." Financially, the thiug looks large,

$16,000,000 estimated for locks, $19,762,630
per mile for tunneling, $1,792,202 per mile

tor open canal, and the figures begin to add
up with great rapidity. Before mentioning
the several routes which have been suggested,

Mr. Abert assumes the following conditions

for success of an interoceanic canal, irrespec-

tive of financial considerations, the estimated

cost of $134,450,154 being a mere bagatelle

to the well regulated engineering mind.
First—The isthmeau canal may be a through

cut, with guard locks.

Second— It should be without a tunnel.

Third—It may have a summit level and
moderate lockage, to avoid excessive cutting,

and tunneling.

Fourth—Great advantages in other respects,

viz.: shortness of line and fine harbors, may
compensate for a short tunnel.

Fifth—The route should possess good har-

bors, or such as can be easily improved.
Sixth—The canal should be sufficiently wide

to permit ships to pass easily, or it should
have convenient turn outs. (As to width,

Kennish proposes 200 feet, General Michler
100 feet, and Mr. Abert 190, the latter two
with sufficient number of turn outs.)

The Tehuantepec route proposes a line of

190 miles, with 161 locks (might be reduced
to 120) on it, and possesses little merit as a
practicable line.

The Honduras route has also been con-
demned. There have been five routes pro-

posed from San Juan de Nicaragua and Lake
Nicaragua, and three others by way of Lakes
Nicaragua and Managua. All these routes
commence at San Juan de Nicaragua, and
follow the San Juan river to Lake Nicaragua.
From this lake three routes pass through
Lake Managua to Kealijo, and to the gulf of

Fonseca. Lake Managua is about 20 feet

above the level of Lake Nicaragua. The dry
season suspends the flow of water between the
lakes, and the question arises whether, even
by the aid of a dam, sufficient water can be
stored in the smaller lake to feed the summer
level on each side of it during the dry season
The shortest line, including Lake Nicaragua,
is the Brii'O route, which has 119 miles length
of San Juan river, 57 miles of Lake Nicara-
gua, and 18 miles from the lake to the Pacific

—in all, 194 miles. The others are much
longer; one, the Fonseca and Estero Real
line being 313 miles, that by Fonseca and
Tamarinda 309 miles, and that to Kenlijo 338
miles. The ports on the bay of Fonseca and
at Realijo are good, but the others on the Pa-
cific side are not, while that of San Juan del

Norte, on the Atlantic, is bad, and rapidly
deterioraling by sand forcing in to the entrance,
and the arrest of sediment in the river on its

way out.

Concerning all these suggested routes, Mr.
Abert concisely says: "A healthy and pro-
ductive country, two lakes affording an inex-
haustible supply for a summit level, a divide
easily overcome at an altitude represented as

174 feet, and the convenient channel of the
San Juan, through which the waters of Lakes
Managua and Nicaragua find their way from
an ample theater of hills to the Atlantic

ocean, are advantages which engineers and
capitalists are loth to abandon, and which the

reader relinquishes with regret. We may ex-

pect, therefore, to find the question continually

revived. But its advantages have been over-

estimated. The San Juan river has cut an
outlet for the canal through the ridge sepa-

rating Lake Nicaragua from the Atlantic

;

but to pierce the divide on the opposite side,

which separates the, lake from the Pacific,

a tunnel of about six miles in length will be
requisite."

The Panama route has also met with much
consideration and favor, partially, doubtless,

from its being one of the best known of any.

Mr. Garella proposed a canal here, starting

from the bay of Limon, on the Atlantic, fol-

lowing the valley of the Chagres, ascending
with 17 locks to the summit, which would be
passed by a tunnel 17,500 feet in length, at

an altitude of 135 feet above high water in

the Pacific, and descending with 18 locks, ter-

minating at the bay of Vaca del Monte. It is

believed, however, that tunnel may be avoid-

ed. With the tunnel this work would cost

$141,855,871. A locked canal on Colonel

Hughes' line, slightly different only from this,

would cost, it is estimated, $109,610,150. The
harbors on each side are good and easily sus-

ceptible of improvement.
^It is quite within the bounds of possibility

that, however good this route, some difficulty

would be found in making use of it, from the

fact that it would be necessary, in order to do
so, to obtain the consent of the Panama Rail-

road Company to the use of the land belong-

ing to their reservation through which it would
have to run.

The San Bias and Bayamo river route

crosses the isthmus at the narrowest point, it

being but 30 miles from ocean to ocean, while

the tide of the Pacific is said to approach
within 15 miles of the Atlantic coast. The
great obstacle here is the necessity for a tun-

nel 7 miles long. The harbors are good, and
the altitude of the tunnel would have to be

but 93J feet above mean tide.

There is little doubt among explorers that

through Darien will be found the most favora-

ble conditions for an interoceanic canal, be-

tween Caledonia bay and the gulf of San Mi-

guel. Every effort at exploration here has,

however, so far resulted in failure. Hostile

Indians, a very broken country, and other ob-

stacles, have caused the failures of Cullen,

Gisborne, Strain, Prevost, Codazzi, Bourdiol

and all others who have attempted to explore

and survey routes through this district, and
the records of what they did and what they

failed to do strongly impress the mind with

hope that here may yet be found the long

sought for practicable line. It is indeed

affirmed (although Mr. Abert has given no
place in his book for such unofficial state-

ments) by travelers who have communicated
with the Indians, that to them is known a pass

where the altitude of the divide is so low that

these savages drag their canoes from one
small stream which flows to the Pacific, and
launch them in another which glides down to

the Atlantic, but the savages declare that the

white man shall never know that pass, for

they ferl that the announcement of its dis-

covery would be the death knell of their race.

A rumor is given place to that Sir de Gor-

gota, of New Granada, had found a route be-

tween the gulf of San Miguel and Darien, by

ascending the Tuyra and crossing the valley

of the Atrato, in which the altitude of the

divide above mean tide was not more than

190 feet. No scientific support is given to the

story, and, consequeutly, but little credence.

Mr. De la Charrue claimed to have found a
route by way of Tuyra, Paya and Caquarri to

the Atrato, only 50 miles in length, and only
178 feet at highest altitude. It is an interest-

ing statement, but is not backed by any sci-

entific evidences or professional engineering
testimony as to its truth.

From the mouth of the Atrato river, 100
miles up and then straight across to the Pa-
cific, cutting 26 miles, mainly through solid

rock, passing the divide at an altitude of 505
feet, by a tunnel 3J miles long, and large
enough to admit two ships abreast, was the

plan suggested by Mr. Kennish.
Michler's proposed route, already referred

to, is the only one which has been so tho-

roughly explored that it can be said with any
degree of confidence that we know anything
about it, and consequently is the one on which
we are most apt to look favorably. It is to

extend by way of the Atrato to theTYuando,
thence by a straight line to the bead of the
Palizadas, thence to the foot of the Saltos, by
a curved line to the head of the Saltos, inclu-

ding a tunnel of 800 feet through the Sierra

de los Saltos, thence directly to the mouth of
the river Grundo, a tributary of the Nercua,
then, leaving -the valley of the Nercua, pier-

cing the mountains with a tunnel 12,500 feet

in length, continuing to the mouth of the Chu-
parador and down the valley of the river Para-
cuchichi to the Bahia Ensenada or Estero 3e
Paracuehichi.

This would require 95 miles of river navi-
gation and 52f miles of canal, making an
aggregate length of 147J miles. The estimate
of expense made by General Michler is be-

lieved to be too small. He thin.ks the work
should be done for $134,450,154, while Mr.
Abert computes it, on General Michler's data,

at $176,625,154. It is worthy of note that

General Michler, at the conclusion of his re-

port, from circumstances which had come to
his knowledge and observation, expresses his

belief that, "it is highly probable that a still

more favorable route can be found leading
out of the valley."

Mr. Abert does not seem to attach his con-
fidence to either one of tbe routes thus con-
cisely sketched, but contents himself with
presenting them all fairly, pointing out the

great advantages which would accrue from
such a canal to the world at large and especi-

ally to America, and showing just how much
has been done and how vast the field for labor
yet open before any determinate action can
be taken. In answer to the objection that

the usefulness of such a canal is greatly di-

minished by the completion of the Pacific

Railroad, he argues the much cheaper trans-

portation for freight by this canal, showing
that its tolls need not be more than $1 per
ton for a length of 50 miles, which, with the
added advantage of avoiding breaking bulk,

will bring it far below any possibility of com-
petition for heavy freights by tbe railroad. It

would indeed be little, if any more, than one-
fourth the average rate per ton per mile on
the railroad, with the vast advantage of this

toll being but for 50 or at most 100 miles

against the 3,000 miles of tbe railroad.

In conclusion, we will quote one of his

paragraphs as a condensed summing up of the

whole matter: "It is manifest that an inter-

marine canal is not impracticable to American
talent and energy. It can undoubtedly be
executed by international co-operation. It is

demanded by the common interest, commer-
cial, political and social of all peoples. It is

supported by humanitarian considerations, im-

mediate in their influence, broad and practical

in their relations to the interests of society."
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Railroads In the Present European War.

There are few who will contest the assertion

that had no railroads existed in the United
States, the recent great struggle between
North and South, if terminated at all in favor

of the Union, would have required many more
years of painful sacrifice. In the war of 1812
-15 with Great Britain, it cost six weeks' de-

lay and many times the present value of a

barrel of flour to convey such a barrel from
New York to Lake Brie. In 1861-65, the

numbers of men, the quantity of stores, and
the tremendous paraphernalia of war conveyed
in a day or two to scenes of action hundreds
of miles distant, amazed the world. As early

as 1859 the French had done marvelous
things in this way, when they assisted the

Italians against Austria. In eighty-six days
—that is to say, from the 10th of April to the

5th of July—they transported 604,381 men
and 129,227 horses on their various railroads,

and of these the Lyons road alone threw 227,

649 men and 36,358 horses upon the Italian

frontiers. In 1866, the Prussians in twenty-

one days transported 197,000 men, 55,000
horses and 5,300 wasons, in perfect condition,

over distances varying from 120 to 360 miles,

or much less, in the average, than the space
over which their armies now have to be moved
in prosecuting the invasion of France.

This immense acceleration of movement by
means of steam and railroads must exercise

the greatest influence upon the result. Time,
money, food, clothing, health and discipline,

are all found to be vastly economized ; and
as for casualties, the proportion was found to

be far less than on the old foot marching sys-

tem. Infantry and the munitions and equip-

ments are naturally disembarked more rapidly

than cavalry and artillery. In Germany the

cars intended for the transportation of troops,

horses and batteries, are provided with from
three to four axles and six to eight wheels.

Each axle is calculated to bear the weight of

from twenty to twenty-five men or two to three

fully equipped horses. One field piece or one
army wagon is reckoned for every two axles.

For the heavier trains two locomotives are

employed, both pulling, or one pulling and the

other pushing. Such a double train, say the

mililary journals of Prussia, with 38 to 40
cars, will convey a battalion of 1,000 men,
along with their ammunition wagons and the

horses of the officers. One of from 30 to 32
cars will transport either a battery of field

artillery of 6 guns and 2 howitzers, leaving

half of the ammunition wagons and the two
leaders of every six-horse team to follow on a

single train, or a squadron of 150 mounted
men and 160 horses, the riders accompanying
their animals. A rocket battery requires only

a single train and one locomotive.

Upon carefully calculating weights, time
and distances the conclusion is that a division

of 10,000 men—8 battalions, 2 regiments of
cavalry and 2 batteries, on the German plan

-r-might be carried 120 miles on a long sum-
mer's day, a double track and turnouts exist-

ing, and all things in good order. This, at

least, is about the rate at which the Prussians
have moved toward the Rhine, only that by
peculiar effort they managed to get nearly

20,000 men through on each railroad line in

the 24 hours. Thus, in the lapse of 10 days
they presented 200,000 men on their frontier,

in addition to such troops as they had already
in station near the scene.

California's richest gold mine yielded
a profit last year of $340,000.

Michigan Iron Ore.

At the recent meeting of the American
Association for the Advancement of Science,

at Troy, Prof. Winchell, the state geologist of

Michigan, read a paper on the " Post tertiary

phenomena in Michigan." After examining
at some length the various theories regarding
peat and its formation, he pointed out the

reliquary evidences that, these beds must have
been ancient lakelets, and the sediment is the

peat of our experience. This sediment, too,

incloses vast mastodon and mammoth remains,

found so near the surface that it would seem
that they must have been buried there within

500 years. For the first time, too, the remains
of the gigantic extinct beaver of North Ame-
rica has, within a short time, been unearthed'
in Michigan. Still more interesting to geo-
logy and science generally is the discovery of

the flint arrow head in situation almost simi-

lar. This discovery was made in Washtenaw
county, the relic within 7 feet of the surface,

and the mastodon remains found near Tecum-
seh, a few miles distant, but two and a half feet

from the surface; the Adrian mastodon, but
three feet deep. The professor next examined
the bog iron ore in the northern peninsula of

Michigan. The iron formation there in one
county covers several townships and pene-
trates to an undiscovered depth. It is of re-

markable purity and inexhaustible abundance.
Lying directly in the projected line of the

Northern Pacific Railroad, it will prove of in-

calculable value to the companies construct-

ing that great route. The prodigious deposit

our investigations prove to be derived from
the disintegration of the hematites and mag-
netites of the contiguous region of the West.
Following an exhaustive discussion of this

point, the professor gave a theory of the outlet

of Lake Superior and its discovery. He
pointed out the formation of the White Fish
river, and the formation of its boundaries, as

indicating a glacic action, and the forming of
the vast channels running into the lake by
erosion. Through this the waters of the lake
flowed in a powerful stream in that earlier

epoch when the lakes stood from 50 to 300
feet higher than at present. The entire wa-
ter expanse of this northern region indicates

the phenomena of erosion as the explanation
of these inland seas.

During the week ending Sept. 3d,
among other general merchandise, there was
imported into the port of New York the fol-

lowing values (gold) of metals, all of which,
with the exception of tin, are possessed by us
in the greatest possible superabundance : $6,-

160 in chains and anchors, $63,859 in cutlery,

$23,406 in guns, $16,614 in hardware, $101,-
690 in railroad iron, bars, $15,263 in pig do

,

$10,935 in sheet do., $99,984 in pig lead, $10,-

924 in metal goods, $10,098 in needles, $4,462
in old metal, $31,477 in steel, $157,407 in tin,

boxes, $141,188 in do, slabs, $10,324 in wire,

$13,395 in zinc.

fi@°" The imports for the week ending Sept.

3 show a little falling off in dry goods, and a
considerable decrease in those of general
merchandise; the total being above $7,500,-
000 in foreign gold value.

18158. 1869. 1870.
Dry Goods 82.3U2.91U 82,110,405 $3,532 797
Geu. mdse 2,222,071 3,40.,672 4,101,653

Tot. for the week $4,584,771
l'rev. reported.... 108:115,322

55,522,077
207,286,882

$7,633,870
198,014.245

Since January 1 8172 960,073 $212,809,059 $2U5,048,2I5

fi@~ According to Gladstone, the wealth of
England increases $500,000,000 every year.

The Pennsylvania Steel Works at Harris-
burp.

We collate the following interesting facts

and figures from the correspondence of the

Philadelphia Press

:

The Bessemer Steel Works, established

three years since a few miles east of Harris-

burg, are in successful operation, and their

business is constantly increasing. The Pre-

sident is Samuel M. Feltou, long and favora-

bly known from his able connection with the

Phil., Wil & Baltimore Railroad; and the

Secretary, Chas S. Hinchman, and Robert II.

Lamborn, Treasurer. The steel works are

now turning out over 1,000 tons of steel rails

per month, and during the balance of the year

they expect to make 15,000 tons per month,

and next year 25,000. This is the first mill

constructed in America especially for this

branch of manufactures. $900,000 are in-

vested for machinery alone, so that they are

enabled to make heavier shafting than any
other establishment in our country. Their

new hammer, having u 35,000 lbs weight,

cost, with its appointments, $92,000, and is

the largest in the United Slates. The anvil

block of this hammer weighs 150 tons, of cast

iron, and rests upon an immense structure of

solid piling, reaching to the rock, set in and
under the earth.

All the rails made by this company pass be-

neath this ponderous rule, which by means of

relays of skilled laborers is kept in operation

day and night. The high quality of rail se-

cured by its use is already recognized by the

best engineers of the country. It was through

the urgent advice of J. Edgar Thomson, Pre-

sident of the Penn. Central, that it was erect-

ed. The use of smaller hammers, although

producing a rail such as is usually placed

upon the market, was not capable of satisfying

the fastidious officers of that company. New
machinery for still higher perfection is already

projected. This expense of $92,000 is, there-

fore, solely to increase the toughness and im-

prove the quality of the rail.

The greater part of their work is done by
machinery, with a hydraulic apparatus by
which the ordinary labor of 200 men can be

accomplished by a single hand. They own
100 acres, which is traversed by the Penn.
Central Railroad, and quite a settlement has

sprung up in that vicinity.

Some idea of the extent of these works, and
capital employed in them, may be gained

when it is known that they turn out $100,000
worth of steel rails per month. They furnish

rails not only to the Penn. Central, but to

nearly all other roads throughout the United

States. Col. J. G. Stephens, resident engi-

neer, expresses the opinion that while iron

rails wear out in 8 years, steel rails will out-

last 17 iron rails. The labor is of an exceed-

ingly intelligent class, as mo3t of the work is

done by machinery, and the workmen are re-

quired to perform very delicate chemical ope-

rations. A skillful chemist is constantly em-
ployed testing the products of the work and
the materials used in the manufacture of the

rails and forgings, that they may be kept uni-

form and up to the highest standard of excel-

lence. The manager— Mr. J. B. Pearce

—

worked for more than two years in various

Continental and English steel works before

connecting himself with this establishment.

He is a graduate of Yale College.

B@*The Marietta (Ohio) Iron Works are

doing business at the rate of $800,000 annu-

ally, and about $180,000 are paid out annually

for labor, while $40,000 is consumed in coal.
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The Hoosac Tunnel—John T. Daley, presi-

dent N. Y. Burleigh Drill Co , correcting an
assertion in the N. Y. Evening Post that drills

similar to those of the Mont Cenis tunnel were

used in the prosecution of this work, says:

"The machinery at Hoosac is purely the

invention of Charles Burleigh, of Fitchburg,

Mass ,
suggested by the exigencies of the work

itself, and attained only after numerous fail-

ures with other plans. At Mont Cenis they

have to keep 200 drills in the shops, to main-
tain a gang of 16 at work; at Hoosac there

are never more than one-sixth that number,
and frequently a drill will run for four months
without a dollar's repairs. At Mont Cenis the

progress is sometimes not more than 32 feet

per month; at Hoosac the contractors are

bound to make not less than 150 feet per

month, and have made as much as 168 feet

at one heading.

"The Mount Cenis drill is made on the prin-

ciple of a direct blow on the feeding screw,

the result of which is to batter the machine
to pieces; at Hoosac the concussion is taken

up by steam or air in the cylinder, and the

machine is not jarred at all. It was used in

building the Pacific Railroad ; is used in the

work at Hell Gate; is applied at the Nusqua-
honing tunnel; at the Georgetown, Colorado,

tunnel, and in the caisson of the East river

bridge.
" Neither is there any analogy between the

air compressors, there being the same dis-

parity between their construction and perform-
ance as the matter of the drills.

Railroads of Arkansas.—D. B. Sickles,

Financial Agent, in this city, of the State of

Arkansas, gives some very encouraging state-

ments in regard to the progress of the work
on the various railroads now in the course of

construction in that State. He informs us

that the Memphis & Little Rock Railroad has

recently been opened to Brinkley, and that

passengers from Memphis can now reach Little

Rock in about 12 hours. The completion of

the road before the 1st of January is positively

assured. The Little Rock & Fort Smith road

is finished as far as Gold creek, a distance of

80 miles from Little Rock, and the rails will

be down to Lewisburg in about two weeks.

On the Little Rock, Pine Bluff & New Orleans
Railroad, 35 miles have been graded and
made ready for ties; iron rails, with fasten-

ings, sufficient to complete 10 miles of track

are now at Chicora, the terminus of the road,

and it is the intention of the company to have
trains running through to Pine Bluff by the

1st of January. The Mississippi, Ouachita &
Red River road has over 500 laborers em-
ployed, and about 20 miles of road bed have

been prepared for the rails, which are now on

the ground. It is asserted that in leBs than

twelve months Arkansas will have over 600

miles of railroad in operation through the

richest sections of the State.

PlTTSBURf; & CONNELLSVILLE RAILROAD.

—

The wcrk on Sand Patch tunnel, by Messrs.

Howley, is progressing rapidly. The eastern

portal is already completed with a cut stone

arch 100 feet into the tunnel. The arch is

completed to shaft No. 3, and only 800 feet

more remains to be arched, to make the tun-

nel secure. There is yet 800 feet of bottom
to lake out, but the large force employed will

remove it in five months more and complete
this great work. President Hughart and Mr.

Latrobe visited it on the 8tb ult., and passed
through it examining the work, and expressed
themselves highly pleased with everything
done and doing.— Genius of Liberty,

Railroad Items.

— The Coldwater Republican of the 20th
says: "The Ohio & Michigan Railway has
been located north-westerly from this place,

by the way of Burlington, Battle Creek, Au-
gusta, and Richland, to Allegan, and south-
easterly, via Ovid, Alganses, Hall's Corners,
Camden and Amboy, to the Ohio state line,

provided that the localities through which the
road would pass on the above line will trans-

fer their pledged subscriptions to the com-
pany stock books, furnish the right of way,
and perform such other conditions as the
company may require. The engineer corps
will immediately commence operations."

— The Terre Haute & Indianapolis Railroad
Company have assumed control and manage-
ment, by lease, of the St. Louis, Vandalia &
Terre Haute Railroad. It will be known as
the Vandalia Division. The following man-
agement is announced : R. A. Morris, Sec'y
and Auditor, Terre Haute, Ind ; M. W. Wil-
liams, Treasurer, do.; Chas. R. Peddle, Gen.
Supt., do.: John W, Conlogue, Supt. Vandalia
Div., St. Louis, Mo.; John E. Simpson, Supt.
Indianapolis Div., Indianapolis, Ind ; H. W.
Hibbard, Gen. Freight Agt., do ; F. Chandler,
Gen. Ticket Agt., St. Louis, Mo.; N. Stevens,
Gen. Agt, do.; J. H. Hager, Paymaster, Terre
Haute, Ind.

— The Wheeling Register says work on the
Baltimore it Ohio bridge at Bellair is being
pushed forward with rapidity. The Keystone
Bridge Company, of Pittsburg, have got the
timbers ready for the entire bridge, and are
already putting the iron superstructure on
some of the piers. It looks as if the bridge
would be ready for the passage of trains by
Christmas.

— The receipts of the Central Railroad of
New Jersey for 1869 show an increase over
the preceding year of $280,709 17. The total

passengers carried for 1869 were 2,296,864;
the merchandise carried was 705,611 tons;

coal transported, 1,506,052, being a decrease
in Lehigh of 32,172, and of Lackawanna 30,-

621 tons.

— More than half the line from Little Rock
to Fort Smith, 160 miles long (266 miles by
river), is ready for the iron, and track is laid

for 26 miles. It is intended to run trains to

Lewisburg, 50 miles, by October 1st, and to or

near Spadra, 100 miles, by January 1st. It is

expected that the line will be open to Fort
Smith early in 1871.

— Surveys for the Cairo & Fulton road have
been completed from Little Rock to the Mis-

souri line. Surveys of the line southwest of

Little Rock are in progress Nearly 20 miles

of the line from Little Rock northward is

ready for the rails, and will be in operation by
December 1.

— Capt. Geo. W. Hughes, chief, and Capt.

H. C. West and Mr. Johnson, assistant engi-

neers, have commenced the survey of the

southern division of the Cairo & Fulton Rail-

road from a point on the river, in Little Rock,
and the line and level will be rapidly run to

the Texas border.

>;T!— The first anniversary of the Windsor &
Annapolis Railway was appropriately cele-

brated at Waterville, on the 10th of August,
More than four hundred employees and guests

participated. Vernon Smith, Esq , is manager
of the line.

— The track of the Fredericksburg & Char-
lotteville Railroad has been laid 15 miles.

— The Savannah, Griffin & North Alabama
Railroad is finished to within six miles of
Newnan, and is open to passenger traffic to
that place by stages connectiug.

— The stockholders of the Memphis &
Charleston Railroad have voted in favor of
issuing a million dollars of third mortgage
bonds to liquidate their indebtedness to the
State of Tennessee.

— The Mobile & Ohio Railroad has added
10 locomotives and 200 cars to accommodate
the increased traffic. The net receipts for
1869-70 were $759,758 31. The company's
debt is substantially paid off.

— Within the past two weeks the St. L , V.
& I. road has carried over the Mississippi at
St. Louis, by the new transfer ferry boats, 200
loaded freight cars.

— Iron is going down on the track of the
Mo., Kansas & Texas Railroad at the rate of

1J miles per day.

— Lewis Hurley, a prominent citizen of
Heidelberg, Germany, is negotiating for the
whole of the Louisville, New Albany & St.

Louis Railroad bonds issued under the last

call.

— The Lake Superior & Mississippi road
was formally opened for business with an ex-
cursion from St. Paul to Duluth on the 23d of
Sept. The last rail was laid some three weeks
before.

— The track of the St. JoBeph & Denver
City Railroad is laid 70 miles beyond St. Jo-
seph. Trains are running to Sabetha, 60
miles out. Two new engines have arrived.

GET THE BEST.

WEBSTEH'S limn IIIM1T
10, V O Words and Meanings not in other Dictionaries.

3000 Engravings. 1840 pages Quarto.

Glad to add my testimony in Its favor.

!
Prest. Walker of Harvard.]

Everj scholar knows its value.

JW. n. Prescott, the Historian.]

The most complete Dicti^oa y of the Language.
[Dr. Dirk, of Scotland, j

The lest guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest i>oslcrity.

[Chancellor Kent.]

Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Klihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.

J

Sso far as I know, beBt defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepiat.]

A necessity for every intelligent family, student, tencbe
t

and professional man. What Library is complete withou
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly.

Published by G. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers,
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AMERICAN

STEEL RAILS
The anderaigned are now ready to contract for athe

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
424 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,

400 Chesnut St., I'iil l.AlUXi'HI A.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Sail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. L.. BOOTH & CO.,
Rochester, N. Y.

HAYEST & AM.EHJ,
72 Broadway, IV. Y.

HARRISBURG FOUNDRY
k

AND

MACHINE WORKS,
/Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

MAG&ZmS&& TOOLS,
BIX'H A3

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, £e.

W. T. HILDRUP, Treasurer.

Hawkins, E>rthel & Burrall,

Gibii & 1)(Fecli£)i)icql JiigiKjuer^,

HU1LDEBS OP

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofs and Turn Tables. Alao

Howe's Patent Truss,

And other Timber Bridges, Boots and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Filling, Docking,
and General Railroad Work.

88 Main SU 9 Springfield Mass,

%B. F. Hawkins. Geo, P. Hcrthel. W. II. Burrall.

Le Van's

Improve! Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-

faction. One will be sent to
any rQsponslble party on
30 days' trial to be re-
turned at our ex-
pense lfnotaa
represented.

Price List and Photoprapha sent
on application.

"W, Barnet Le Van & Co.

S. E. cor. 2Uh and Wood Sts. ,

Philadelphia.

30 6 70, 70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, Ac.,

67 W. Sixth St., Cincinnati, O.
Circulars sent free. Established 1S53.
19-.i-i0. 18

T^DWIJT J. HORJVEJl,

Successor to

McDASEL & IIOKXEK,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wiliniugtoa, J)cla»are

URAND SCENERY!
AS-QUICKEST ROUT*}-®®

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHIL,A I)ELPHIA

,

NEW YORK, and

BOSTON,
WITI1 THE PRIVILEGE OF GOING TOWASHINGTON

ISO CHANGE OF CARS
From Cincinnati "Do "I-r-lTYH-kY^o anu* 1)Ut ONE

or Columbus to -tXaJ. bllUUl C CHANGE
I'hilad* Iphia and New York,

Ask for TICKETS and Ra ItimnrP A Ollin R Rbagg agk checks viaDai iimore oi u i\ io n
,
n

J. L. WILSON, Master of Transportation.
L. M. COLE.UeneralTicket Agent.
G. B. GIBSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chan ye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

JttfTereon City, and all points on the Lower Mis-

sissippi .River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS
St. Louis, Evansville and Cairo

Mail 7:15 A
Osgood Accommodation. ........ 3:I0P.
Through Western Express 5:111 P
Night Express 10:50 P

The 5:10 P. M. train runs daily. Tra

10:55 P.M.
fl:45 a. M.
8:3(1 H. M.
li:00A. M.

ns run by Vin-
cennestime, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT, Superintendent, Cin. 0.

C. E. FOLLET, Ger.'l Tick't Ag't, S".. Louis, Mo.

As in use on the National Despatch Line of

Cars, adapted to two or, more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents,

Wilmington. Delaware, or
I'llAS. BOCKI/S A CO, Boston, Mass.

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofRailroadMachinery
GEORGE Q. LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,52
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ERIE BAII*M/iiY.
1100 MILES under

One JhnageiLenr,

MILES witfaoDt

Change of Coaches.

BROAD GAUGE, DOUBLETKACK ROUTE
FOK

—

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia , Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
—AND

—

Pennsylvania,
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS DAIL.Y
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, 0., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. If., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.
M.; Urban. , 10.29 A. M

;
Galion, 12 57 P.M.;

Mansfield, 1.40 P. M.; West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper)

;

Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.jUrbana,
1 25 A. M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkfst);
Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the
Broad Gauge, arranged for hoth Day ami Night Travel,

are attached lo this tiain at Cincinnati and run through to

New York, forming the Only Line running through
860 Miles williout Change.

Boston and New England Passengers,
with their Baggage, are transferredEKEE
OE CHARGE in New York.

JT^P The Erie Railway Company has opened a new
Ferry from their Jersey City Depo" to the foot of Twenty-
hird Street, New York, thus enabling parsengers to reach
he jpper portion of the city without the expense and an-
noyance ot a °treet car or omnibus transfer.

TTr3 The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admiration and interest

Baggage Check'd Through
And Fare always as Low as by any other Houte.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
H^use, and foot of Broadway, (Spencer House Block),
and at all principal Ticket Offices in the South and
gooth-west. tVJI. It. It V It It.W B. SHATTUC, Gen'iPaseVAgH

General Southern Agent.

J

Best Koute to St. Louis and Chicago

I NDIANAPOLIS,
-*- CINCINNATI

—AWD

—

LAFAYETTE RAILROAD
Great Through Passenger Route fromCINCINNATIto

ST. LOUIS
CAIRO,

C HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and Kiver Towns and Cities in the West,

North west and South-west.

Tjj=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail ",20am )2.40am
St Louis and Springfield Express... 2.40 pm ? 35 am
:'St. Louis and Springfield Express. 1" 20 pm 3.42 pm
Lawrenceburg Accommodation lD.IUam 2.35 pm
Lawrenceburg Accommodation 4.'.?0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7.00am 10.15 am
Chicago Express 6 50 pm g.30 pm
Harrison Accommodation.. 5.30 pm 7.10 am

ThroughTiekets can be obtained atthe Burnet House
Office, cornerot Third and Vine ; River Office, corner of
WalnutStreetand River; and at Depot, cornerof Plum
and Pearistreets. '1'he splendid Passenger Depot of the
I.&C. Railroad is about a mile nearer the businesscenter
of the city than the Depot of any other railroad, and with-
in afew squares of the Postofticeand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway). 7:00 A. M. 6:30 P. M.
do do do . .0:45H. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15A.M 10:25 P. M.
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A. M. JOt'-'o V. M-
do do do .... 2:30 V. M. 5:40 P.M.
do do do ... 0:30 P. M. 7:30 A. M.

Sandusky. Cleveland 4: BufTalo... 7:15 A. M. 5:40 P. M.
Si-ringfield Accommod ;tion 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo,. 6:t'0P M. 10:20 A.M.
MiincieA Indianapolis 7:15 A.M. 10:25 P.M.

do do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 V. M.

do do do. ... 5:00 P. M. 10:20 A.M.
Hamiitcn Accommodation 9:30 A.M. 8:05 A.M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

nati time.

For allinformationand throughtickets, please apply at
taeold office, south-east corner of Broadwayand Front; Bur-
net House Office, corner Vine and Baker ctreets, and at the
respective depots. East Front and WestSixth streets.

D. MoDAREN, Gen'l Superintendent.
SAM'L STRPHENSON, Gen !

l Tick't Ag't.

Omnibuses call for passengers

The Old And Reliable Route.

Through to Pittsbure without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection wiih the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Baltimore, New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN 4 CO.,
No. 27 West Third Street, Cincinnati.

W. P. SniNN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD,
On and nftrr June 13, trains will run as follows :

]\Jffc 4> KXPRIM 1-aves Cincinnati 7.20 A.
1 » "• ^t M. Daily (except Sunday*). Stops regularly
at Walton, Klliston, Sparta, Liberty, Wonhville. Camp-
hellsburg, Lagrange. Pewee Valley. Anchorage ; when
fl <gt:ed, atSinth Covingtrn Maurice, Independence, Bank
Lick, Verona, Zion, Glencoe, Baj-'le, CarroIIton, Sulphur,
Pendleton ; arrives at L uiaville 12.05 P. M.

Wt* tf£ SOUTHEKN FAST UXE leaves
1™ v» \9 Cincinnati at 1.20 P. M- Daily (except
Sundays). Stops only at Walton, Worthvble, and La-
grange ; arrives at Louisville 5.20 P. M.

]\Tf* <*t MAIL. leaves Cincinnati 5.00 P. M.!»"• O Daily (except mid days). Stop3 regularly
at Walton, fcllist n, Glencoe, Sparta. Liberty, Worthv.lle,
Camplellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, In de-
pendence, Bank Lick, Verona, Zion, .Eagle, CarroIIton,
Pendleton ; arrives at Louisville 10.00 P. M.

1%Ja 1 tfl SIGHT EXPRESS leaves Cin-1^U» IV cinnati at 11.15 P.M. Daily (eNCept
Saturdays). Stops regularly at'Wortbville, Lagrange, and
when flagged, at Walton, Verona, Klliston, Glencoe. Sparta,
Liberty, Eagle, Campbellsburp. Sulphur, Pendleton Pewee
Valley, Anchorage; arrivea at Louisville at 5.00 A. M.jjl

IfT
3 No. 6 connects at Lagrange with the Lexingtrn

Trains, arriving at Frankfort at 6.14 p. M., LexingU-a
7.45 P. M., QUICK TIME.

IEJ* The BeBt Route to the South. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Eas:on
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, witimut
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago*

Cincinnati, St. Louis, etc., with but one change of cars.
Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.—For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannuck
<&c.

7:15 a., in.— For Somerville.

S:30 a in.—For Flemington, Junction, Stroudsburcr
Water Gap, Scranton, Kingston, Pittston. Great Bend,

k &.c.
12 in.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, LUiz, Pottsville, S'cranton, Harrisburg. Ac.
3:30 i>. in.—For Easton, Allentown, Mauch Cbunk

and Belvideie.
4:30 p. m.—For Somerville.
5:25 p- m.- For Somerville and Flemington.
6 p. in.— For Hasten and interniediatestations.

7 1*. ill.—For Somerville.

7:20 p. in.—Emigrant—Stopping only at the princi
pal stations.

9:00 p. in.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. in.—Western Express, daily, (except Sundays,)

for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harri&lmrg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton, Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&.C.

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:t5., 8:30, »., 9:20, lu:3U, 11:40 a. m.—12 m., 1:00, 3:U0
3:00,3:30, 3:45, 4:15, 4:30, 4:45, 5:10,5:25, 5:45. 6:00,6:25,
7:('0, 7:2i', 7:40, 8:i'0, 9:00,9:40, 10:45, 11:50 p. m.

Tickets for the West can be obtained at the office of thv
Central Railroad of New Jersey, foot of Liberty St., N. Y-;
atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ;*t

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKERfteuperiutendcn 1

Jl. P. Baldwin, Gen Pass. Agt.
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E. D. MANSFIELD. - •

T. WUIGHTSON, - - -

W. A. MUNSELIi, Associate Editor.

. | Editors.

CINCINNATI, Thursday, September 15, 1870.

W&t matl*oa& mtcot*,
PUBLISHED EVERY TriURSOAY MORNING,

By Wrightson <£ Co.,

OFFICE-No. ley Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by teti line* zt Nonpareil.

One square, Bingle insertion $ 2 00
" •* per month 5 *'u
»* •' six months ,5 wl

" " peraonum 25 OH
** column. single insertion - ' on

*' " per mouth " ™
•* ' six months 55 00
• *' per annum HO 110

" page, single insertion 25 Oil

'.' " per month <011"

»' " six months - 135 00

" " per annum 2«i 00

Cards not exceeding four lines, $7 00 per annum.

WRIGHTSON & CO., Propr's.

The Kansaa Pacific Bailway.

But a few weeks since the announcement

was made to the world that the last rail in the

track of the Kansas Pacific Railway was

spiked to the ties, and that another line of

iron road was completed from the Missouri

river to the Platte, a distance of six hundred

and thirty seven miles.

The newspapers of the country lauded the

projectors and managers of this work, and

told anew the trials of building railways across

the Great American Desert, where was neither

wood nor water for nearly three hundred

miles, and where the laborers worked with

guns strapped upon their backs ready to meet

the savages that infested the plains and fought

day by day to preserve them fcr the elk, ante-

lope and buffalo that had so long made them

their abode. And how the embankments and

the cuts these laborers had made had been

suddenly converted into rifle-pits and forts,

when the red-skins, horsed upon fleet, hardy

and well trained ponies, and without sign or

warning, stealthily assailed these heroic sons

of toil.

We read, too, of the capture of wagon trains

of provisions, the stampeding of all the cattle

and horses appropriated for this work, in a

single night ; and of ties burned after they

had been hauled upon the track from a point

distant an hundred miles, and even when the

iron was spiked down, of the track being torn

murders and scalping, and all sorts of savage

atrocities.

The story is true, every word of it, and there

is much more that could be said upon the

trials and sufferings of this band of brave men

who thus faced these dangers, and of the

managers cf this great work, who, nothing

daunted by all the calamines that befell it,

pushed ahead, bore down all obstacles, and

finally triumphed.

This is a very different matter from build-

ing railroads in our older States, where settle-

ments are thick, the country well developed,

provisions and all sorts of supplies abundant,

and with the security of order and law. Such

works follow civilization, and are productive

of great public good. But the impatient and

energetic American can't wait for this slow

process of settlement and development. Our

vast domain would require a century or more

before it would be settled, hence he antici-

pates, and with characteristic boldness carries

the railway first into the country, instead of

last, and makes it the atanl courier of civiliza-

tion instead of its conclusion; invites settle

ment where otherwise it would not go, devel-

opes resources, and organizes communities,

stimulates industry, and peoples states, with a

celerity that astonishes the world, and himself

too, and builds up a nation in less time than

some people would require to erect a church.

There is no other nation where such ex-

periments have been tried, and there is not

one instance of failure in all that has been

made here. Wherever the railway has been

carried, there have gone the people, and there

have they converted the barren waste or the

forest into productive acres, and built up ac-

tive, thriving and opulent communities. Fer-

tile lands off such thoroughfares have been

passed by for those less so upon or near them,

and sections of our country abounding with

the finest timber and an abundance ot the

purest water, but without the vivifying influ-

ence of railways, are left for the open prairie

and the waterless plains that are, by these

iron bands, in contact with the rest of man-

kind.

And in this they are quite right. We
might cite a number of examples, but they

are so notorious as not to require this at our

hands, and we need do no more than ask any

one to compare the salable value of lands of

ordinary or even poor quality, and their pro-

ducts, that are affected by a railway, with

those of the highest fertility that are not so

blessed. The balance will be found so largely

in favor of the former as to put all doubt at

rest.

This is the great and unanswerable argu-

ment that has prompted the government to

make such munificent grants in aid of these

improvements, and induced the association of

capital and skill to construct them amid the

obstacles and perils we have spoken of. And
whatever may be said about squandering the

up, and the locomotive obstructed ; and of public domain, or building up monopolies

and bloated corporations, by partisan leaders

in their buncombe resolutions and clap-trap

harangues to the dear people, the policy is a

wise one, warranted by enlightened statesman-

ship and the national spirit of enterprise, and

in spite of all the corruption that has charac-

terized most of such undertakings, fraught

with incalculable good to the local interests

as well as to the common weal.

Private enterprises that will clear the coun-

try of the red men, reclaim it from the wild

beasts that infest it, convey therein a daring,

brave and industrious population, carry to

them the means of support until they become

self sustaining, supplying a market for their

products, growing with their growth, and

strengthening with their strength, creates

such enormous values where none, compara-

tively, existed before, and promotes human

happiness to so great an extent that their im-

portance is beyond the possibility of estimate,

and they loom up so high above the frauds

and iniquities that are frequently attached to

them in their origin and progress, that inquiry

is avoided, and the perpetrators go unwhipt of

justice into well merited obscurity.

We have digressed thus in this line of

thinking, because just now attempts are being

made to direct the public mind against the

contributions we are defending, and a strange

alarm is excited, iu the minds of red hot par-

tizan leaders principally, for fear the govern-

ment domain will be frittered away, the coun-

try thereby impoverished, and great, rich and

overruling corporations crush the liberties of

the people. All this may be good dema-

goguery, but it is too narrow and contracted

and too brazenly false to last long, or materi-

ally benefit the men who originate the scheme

or the party that adopts it.

That there are great reforms requisite in

such legislation as contributes any part of the

public property for railway construction, ad-

mits of no doubt. The whole system up to

this time is fearfully defective, and before any

further such measures are had, it ought to be

thoroughly overhauled, and such good whole-

some changes effected as the experience of

the country in such matters proves necessary,

for the faithful appropriation of the gratuity,

the proper location and construction of the

work, and the utter discomfiture of that horde

of leeches and hangers-on, that, under one

name and another, and under one pretext and

another, suck the very life out of the best of

undertakings, aud inaugurate a state of things

about them that almost inevitably concludes

in the fraud and corruption so bitterly com-

plained of.

These are the reforms that the people

should demand, nor cease until they are se-

cured, and not attack a principle wholesome

in and of itself, and of easy and certain ope-

ration, and capable of yielding the valuable

results we have claimed for it, if neither

thwarted nor checked.

The completion of the Kansas Pacific Rail-
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way to Denver City, tbe point from which a

system of mountain railways of the Festiniog

style is projected, and where its San Francisco

connection is made via Cheyenne and the

Union Pacific road, was an event that gave

rise to a formal opening of the line to that

point by a grand excursion party, leaving

Kansas city on the first of tbe present month.

All things considered, this was perhaps the

grandest undertaking of the kind ever at-

tempted in this or any other country. In the

cost and magnificence of the train—in the

abundance and elegance of the supplies—in

distinguished and representative character of

the guests—in the genera] management of

the whole transaction and the universal satis-

faction, indeed, we may say delight, of all the

parties concerned, it was an unusual, if not

an unparalleled success.

It was an ovation from the beginning to

the end, in which the people participated in

all the towns upon the line of the road, and

upon the line of our visit into the mountains,

a universal expression of satisfaction in the

achievement of so great a work, and a public

recognition of its value and importance.

The details of this grand tour were flashed

upon the wires from point in its progress, and

were heralded in the daily press in nearly

every part of tbe country, and more than a

hundred letters have been published about it,

written by appreciative parties under the in-

spiration of tbe occasion. We shall not,

therefore, attempt a description, but content

ourselves with comments fitting to the style

and character of our journal.

The line of this road, it will be remembered,

is placed upon the 39th parallel, to the 105th

meridian, a line central to a belt of country

the most productive in the continent, and in-

cluding in its area more of the great cit ; es of

the interior, tbe greatest diversity of industrial

resources, and prospectively as dense a popula

tion as any section of equal extent in the whole

country. In this respect the location is a

fortunate one, and will not be equaled by any

of the Pacific roads either made or projected.

This is an advantage of great importance,

and other things being equal, must leave this

line when completed first in consequence and

production of the transcontinental thorough-

fares.

The line from tbe western limit of what

may be called the Missouri bottom, that fertile

plateau that extends from the Missouri to the

rise of ground that defines the plains, passes

across the "Great American Desert," a dis-

tance of upward of three hundred miles, and

without any conclusive indications yet, that it

will ever be more than a desert, requiring

even the conveyance of food there to sustain

the attendants upon the road, and the herds-

men who may drive cattle from the great

grazing grounds of Texas to the nearest point

upon this road for shipment east.

One of the most interesting questions that

suggests itself to the intelligent tourists upon

this road, is whether this immense tract of

land must forever be given over to the growth

of buffalo grass and parched innutritious herb-

age, and remain a waste, a mere passage way

for this great railroad, or whether science and

capital may not be able to convert into bloom-

ing fields and tbe support of a dense popula-

tion.

The managers of the railway are evidently

of the opinion that great changes for the better

can be effected, as they have secured the ser-

vices of a Mr. Elliott, whom they style an In-

dustrial agent, and who brings to his labors

scientific attainments upon such subjects, and

the most untiring indusiry and zeal His ex-

periments thus far show that the arid earth of

these plains is susceptible to such changes by

culture as to produce a dwarfed vegetation,

and from the trials that have been made,

though not yet very extensive, it is evident

that by irrigation a high fertility may be ob-

tained, and that trees may be grown and rich

harvests raised, and this dread desert con-

verted into a rich blessing, and made to

" Bloom and bloasomas the rose.'*

The experiment is certainly warranted npon

a more extended scale than anything of the

sort yet attempted. We believe such a work

in an engineering point, of view is feasi-

ble, and that the cost will be quite trifling

compared with the great benefits it will

secure.

From the snow clad peaks of those great

mountains that bound these plains upon the

west, pour incessantly crystal streams, that

ccurse down the mountain sides, gather

in the valleys, and whirl and gurgle in the

stony beds of brooks and creeks, and leap

from rockv cliffs, on their way to this great

desert, where they are partly swallowed up in

quicksands and flow in subterranean channels,

absolutely lost, producing no visible good to

man or beast.

How natural is the suggestion to center

these streams, before they find their sandy

graves, into an artificial channel, and carry

them out into the open plains, filling up the

depressions with pure water, and forming a

chain of charming lakes, supplied from living

founts, that would make the country beauti-

fully picturesque, stimulate vegetation, and

invite settlements, and sustain an opulent and

intelligent community.

Such changes in the physical condition of

this section of the country will be apt to pro

dace desirable climati? variations. The clouds

that come over the mountain tops freighted

with showers, and that now carry them across

the great desert and pour them upon the Mis.

souri bottoms, may be induced to leave part

of their precious burden on the way. The

accumulation of bodies of water, or the growth

of forests, or large areas of rank vegetation,

is known, and scientifically understood, to

call forth copious showers from the clouds,

that otherwise would have passed away thin

and fleecy, scarcely shadowing for a moment
tbe sun's fierce rays.

What a glorious achievement this would

bel How inspiring the very thought ! The
waters of the barren, stone clad mountains

made to clothe these ashy plains with verdure

The heavens paying rich tribute to the ener-

gy, skill and genius of America. The Great

American Desert redeemed.

The returns ihat await the completion of

this work are so vast as to be incalculable,

and yet they are so certain that the undertak-

ing is not a speculative one. It is but a repe-

tition, upon a grander scale, of a number of

experiments made near the foot hills of the

Rocky range, and upon the margin of the

Platte river, and that are undoubted suc-

cesses.

Such a work ought to be done by the pro-

prietors of the land to be benefited by it.

They will be the primary and perhaps the

largest beneficiaries of such a scheme. And
as the Government is the joint owner with the

railway company of a belt of land parallel to

the road of forty miles in width, and sole

owner of hundreds of square miles contiguous

to it, a co-operative movement with the rail-

way company ought to be cheerfully encou-

raged to test this important question, and

place its solution at rest.

Suppose the Government, for a preliminary

experiment, should grant to the railway com-

pany, upon whom would devolve all the labor

and original outlay, two or three townships of

its reserved lands; or covenant with the com*-

pany that at any time within a reasonable

period they might have the exclusive right to

purchase the Government's interest affected

by such an improvement, at the present maxi-

mum price, or should approve of any other

plan that would encourage the scheme, and

secure the equitable division of its costs : what

a trifling contribution it would be. Certainly,

it seems to us, no one at all intelligent upon

the subject, or with a desire for the prosperity

of so important a section of the great west,

can interpose the least objection, nor shall we

believe otherwise until the request is judi-

ciously made and absolutely refused.

We have already intimated that this great

railway line is to have feeders of the thirty six

inch gauge leading into the Rocky mountains,

spreading out like tbe fingers of the human

hand, so as to supply the wants of the mining

interests and the business demauds of that

wonderful section of the country. When this

system of narrow gauge linei is completed, it

will add immensely to the traffic of the main

stem, and doubtless place its receipts up to a

productive standard. But it must have an

independent line to the Pacific coast. With-

out such a connection it is incomplete, and

falls short of the demands of the country and

the purposes of its projectors.

The managers appreciate this, and have

had most thorough surveys made, under the
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supervision of General Palmer and Colonel

Greenwood, of the various routes found by the

32d and 35th parallels. These passes are all

practicable, and through sections of the coun-

try naturally productive, well supplied with

wood and water, and capable of yielding a

large local traffic to the road. They are but

sparsely settled, and subject therefore to all

the advantages that are given to other lands

similarly situated, by so valuable an enter-

prise.

With a line thus extended to San Fran-

cisco, and an arm resting at San Diego, as is

contemplated in the conclusion of this great

work, what a magnificent route this will be for

both local and through business. The day of

the completion of the road will yield it a pro-

ductive trade, and as the country it is intend-

ed to supply feels its vivifying influence, and

is stimulated to supply its rich and varied

products, the full capacity of this great tho-

roughfare will be in command, and the pre-

dictions of its most ardent friends be more

than realized.

There should be as little delay as possible,

for the good of ail the interests concerned, in

the completion of this Pacific extension.

Again the principle we have laid down, that

the beneficiaries should contribute to its suc-

cess, applies; hence the Government should

grant a share of the public domain along the

line of this work to aid its completion, and

not allow it to languish for the support it can

go easily give it. Whatever may be the policy

of the country hereafter in granting lands to

new projects, those that were begun under its

encouragement, and that have made such

large progress through its protection and sup-

port as this one has, should be the subjects of

especial interest and carried through, that it

may be productive of its largest and best

results.

The managers of this work are certainly

entitled to the confidence of the Government.

In their comprehension of its importance they

have shown themselves intelligent upon all

that pertains to it; in their personal sacrifices

and large pecuniary advances they have regis-

tered their faith in the value of the undertak.

ing, and in their energy and zeal in sur-

mounting the formidable obstacles that con-

fronted them in the progress of the work from

the Missouri river to the Platte, tbey have ex-

hibited that rare capacity that finds boundless

resources in the midst of the worst discourage-

ments, and is a synonym for success.

Best Book tor Everybody,—The new illus-

trated edition of Webster's Dictionary, con.

taining three thousand engravings, is the best

bookfor everybody that the press has produced

in the present century, and should be regarded

as indispensable to the well regulated home,

reading room, library, and place of business.

— Golden Era.

Fulton-Texas.

We were highly gratified the other day at

receiving a photograph of the residence of our

old friend, George W. Fulton, Esq Mr. Ful.

ton is well remembered by our citizens as, for

many years, the intelligent and efficient Super-

intendent of the Kentucky Central Railroad

Mr. Fulton, in early life, took an active part

in the war that secured to Texas her inde

pendence, and to the United States one of the

brightest stars upon the ground of blue. He
married a daughter of Governor Smith, the

first governor of Texas, and became possessed

of large tracts of land in different portions of

the State, some of the most valuable of which

are situated on the coast at Arausas Bay

Shortly after the close of the war, Mr. F. re-

turned to Baltimore, where he engaged in his

profession of civil engineer. We believe he

was connected with the Baltimore & Ohio

Railroad, and afterward in the construction

and operation of the Central Ohio Railroad
;

and finally beca-ne connected with the Ken-

tucky Central. He is a brother of C. W. Ful-

ton, Esq , the well known editor of the Balti-

more American, whose correspondence from

the army attracted so much attention during

the late rebellion.

About two years ago, Mr. F. secured a final

adjudication confirming his title to the vast

tracts of land above referred to; this deter

mined him to immediately remove to his pre-

sent home, the scene of his early struggles for

freedom and liberty, where he had fought side

by side with Houston, Crockett, Fannin, and

a host of others. His property bounds Ar-

ansas Bay, the best harbor on the entire

Texas coast, is free from malaria, hence ex-

empt from yellow fever, and is the best ship-

ping point for the vast storehouse of Texas

slaughtered beef. The two or three counties

surrounding this port contain cattle euough

to feed the nation.

We trust the town of Fulton will grow, and

that Mr. F. may long live to see its prosperity,

and be at least partially instrumental in re-

ducing the price of beef to the eating millions

of the old States.

A Good Move.

The Agricultural Society of the State of

Georgia hold their Sixteenth Annual Fair at

Atlanta, commencing on the 19th of next

month.

Preparations have been made upon a gigan-

tic scale, so as to entertain in the best of style

one hundred thousand guests.

The usual attractions of large premiums

are offered, and the railway companies have

reduced the rates of passage, so that a visit

may be made to this splendid exhibition, and

the beautiful city of Atlanta, for a compara-

tively small outlay.

The remarkable, or perhaps we ought to

say, unusual and unexpected, feature of this

occasion, is the cordial invitation extended ti>

the people of the North, East, and West, to

attend these festivities, and to vie with their

Southern brethren in the display of such arti-

cles of home production as their skill and re-

spective localities can supply.

The Georgia State Agricultural Society, at

a conference in which over one hundred coun-

ties were represented, unanimously adopted

the following preamble and resolution :

Whereas, The Fair to be held in Atlanta
during the month of October, 1870, is in-

tended to be a grand exhibition of Auiericaa
industry; aud

Whereas, Said exhibition will be held un-
der the immediate control and supervision of
the Georgia Slate Agricultural Society ; there-

fore be it

Resoleed, That we, the delegates and repre-

sentatives to the Georgia State Agricultural

Society assembled, do hereby extend to our
fellow citizens of the North, East and West a
cordial invitation to meet their brethren of

the South at said Fair, to exchange friendly

greetings, to exhibit slock, agricultural imple-
ments and other articles of home industry,

and thus promote the material interests of all

sections.

Well done I we involuntarily exclaim. This

is the kind of rivalry we like to see between

the great sections of the country, and this ths

kind of spirit to invoke it.

Here is one of the finest, perhaps the very

best of opportunities for our artisans and agri-

culturists of the North, East and West to show

what they can produce, and to learn whether

the South is not advancing upon them with

rapid strides, if not already equal to them.

We trust many of our Northern citizens will

accept this opportunity, and be there with their

stock, and become acquainted with one of the

most important sections of our whole country,

and with a people who have so generously

extended them the warm hand of good fellow-

ship.

How Tbey do Things in Georgia.

An immense and most beautiful hotel, known

as the " H. I. Kimball House," is just finished

in Atlanta, Georgia. It contains 317 rooms

of an elegant and commodious character, ex-

clusive of stores and offices. It is in dimen-

sions, 210 feet front by 163 feet deep, and six;

stories high.

The lot upon which this grand edifice

stands was purchased by Mr. Kimball on the

26th day of March, 1870, on the 28th ground

was broken for this improvement, and it is

now sc far advanced that it will be formally

opened and ready for its full capacity of

guests on the 16th day of October next.

This speaks volumes for our Southern bre-

thren, and for Atlanta iu particular. We
wish them all God speed.
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Opening Excnrsion of tbe Kansas Pacific

Railway.

Resolutions Adopted Br the Excursionists,

Sept. 9, 1870.

Before the separation of the Excursionists

for their various destinations, a general meet-

ing of the members of the party was held in

the saloon car " Hannibal," for the purpose

of giving furmal expression to the warm appre-

ciation, which all Celt, of the efforts made to

render pleasant and profitable the entire trip

of ten days. On motion of I. W. England,

Publisher of the New York Sun, Hon. J. A. J.

Creswell, of Washington, Post Master General

of the United States, was elected Chairman of

the meeting; and on motion of A. J. Hodder,

of Cincinnati, D. C. Brooks, Editor of the Chi"

ca"0 Railway Review, was appointed Secre-

tary. Dr. E. Morwitz, Editor German Demo-

crat, Philadelphia, after complimenting the

management of the Kansas Pacific Railway

in a pleasant and forcible manner, moved the

appointing of a Committee to prepare appro-

priate resolutions, tobe submitted ata meeting

to be held in the evening. In accordance

with the general sense of the party, it was

suggested that the committee, consisting of

thirteen, should be composed of representa-

tives of the various interests and localities

from which the party had been gathered. The

Chairman accordingly appointed as the Com-

mittee :

Dr. E. Morwitz, German Democrat, Phila.;

I. W. England, Publisher New York Sun
;

Wm. Prescott Smith, Gen'l Manager New
York and Washington Through Line, Balti-

more, Md ; Hon. John Forsythe, Mobile Reg-

ister ; F. E Goodrich, Boston Post; A. J

Hodder, Railroad Record, Cincinnati; J. T.

Ely, Secretary to President Grant; N. M.

Woods, Missouri Republican ; J. B Mitchell,

of J. B Lippincntt & Co, Philadelphia; J. L.

Griswold, Gen'l Sup't Ohio and Mississippi

Railroad ; S. H. Gay, Managing Editor Chi-

cago Tribune; J. W. Forney, Jr., Philadel-

phia Press ; F. Key Howard, Baltimore Ga-

zette.

On reassembling, the Committee, through

S. H. Gay, reported the following resolutions,

which were adopted with unanimity and en-

thusiasm.

Whereas, The guests of the Kansas Pa-
cific. Railway Corapanv, on the excursion

which started from St. Louis on the 30th ulto.,

desire to offer some expression of their appre-

ciation of the ten days which it has been their

good fortune to make upon the Company's
road through Kansas and Colorado Territory,

therefore

Resolved, That we can not withhold our
admiration of the perfect construction and
management of a road seven hundred and
fify miles in length, built through a wilder-

ness, exposed, at that time, to constant inter-

ruption from savages, and without any of the
ordinary aid which nature, almost everywhere
else in this country offers to the building of
railroads; and that we frankly and freely de-

clare that in onr opinion, formed from careful

observation, there is no road more excellent

in the United States; and that this long route

through tbe wilderness, now redeemed from
savage occupation and opened to civilized

settlement, which has already began to enter

upon it, is as safe to travel as the road to Bos-
ton Common or New York Central Park.

Resolved, That we can conceive of no en-
terprise more important to the welfare of the

Great West and consequently to that of the
whole country, than that which has thus been
inaugurated by the energies and zeal of the
Kansas Pacific Railroad Company.

Resolved, That as individuals we can not
refrain from acknowledging the sense of per-

sonal obligation we all feel, not only for the
kindness and attention we have experienced
through the whole tour, but for the incessant
and unwearied care which the officers of the

Kansas Pacific road and the officers of the

National Land Company have taken, to give
ns a full comprehension of the ends and aims
of opening this new route to the Pacific and
the Southwest, and of the vast resources,

mineral and agricultural, of the Territory of
Colorado.

Resolved, That we owe it to the Kansas
Pacific Railway Company, that it has given
ns new recollections and associations and
stores of knowledge which we can not fail to

cherish and recall with pleasure for the re-

mainder of our lives.

Resolved, That with our faces turned home-
ward we send hack a hearty greeting to our
friends of Denver, whose warm kindness,

big as their majestic mountains, we shall

never forget, and who so fitly closed the

celebration of the opening of the road by
a banquet, and that we include in this

greeting those all along the road at Kan-
sas city, Leavenworth, Lawrence, Topeka and
elsewhere, who turned out to greet us; and
that more eloquent than any words is that

which we have seen—hamlets, centers of busy
industries; villages springing into life with

Eastern enterprise; cities, built by energy,

emulating the East, on the verge of the prairie

where the guest looks npward over mountain
ranges to that Great West whose possibilities

are certain, whose future is swift, and whose
present is thick with indications not only of

the good time coming, but of the good time
already come.

Resolved, That while the capitalists of the

East and West who risked their means in

starting this enterprise and pushing it to early

completion, deserve praise for their foresight,

enterprise andsacrifices, we are glad toobserve
that the practical operation of tbe line is in

the hands of most efficient and excellent offi-

cers from Superintendent A. Anderson, and
his worthy assistant, Col. Noble, to those in the

humblest capacity, as shown by tbe order and
regularity witnessed by us at all points on
their extended line.

Resolved, That tbe Kansas Pacific Railway
is not only a continuation westward from the

Missouri river of the system of railways that

leaves the seaboard at New York, Baltimore
and Philadelphia, through Cincinnati, Indian-
apolis and St. Louis, but at Kansas City and
Leavenworth, tbe great northern lines of the

Lake system, joining it from Chicago, afford

it the most general and varied connections
with the East.

Resolved, That the success of the Kansas
Pacific Railway, being dependent, in great
measure, on the rapid development of the

country it traverses, seems to be strongly

aided by the plans and the conduct of its en-
ergetic adjunct, the National Land Company,
which announces such admirable provision for

tbe transportation and settlement of emigrants
on the rich lands of Kansas and Colorado.

Resolved, That the Pullman Palace Car
Company have shown in this excursion, as in

others, that tbe difficulties and discumtorts of
railway locomotion are things of the past.

In their spacious and elegantlyappointed train

we have enjoyed all the comforts and conve-
niences of a home, while traveling over tbe
plains of Kansas and Colorado. It is due to

the Pullman Palace Car Company that rail-

ways are thus enabled to carry passengers in

a way known nowhere else in the world. It

is through the efficiency of its organization
only, that such excursions as this we have just

made are possible, by which a first class hotel

is ready at a day's notice to be put upon
wheels and moved from Chicago to any part

of the country at a call of the railway compa-
nies.

Resolved, That our thanks are due and
heartily tendered lo the Western IJnion Tele-
graph Company, which liberally opened its

lines to us for social and family messages and
dispatched to us at all available points along
the route, the most important news of the day
from all parts of the country.

Letters expressive of regret at the necessity

of absence, and of hearty well wishes for the

success of the Kansas Pacific Railway, were

read from Gen. W. T. Sherman, Hoa William

W. Belknap, Secretary of War of the United

Slates, Hon. J. D Cox, Secretary of the Inte-

rior, Win. Orton, Esq , President of the Wes-
tern Union Telegraph Company, Hon. Schuy-

ler Colfax, Vice President of ihe United States,

Jay Gould, Esq , President of the New York

and Erie Railway Co., W. D. Griswold, Presi-

dent Ohio and Mississippi Railway Co., Hon.

John Sherman, United States Senator from

Ohio, John King, Jr., Vice President of the

Baltimore and Ohio Railroad, J. Edgar Thom-
son, President Pennsylvania Railroad Co.t

Oliver Ames, President; and John Duff, Vice

President of the Union Pacific R R. Co.,

William H. Gatzmer, President Camden and

Amboy R. R. Co., C. P. Huntington, Vice

President, and A. N. Towner, General Super-

intendent of the Central Pacific R. R Co., of

California, A. D. Dennis, President New Jer-

sey Railroad and Transportation Co., Samuel

L. Clemens (Mark Twain) of Buffalo and Hon.

Nathan Cole, Mayor of St. Louis, and many
others.

(Sigued) J. A. J. CRESWELL, Chairman,

D. C. Broois, Secretary.

Baltimore and Ohio Railroad.—On the

completion of the Parkersburg bridge this fall,

the company will have eighteen Pulman sleep-

ing cars running between Cincinnati and Bal-

timore. Great improvements are being made
in the road as well as rolling stock, and tbe

line will soon offer the best accomodations to

travelers. The business on the Lake Erie

Division is very large, and the completion of

the bridge at Bellaire will soon give better

facilities for moving it through to Baltimore.

At the latter city the company is adding to its
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(ready extensive transfer facilities by the

instruction of a large grain elevator on Lo-
c
usl Point, where it has large docks. It has

also recently purchased extensive depot
grounds in what is known as the "packing
district" in Baltimore, which will enable it to

dispense with much of the hauling of freight

cars by horses over the heavy grades in that

city. The Marietta and Cincinnati line is be-

ing rapidly brought up to first-class condition,

and the preliminary steps have been taken for

the location of the Pittsburg and Chicago
line. Much interest is manifested concerning

this line, especially in Ohio. A survey has

been commenced of a branch from Belpre,

opposite Parkersburg, north west, so as to

make a direct connection with the Marietta

and Cincinnati road, and avoid the circuit by

way of Marietta. It will save about twenty

miles.

The Preservation of Timber.

No matter how timber is seasoned, it is

likely to absorb moisture, though not so apt

to retain it or be injured by it. Among means
of promoting absorption the most common is

painting ; and where ornament as well as use

is desired, no better means can be adopted

than the usual oils and pigments. But there

are circumstances where it would be unprofi-

table to paint with such substances, or where

they would be almost useless. Hence science

and ingenuity have been tasked to preserve

timber. Although we seem to be reaching a

perfection in this art not known for centuries,

yet we are even now possessed of no greater

knowledge than that of the Egyptians ages

ago.

The theory of the decay of timber involves

a large series of chemical terms, and calcula-

tions of probabilities and possibilities. The
practical part is that we know timber is com-
posed of hard and soft rings. The soft rings

absorb moisture, are thus rendered liable to

oxidize, and oxidization produces rot.—There

is another species of decay called " dry rot."

caused by acidi left in the wood. That is

simply a result of the use of unseasoned wood.

Here, too, is a strange scientific paradox.

Wood, even if not fully seasoned, is not so

liable to decay if it be exposed to a current of

air. As this soft ring is the primary cause of

decay, it becomes necessary to fill it with some
fluid that will keep off the moisture, and at

the same time coagulate any albuminous mat-

ter or neutralize any acid therein. Coal tar

has been largely used to accomplish this end.

It contains large quantities of carbolic acid.

This acid has the power of coagulating all

albuminous matters, of preventing oxida-

tion and destroying insect life. Hence its

value. In using it, the timber should be well

seasoned, dried, and put into the heated tar.

It is folly to dip posts only the length they

go in the ground and not at all above. Decay
usually commences close to the earth. Dip

them the whole length, or for 10 inches above

the ground, paint above that for the entire

height, and be sure to paint the top Next to

coal tar in value and cheapness is lime. Sea-

Bon posts, or other timber, and soak in hot

milk of lime—that is, burnt lime and water

—

then paint thoroughly. The Pacific Railroad

Company used chloride of zinc for their ties.

They bought the common zinc oxide, dissolved

in weak muriatic acid, and then weakened
the solution more in water. The ties

were first seasoned in a steam-chest, then

plunged into a heated bath of this solution of

zinc. This preparation is too costly for the

farmer.

Whitman's Improved Railway Sleeper.)

In January last we noticed incidentally a
device invented by Mr. F. H. VVhitman, of
Portland, Me., whereby the "life" of common
railway sleepers or cross-ties could be very
much increased—double or quadrupled—with
but slight additional expense. At the time
we had not seen the improved cross-tie in

use, but since then.have had an opportunity of
inspecting quite a number of them that have
been in use on the Portland, Saco and Ports-
mouth track for some year and a half. Those
put on this road were for experimental pur-

poses only, and, therefore, only one end of
each cross-tie was fitted with Mr. Whitman's
device, and the result has been that this trial

has shown the value of the device in a very
marked degree. The device represents a
common white cedar cross-tie with sections

of oak plank inserted, upon which the rails

are to rest. The recesses in the cross-tie are

cut both at once, by a very simple machine
set to an accurate gauge, and therefore must
be mathematically correct, so far as the line

is concerned. The oak blocks are cut by
gauge, with the grain of the wood running
longitudinally with that of the tie, thus insur-

ing a tight fit in every case and providing
against any loosening from the shrinkage of

the wood. At the same time the oak block is

cut, the spike holes are bored through it, and
everything is so adjusted that the most perfect

accuracy of fit and of gauge is secured ; and
these requisites will attract the attention of
the railway engineers and of the track mas-
ters as simplifying the work of track laying
very much. Croes-ties subserve two pur-

poses, namely : to hold the rails in gauge and
give a fit bearing for the rails; but the dura-
tion of service in these two particulars is very
widely different. The action of the wheels
of the rolling stock soon drives the base of

the rail through the upper surface of the tie,

making the track uneven to sucli an extent
that the tie has shortly to be replaced by an-
other, while, as a mere tie, it ^ would have
lasted double or treble as long. Now the de-

sign of Mr. Whitman's device is to equalize
the usefulness of the common cross tie for

both purposes, or rather to prolong its "life"

as a bearing as long as it is of any value as a
tie; and it has done this, besides securing
other advantages of full as much importance.
On the sections of the Portland, Saco and
Portsmouth line to which we before referred,

these oak blocks show hardly any sign of

wear, while the other ends of the lie3 show
the ordinary results ; they are battered and
broken down and the rails are out of plane,

causing them to spring up and down consid-

erably as the wheels pass. The block end of

the ties has received no attention, not a spike

has had to be driven down, while the other
end, not so protected, has received the usual
care and attention of the trackmen, and the
spikes have had to be frequently driven home.
The intelligent master mechanic of the line,

Mr. Donnell, who has watched this experiment
with close attention, verifies all our precon-
ceived opinions as to the great practical value

of the device, and he informs us that in con-
sequence of the wider bearing given to the
rail by the use of the blocks, at least two
cross-ties can be saved in every length of the

rail ; and we have no doubt that this could be

safely done on any road having rails of 4J
inches or 5 inches vertical depth of section.

This experiment shows several important
results; it shows that the common cross-tie can
be made to last twice as long at least as it

lias done, and if chemically preserved from

climatic influences, it will undoubtedly last

four limes as long, because the wood does not
crush down, and the spikes are not loosened,

by the action of the wheels ; then the device
gives a broad and, what is still more impor-
tant, an equal bearing of the rail on each
tie, thus insuring greater steadiness and ease
of movement to the trains ; and a more equal
wear of the rails, and a further step in the

right direction will have been attained when
railway engineers insist upon having cross-

ties of equal length outside of the rail, or

rather an equal amount of bearing surface of
the lie upon the ballast per lineal running foot

throughout. The use of this device likewise

saves money and time, because with it there

is no necessity for such frequent disturbance

of the road bed for relaying the ties.

Railway managers often find great piles

of sleepers that have been taken from the

tracks and perfectly sound, with the excep-

tion that where the rail was laid they are

crushed down and checked so that they will

not hold the spikes. If these ties had origin-

ally been prepared with Mr. Whitman's device,

they would have been in the track still, and
doing good service. In these sections of
country, where the more durable woods, like

oak and chestnut, used for cross-ties, are so

scarce and expensive, this plan must prove of

great value. It makes it possible and practi-

cable to use softer woods, with a certainty of

long wear and a much reduced cost. Chemi-
cally preserving sleepers has gone very much
out of use latterly, it being found that the

largely increased weight of engines and
trains crushed down the sleeper before it be-

gan to be affected by the elements; but with

the aid of Mr. Whitman's device we think

chemical preservation can be again resorted

to with great profit. As long as the sleepers

have strength enough to tie the rail securely,

the oak blocks will preserve them from crush-

ing or checking so that the spikes will hold

securely; and even should the oak block

finally become worn out or split it is a very

easy, simple and inexpensive matter to re-

place it by a fresh one without any disturb-

ance of the road-bed.

To prepare the ties, Mr. Whitman has two

small strong and portable machines, driven

by steam or horse power, and with these, three

men can prepare from six to seven hundred
ties in a day ready for placing in the track.

These machines cost about three hundred

dollars, are very simple, and can be readily

worked by a common hand. Both machines
only weigh about nine hundred pounds, and
can be readily moved from any point where

the power can be applied. From what we
have seen of this device, we are compelled to

regard it of much value and worthy of wide

adoption and use. It must work a great sav-

ing in the cost and wear of cross-ties besides

furnishing a better bearing for the rail. We
learn that the new Portland and Ogdensburgh
road is being laid with ties, and we believe

that they will be extensively used throughout

the country as soon as their real usefulness

becomes known.

—

American Railway Times.

Missouri Pacific R R.—Since the inaugura-

tion of the new Directory, strenuous efforts

have been directed toward securing a change

in their Kansas leases which would inure more

to the profitof the road. The St. Louis Times

says for a time it seemed probable that the

leases hitherto made with the Missouri River

and Leavenworth, Atchison and Northwestern

roads would terminate in the abandonment of

the roads by the Pacific ; but after frequent
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consultations a new basis of agreement bas

been determined upon, which settles all oast

disputes, and grants to each of the roads equi-

table pro-rating terms.

The new arrangement, gives to the Pacific

road the entire and absolute control of the

Kansas roads, freed entirely from all obliga-

tions and concessions to other corporations,

the former leases to be treated as nullities,

and the latter leases to date from January 1st,

1870, the same as if put in force at that time.

A reduction of the rental is also secured,

amounting to fully $40,000 per annum, or an

aggregate during 20 years, the term of the

le'ase, of 1800,000. The Missouri River road

road is now leased for $50,000, a reduction of

§17,500 per annum, free from any restrictions,

and the lease of the Leavenworth and Atchi-

son road, which invnlvpd a payment by the

Missouri Pacific of $59,000 for the rirst five

yenrs, increasing each succeeding five years

$60,000, $70,000 and $80,000, is also. greatly

reduced. The Pacific has also had granted

to it absolute control.

Flexibility and Elasticity.

It is rather a hard thing to make some rail-

way mechanics believe that rolling stocks is

benefited by giving it an elastic and flexible

character. They all seem to know that springs

are necessary on cars and engines : but then

a spring is a spring, and when one has been

put on, tr.e last thing that is thought about is

whether or no it fulfills the real object for

which a spring is required. Thus you may
find one engine runs with a succession of hard,

rough, shaking motions; while another goes

along with an easy gliding movement, that is

not only very easy and pleasant, but is at the

same time very economical, so far as the wear

is concerned, both of the engine and the track.

Some engines and cars run as though the

brake was in constant use on them, while

others slide as smoothly as though the wheels

were sleigh runners upon an oily platform or

other smooth way. This difference all comes
from the means taken to secure the requisite

degree of elasttcity. It does not follow that

the more elasticity given the easier the move-

ment; it is the skillful adaption of the elastic

principle to secure the right movement. And
this depends a great deal upon the men who
have charge of construction and repairs.

There is no exact formula that will give the

right degree of elasticity even to engines of

the same weight and class; a great deal de-

pends upon the skill and discretion of the men
in charge, and the possession of this skill and
discretion is so important, that the possession

or non possession of it often makes a differ-

ence of several cents per hundred miles in the

repair expenses. A master mechanic who is

fit ior his business should be capable of seeing

all these matters at a glance, and of rectifying

all that is shown wrong after the first trial

trip ; and if he is a good judge of the qualities

of the men as he ought to be of machinery, he

will be likely to keep the expenses per mile of

operation down to a reasonable figure. If a

new engine is brought upon the road, and, as

is often found, is " hard on the track," a ca-

pable mechanic will soon know what the trou-

ble is and how to rectify it, and this applies to

cars of every kind as well as engines. But
applying the requisite degree of elasticity to

rolling stock ia not all that is required to keep

the repair and operating expenses within a

reasonable figure. Elasticity must be given

to the track, and here skill and discretion are

of just as much value as in the machinery de-

partment. The " permanent " way is not

spcured by laying rails on stone sleepers, or

other material hard and inelastic, as Brunei

thought ; in fact, such a track is the easiest

lo knock to pieces that there is. The more
solid the substructure thewcrse it is, unless

some slightly elastic medium is interposed be-

tween it and the rail, and so in modern prac-

tice success bas only been achieved by a skill-

ful adaption of this elastic principle. The
devices for this are numerous : chairs with

cushions of wood, .rubber, or felt are used, and
W'th good success just in proportion to the

skill employed in their use. What is wanted
is just enough elasticity to absorb the shoes

of the driving wheel, so that it shall not ham-
mer itself and the rail to pieces; it ia merely

putting the tan-heap under the anvil. The
improved sleeper wbich we have illustrated in

another column answers this purpose well.

The sawed oak slab inserted in the sleeper

secures a sort of air -cushion to take up

the blows of passing '.wheels, while it does not

g\ve spring enough to-disturb the hold of the

spikes. • It acts like the . frog in the foot of a

horse, or the cartilage in his knee. We shall

never succeed in getting the best results in

railway machinery without we take advantage

of these simple lessons from nature.

There are other destructive forces in rail-

way operations which it is necessary to guard
against. Modern engineering has introduced

into the railway, curves of very sharp radius.

These are at all times objectionable, and very

destructive to the rolling stock, unless there

are devices formed for preventing the ill ef-

fects. Thus, instead of using rolling stock

with a long rigid wheel base, we borrow from

nature again
(
and the rolling stock is verte-

brated, like the spinal column, and capable of

winding through sharp curves without hard

abrasion of the wheel against the rail, thus

saving the torsion of axles, the brpakin? of

wheels and rails, and the straining of engine

frames. The swing beam for cars, Fa'rlip's

engine, Bissel's engine truck, and bis tender

truck, and other devices of the same charac-

ter, all show the tendency of modern and suc-

cessful practice. These give flexibility to the

rolling stock, while allowing a very long

wheel base, and do not prevent entire steadi-

ness of movement; in fact, we think thpy aid

very materially in that respect. There are

many master mechanics, however,—they are

growing rapidly less in number though,—that

still question the advisability of applying some
of the most important of these devices, pre-

ferring the rigid wheel base with all its dis-

turbing elements to the more simple, philo-

sophical and natural practice which modern
mechanical ingenuity has made practical in

the best sense of the term.

The dislike to change or to add patterns to

the machine shops, taken in connection with

rusty prejudices, prevent the adoptirn of

many useful and indispensible improvements.
The history of every improvement in steam
locomotion proves this; but still from year to

year substantial progress is made, all in the

interest of safety and economy.

Toledo claims eleven railroads as

making that city their terminal point, and
hopes through their instrumentality to become
the largest inland city of the continent. The
roads are: 1. The Toledo or Crestline, or

Lexington. 2. The Toledo «fc Mansfield. 3.

The Toledo & Pomeroy (Atlantic & Lake
Erie). 4. The Toledo & Pittsburg (the Balti-

more, Pittsburg & Chicago—an extension of

the Baltimore & Ohio). 5. The Toledo & Bel-

mont (Bellair to Toledo)—an extension of the

Baltimore it Ohio. 6. The Baltimore & Ohio
and Lake Erie & Michigan Southern. 7. The
Holly, Wayne & Monroe. 8. The Toledo,

Ypsilanti & SajinaW (being an extension of

Flint & Pere Marquette to Toledo). 9. The
Toledo & Ann Arbor & Saginaw. 10. The
Lansing & Toledo. 11. The Janesville, Al-

bion & Lansing.

It is slated that a number of conduc-
tors on the different roads in the State hold

commissions from the Governor, investing

them with all the powers of pulicemen, to .

make arrests and quell disturbances when
necessity requires. This will be a notable im-

provement to the cmfort and convenience of

the respectahle portion of the traveling pub'

lie, and will lend to suppress a number of
petty annoyances to which passengers are at

times subjected. Any refractory or turbulent

rough or loafer can immediately be placed

under arrest and disposed of at the stations

along the road. The confidence men, too;

will find their occupation gone, and will have
to seek new fields of enterprise to exhibit their

deft skill and unsurpassable impudence. This

system should govern all roads throughout the

country.

—

Albany Journal.

RAILROAD TIES WANTED.
Office of the )

CHESAPEAKE & OHIO R R. CO->
54 "William Street New York.)

This Company are now ready to contract for Fire Han,
dred Thousand

s o o, o o o
RAILROAD TIKS, to be deliv red during the ensuing
Autumn and Wint-r, along the line of thei road in West
"Viigirii Persons wishing 10 pripnxe f-^r furnishing th»

Bame may ^pply in per-on or hy letter fit this office.

I5-9 7H.3 C. P. IITTN INOTO^'. Present-

GET THE BEST.

10, * O Words and Meanings not in other Dictionaries.

3000 Engravings. Id40 pages Guano.

Glad to add my testimony in its favor.
' Prest. Walker of Harvard.]

Every scholar knows its valu6.

L
*' 11. Prescott, the Historian.]

The most complete Dictiina y of the Language.
[Dr. Dirk, of Scotland.]

The test guide of students of our lansuage.
[JohnG. Whittier.}

He will transmit his name to latest posterity.

[Chahcellor Kent.]

Etymological parts surpasses anythin a- by earlier laborers.

[George Bancroft.]

Bearing re'atton to Language Principia does to Philo-

sophy, [fcllihu Burritt.]

Excels all others in defining scientific terms,
[President nikhcock.J

Sbo far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, tenche

and professional man. What Libiary is complete withou.

the best English Dictionary V

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly.

Published by G. & C. MERRIAM. Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

The undersigned are now ready to contract for _the

delivery of KAILS made of

BESSE3IER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the heat quality.

PENNSYLVANIA STEEL CO.
424 Walnut St.; PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesnilt St., PHILADELPHIA.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Rail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. l.. BOOTH & CO.,
Rochester, IV'. Y.

IIAVEX & ALLE1V,
}•-» Broadway, IV. Y.

HARRSSBURG FOUNDRY
AND

MACHINE WORKS,
/Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Culling and

Nut Tapping Machines, §c.

W. T. HILDRUP, Treasurer.

Hawkins- H>rthel & Burrall,

JiUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roof* and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridges. Rnola and Turn Tables. Cor"
rugated Iron Doors, Shutters, and Iron Building Ma-

terial general y. Contractors for Fil iog, Docking,
and General Railroad Work.

88 Main St., Sprint/field. Mass.

B. F. Hawkins. Geo. P. Jleilhel. W. H. Burrall.

Le Van's

Improved Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-

faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense Ifnotaa
represented.

Price List and Photographs sent
on application.

W. Barnet Le Tan k Co.

8.M cor. SUh and Wood 8ts.
Philadelphia.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
TIIK0D0L1TS, TRANSITS. LEVELS.

DRAFTING INSTKU.U ENTS, Ac,
67 W. Sixth St., Cincinnati, O.

Circulars sent free, Established 1SS3.
19 -j.;o. lrt

EDWIN J. HORNEH,

Successor to

JlellAS'IX A HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

GRAND SCENERY!
{©QUICKEST RoTJTE~©a

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
B11ILADELFIJIA

,

NEW YOltK, and

BOSTON,
WITH TIIE PRIVILEGE OF GOING TOWASH I TSGTON

NO CHANGE OF CARS
, Baltimore amihut0fc'rom Cincinnati

orOolumbus to J-*cix tiiiiui c CHANGE
Jk*hilad' Iptiia and New Turk.

«MtKria JJajtimore & Ohio R. R

J. I,. WILSON, Master of Transportation.
L. M. COLE, General Ticket Agent.
J. B. GIBSON, General Western Passenger Aeent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chavae of Cars.

Ohio & Mississippi Railroad,
for St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jffuorson City, and all points on the Lower Mis-

sissippi Kiver, and on the the Illfuois

Central Railroad.

TRAINS RUN AS FOLLOWS :

St. Louis, Evrtiisville and Cairo
Mail 7:t-.A M. 10:55P.M.

Osgood Accommodation... 3:10P.M. 8:45'*. M.
Through Western Express. 5:10 P.M. 8:311 H. M.
Ni.'ht Express 10:20 P. M. 6:00A M.

The 5:10 P. M. train runs daily. Trains run by Vin-
ceunes time, 15! minutes slower than Cin'ti time.

For tickets or information apply at Offices, 136 Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin. 0.
C.E. FOLLET.Gen'ITick't Ag'l, Si. Louis, Mo.

As in use on tbo National Despatch Line of

Cars, adapted to two or more gauges.' For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Alanutacturing Agents.

Wilmington. Delaware, or
('HAS. BOCIiUS A CO, Boston, Mass.

3-12-9, 52

THE LOBDELL

CAR-WHEEL.TiRE k MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofEailroadMachinery
GEORGE G LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secretary

12-5-70,52
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ERIE BJLIkWiLY.
1400 MILES under 860 MILES witbool

lino II jn.ngerrcnf. Change of Coacbci.

BROADCAVGE,DOI'BLETRACU ROl'TE

KEW YORK," BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia., Baltimore,

And Principnl Points in

NEW YORK, NEW EiNGLAND
AND

—

Pennsylvania.
This Railway extends from

CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND lo NEW YORK, - 625 Miles.

DUNKIRK toNE* YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AST) IS FROM

22 to 27 MILES the SHORTER ROUTE.

TWO EXPRESSTKAIKS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and lloadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. W,CINCINNATI EXPRESS,
(Sundays ''xceuted.) Arrive Dayton 9.10 A.
M.; Urban.., 10.29 A. M ; Galion, 12 57 P.M.;

Man.-field, 1 40 P. M., West Salem, 2.50 P'

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
0.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pitts-burg Railroad for Hudson and Cleve-

land; at Eluiira for Williamsport and the

South; at liinghampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urban*,
125 A.M.; Galion, 3.58 A. M ; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (bkfst);
Akron, 7.38 A.M.; Ravenna, 8 26 A. M.;
Mi-advill?, 11.20 A. M. (Dine); Hornells-

Tille, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harristmrg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

tlinira with Northern Ceutral Railway for

Harrisburg and the South, and at N. Y. with
T morning trains for Boston and N. England

cities.

New and Improved Coaches of llitf style peculiar to the
Broad Giuife. arranged for both Day and Night Travel.

axft attached to this train at Cincinnati and run through to

New York, forming the Only Line running through
860 Jlilea without Change.

Rostnn ami New E'tKlnnd Passengers,
with their Baggage, are t raiislerreu 1'itEE
Of CHARGE in New York.

JL f The Krie Railway Company has opened a new
Ferry h-om their Jersey City Depn to the foot of Twenty-
hir'l Smet New York, thus enabling parsengers to reach
he ip per portion of the city without tiie expense and an-
noyance ot a street car or omnibustiansfer.

jr~P The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever chancing landscapes sub
ects of continual admirati n and interest

Bagrg-agfeCheek'd Through
And I'art alwat/t at Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be oht:ti-ed at the Company's Offices in Cin-

cinnati, 80 West Fourth Street- 116 Vine St.. 4 Burnet
House, ami foot of Broadway, (Spencer House Block),
and at all principal Ticket Ofr-«es in the South and
Booth-west <VM. R. BAKK,
M! IS SHATTCC, G«n\ Fusi'r Ag't.

General Southern AgtrjU

Best Route to St, Louis and Chicago

1 NDIANAPOLIS,
1 CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNAT Jto

ST. LOUIS
OAino, "

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and Klver Towns and Cities iu the West,

North west and South-west.

JO=The7.35A. M. train runs daily.

ON AND AFTKR SUNDAY, DEC. 5TH, 1F69, T.RATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail .... " .20 am 12 .41' am
St Louis and Springfield Express... 2.40 pm 7 35 am
'St. Lnuisand Springfield Express. 1" 20 pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawreneeburg Accommodation 4.: pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm g.3i> pm
Harrison Accommodation * 5.3U pm ".10 am

ThroughTickets can be obtained atthe Burnet House
Office, cornero: Thiidand Viae ; River Office, corner of

WalnutStreetand River; and at Depot, cornerof Plum
and Pearlstreets. * he splendid Passenger Depot of the
I. & C. Railroad is about a mile neaiertl.e businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. P. RICHARDSON Superintendent.
A. E. CLARK. General TicKet Agent.

Cincinnati, Hamilton k Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway). 7:00 A. M. 6:3" P. M.
do do do .. 0:4"> P. M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M.
do do do 6:30 P. M. 7:00 A.M.

Lima Fort Wayne at Chicago.... 7:15 AM. 10:2.. P. M-
do do' do ....2:30 P.M. 5:40 P. M.
do do do .-. G:30P. M. 7:3UA. M.

Sandusky, Cleveland &. Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommod -tion .... 2:30 i>. M. 10:v'iA.M.
Sandusky, Cleveland & Buffalo.. 6:30P M. 10:20 A. ;.[.

MuncieiV Indianapolis -.. .... 7:15 A.M. 10:25 P. M
do do 5:00 P.M. 1:20 P. M

Hamilton, Eaton 4t Richmond.., 7:lo A. M. 10:25 P. M.
do do do. ... 5:00 P. M. lt>:3H A. M:

Uamiltcn Accommodation 9:30 A. M. f*:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincln-
jatitime.

For allinformationand throughtickets, please apply at

tneold omce.south-east cornerof Broadway and Front; Bur-
net HouscOffice, corner Vineand Bakerrtreets,and at the
respective depots. East Front and WestSixth streets.

D. McLAREN. Gen'l Superintendent.
SAM'L STRPHf^SON, Gen'l Tick't Ag't.

JunnibuseEcall for passen.erp

The Old And Reliable Route.
gaga*!!!

Through to Plttaburg without Chance.

The PITTSBURG. FORT WAYNE 4 CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Himiltun &.

Dayton, and Little Miami Railroads, still continue to trans-
port produce and merchandise between Cincinnati and
Hittsbusg, Philadelphia, Baltimore, New York or Boston,
and all Kastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,
shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINK,Gener»l Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.
On and aftpr June 13, trains will ran as follows :

mjf) f> LXPKISS l-aves Cincinnati 720 A.1™**« ^ M. Daily (except Sunday*). Mops regularly
at Walton, Elliston, Sparta, l.ibeity, Wonhvilte, Camp.
hellsburg, Lagrange. Pewee Valley. Anchorage ; when
fl igged, at Scuth Covingti n. Maunce, Independence, Bank
Lick, Verona, Zton. Glenoe, Eagle, Carrollton, Sulphur,
Peii'iletou ; arrives at L nisville 12.05 P. M.

1%]*k it SOUTHERN FAST LINE Iwves
i»M» \9 Cincinoali at 1.20 P. M Daily (except
Sundays). Stops only at Walton, Worihviilei and La-
grange ; arrives at Louisville 5.20 P. M.

TV#* 9i .IBAIJLi leaves Cincinnati 5.00 P. M.!»"• ^ Daily (except .-unday-). 8top9 regularly
at Walton, fcllist n. Qlencoe, Sparta, L berty. Wortbville,
Camptellsburg, Sulphur, Lagrange, Pewee Valley. Anchor-
age, and when flagged, at South Covington, Maurice, Inde*
pei:deuce. Bank Lick, Verona, Zion. Eagle, Cr-ollton,
Pendleton ; arrives at Louisville 10.00 P. M.

Wd\ in >i«-HT EXPRESS leaves Cin-
1»V» M. V cinnati at 11.15 P.M. Daily (except
Smuidays). Stops regularly at Wortbville, Lajtran^e, and
wlen flagged, a* Walton. Verona, i lliston, t-lenc-ie. Sparta,
Liberty, Ea^Ie. Campbellsburg. Sulphur, Pendleton r*ewee
Valiey, Anchorage

; arrive! at Louisville at 5.00 A. M.|g

UJj-" No. 6 connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14 P. M., Lexington.
7 45 P. M-, QUICK TIME.

Uj'The Best Route to the South. More Daily Trains
and Quicker Time than any Line from Cincinnati.

• HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib*

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Eaaion
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars, v

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through irom New York to Chicago.

FALL ARRANGEMENT.
Commencing AuguBl 30, lbt>9. Leave New York as

follows

:

6:55 a. in.- For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannuck
tVc.

7:15 a. m.—For Somerville.

8:30 a iu-—For Flemingtun, Junction, Stronrlsbnrg
Water Gap, Scranton, Kingston. Pittston. Great Be^d.^Jtc.
12 in.— For Flemingtou, Eastern, Allentown. Mauch

Chunk, VVilkebbarre, Reading, Columbia, Lancaster,
Ephrata, Liiiz, Pottsville, S'cranton. Harrisburg. Ac.
3:30 p. m.—For Easton. Allentown, Mauch Chunk

and Belvidere.

4:30 p. in.—For Somerville.

5:25 p. ni.- For Somerville and Flemington.
6 p. m.— For Easton and iutermediatestationfl.

7 p.m.—For Soiuerviile.

7:20 p. in.—EmioBa.nt—Stopping only at theprinci
pal stations.

0:00 p. IU.— For Plainfield.

11:50 p. iu.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. in.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown. Harrisburg, and ihe West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects m Harrisburg for Erit and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, Ace.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem. Mlentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta.
tion-ito Scranion. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.—Western Express Train, daily, Tor Easton-
Allentown, Reading. Harrisburg. Pittsburgh, and the West
—connects at Harrisburg with tr.iin for Williamsport, Erie
Ac

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:15., 8:30, i>., 9:20, 10:30, 11:40 a. m —IU m., I:i0, 2:t0
3:0O,3:3M, 3:45, 4:15. 4 3d, 4:45, 5:10, &:B5, 5:45. 6:00,t»:-.»5,

7:<0.7:2 .7:40,8:0 0:00,9:40 1U:45, 1 1 :50 u. m.
Tickets for the West can be obtained at the office of thf

Central Railroad uf New Jersey, foot of Liberty st., N. Y.j
atNo. I Astor House; Nos. V54, -71. 520 Broadway ;tt

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER,.Superintendea*
H. P.Baldwin, Gen Pass. Agt*
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The Cincinnati and Springfield Road-
Snort Line.

We have been amused as well as interested

in the "Short Line" scheme. There was

something to be got which, if not an absolute

necessity, was certainly of great interest to

certain parties. But how have they pursued

the object? They have acted exactly like a

hunter afler a squirrel on a tree. He begins

lo take aim, and the squirrel is on the other

side. He moves round and gets a new sight,

and the squirrel is gone again, and the hun-

ter goes round too,—and so the game goes oc.

Whether the squirrel will be shot at all is the

question. Some people think he will escape

the hunter, or tire him out. People ask us

will the road be made at all. We say, yes.

Why? Because men act on motives, and

railroad men particularly. There are strong

motives for certain parties, who have ample

abilities, to make a short and independent

line of railroad from Cincinnati to Spring-

field. The general motives we have mention-

ed in former articles. There are few cities in

the country which are natural railroad centers,

not so much from any local merit of their

own, but because they are gateways through

which the trunk line roads must go. Cincin-

nati is one of these, both for a natural and ar-

tificial reason. The natural one is that all

the great railroads, from New York and Bos-

ton through the entire West must go through

Ohio. Having got to Ohio they can not turn

off to the South-west till they get to Cincin-

nati, and they can not do it so well, and on so

short a route, bevond Cincinnati. This is the

natural reason for coming to Cincinnati.

But it has been strengthened and made deci-

sive by a recent artificial cause. The rail-

road bridge over the Ohio, now building, and

the earnest and soon to be successful effort to

make the ''Southern road,"and the actual mak-

ing of the "Short Line Louisville road" to

Louisville have made it certain that the short-

est and best route to Memphis, Nashville, and

the South-west is through Cincinnati. Hence,

it is decided tr^at the great trunk lines must

go through Cincinnati to the South-west, for

it is not possible to make any route to the

Soulh-west to New York and Philadelphia,

through Indiana and Illinois, as direct and

good as this. The South-west (Tennessee,

Mississippi, Arkansas, &c.,) is a fertile coun-

try, with the Mississippi for its base. Slavery,

which alone kept it back, is destroyed. A re-

vival of industry has taken place, and the

South-west will now grow up, as the Norlh-

west has done. Its trade is a grand prize.

The Pennsylvania Railroad Company has

seen this, and quietly taken the means to se-

cure that trade for itself. They bought the

Pan Handle road, and they bought the Little

Miami. They have lien3 on the Louisville

Road, and they are building a great railway

bridge over the Ohio. Any one can see

where all this will end. Leave that company

without compensation from other railroad

lines, and they will get the whole railroad

traffic of the South-west with New York and

Boston. The other roads do see it. The

Baltimore Company have come to Cincinnati

on "a very expensive route. The Erie road

comes by Dayton
;
but where is the New York

Central? For some time the managers of

that concern tried to ignore the matter. To

go to Chicago was enough. This South-west-

ern trade was not much of a shower, and Cin-

cinnati was not much of a place. But that

was a sham. It is impossible not to know

that fifteen years ago the New York Central

had almost the whole railroad traffic of Cin-

cinnati to the East, and that, as matters are

now shaping themselves, it won't have any.

That road can no doubt do very well with the

Lake trade, but it might do a great deal better

with part of the trade of the South-west. It is

not willing to lose that advantage, and hence,

will certainly make an effort to share in the

trade of Cincinnati and the South-we3t. That

is a good reason for the New York Central;

but there is another road more deeply inter-

ested thau that in the matter. This is the

Columbus and Cleveland road. Twelve

years ago this road was a trunk road between

Cincinnati and the East. It had scarcely any

competition. Now the Atlantic and Erie has

taken off half of its traffic in Centra!

and the Pan Handle route has taken most of

the remainder. What is to be done? Now,

there is no way for these great corporations

(the Central and the Cleveland) to regain

their trade with Cincinnati and the South-

west but by a direct iiidependent line of their

own into the city. But this is to be a coshy

affair, so they sought at first to get allie;
;

and they got the Lake Shore and the San-

dusky roads to join in the enterprise. But it

was apparent from the beginning that it was

more against than for the interests of the

Sandusky road ; so that arrangement broke

up. The squirrel dodged round the tree, and

the hunter has to move too. Will he succeed?

Certainly, we think ; for he will get no supper

if he don't. In one word, there is no getting

into Cincinnati, or sharing in the trade of the

South-west for the New York Central and the

Cleveland road, unless they get an independent

line. They can give the enterprise up and be

contented with the Lake trade, it is true. But

this they will not be contented to do. So we
think they will go on; and we may consider

the Cincinnati and Springfield line as a thing

about to be done.

Well, we now get to two very practical con-

siderations. What route will be adopted?

and then in what way will they get into the

city? We understand that engineers are now
surveying, in order to determine the route.

In a case like this we think the nearest to a

straight line is the best, if there be no great

obstacles; and in this case we think it will

be the cheapest. Supposing we could draw a

straight line from Springfield to Cincinnati it

would pass about three miles west of Senia,

precisely through Lebanon and Reading, and

would be just 70 miles in length. But a little

variation from this (not enough to make a

material difference in distance) will be of

great advantage to the traffic of the new road;

for in order to draw local trade it should be

between two other roads. Hence, it should

go a little west by Harbine, near Ridgeville,

through Lebanon and Sharon. This would

not increase the length of the road more than

a mile or two, and would enable it to com-

marid a large local traffic. There is little

doubt the engineers will find this the best

route

And now comes the next question. Where

will it come into the city ? This road will

gain from 12 to 14 miles in distance between

Cincinnati and Springfield, and if that be of

great importance, as it is, it is equally impor-

tant not to lose the advantage of it in coming

into the city. We hold that a monstrous

blunder has already been committed by the

Baltimore road. Why repeat it ? The Bal-

timore road, we believe, has paid more to get

from Spring Grove into the city than would

have been necessary to make the tunnel.

Suppose this true, what is the difference ? It

is great. They have lost nearly half an hour

in getting into the city; and this is the case

with all the roads entering the city. Let the

new road avail itself of this blunder, to their

own advantage. Let it go through the tun-

nel, and save between Cincinnati and Spring-
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field full an hour in time, balf an hour in dis-

tance, and half an hour by the tunnel, and the

Central will successfully compete for its full

share of business with Cincinnati and the

Suuth-west.

The EverlnsUnjr Short Line.

Hon. Bush R. Sloan, President of the Cin-

cinnati Sandusky, and Cleveland Railroad,

made us a short call this week, and gave us a

most satisfactory explanation of the causes

that led his company to withdraw from the

coalition ttiat was formed at Sandusky some

time since, to build the old short line railway

from this city to Dayton.

All the rumors that have been on the wing

since the news was flashed upon the wires

that the work was abandoned, are far from

the facts. The Sandusky company were jus-

tified in the course they pursued, and no

feints, or bluff games, or pretentious schemes

will drive Judge Sloan from the position he

has assumed in this matter.

This Short Line scheme, one of the most

valuable in the whole State, and one that ib

sooner or later sure to be made, has been the

foot-ball for the great railway companies that

lead into this valley from the North, as well

as the two or three companies that make con-

nections from that direction with this city.

But however it may be turned over and

knocked about by these corporation gymnasts

it always comes upon its feet again, and lifting

its head higher than ever, attracts the public

eye and "still lives." Like Banquo's ghost

it will not down at the bidding, but appears at

such times and seasons, and upon such cir-

cumstances as plagues and torments its foes.

And the truth is, it can not be killed. It

may be scotched, and seem dead for a while,

bnt it is bound to be made, and it will be

none the less valuable because it has lived

through such trials and difficulties.

Now that the Sandusky company is relieved

from the entangling alliances that sought to

strangle it, why does it not seize this oppor-

tunity boldly, co-operate with the parties in-

terested in the Short Line, organize the ele-

ments of aid that are in waiting, build the

road; and thus reap the great emoluments

that are seen to follow such a result, as the

night the day, and thus add immense value to

the present line from Sandusky to Dayton, and

be in such a position as to "command the

situation, and dictate terms to all new lines

seeking the Queen City from the North-east

and North-west ?

This is no great undertaking, and yet it is

one uf more value to the interest that suc-

ceeds in and holds a control over it, than any

of equal extent and cost that we know of in

the West.

There has never been a time since the in-

ception of this project, that it would not have

been wise to have completed it, but the pres-

ent is more favorable than ever before, and if

Judge Sloan will avail himself of the oppor-

tunities that now offer he will place his road

in a much more enviable condition, than

through the scheme organized some time

since in Sandusky has been carried on ac-

cording to bis understanding of its condition.

Sleeping Cars.

The following sensible article from the Cin-

cinnati Gazette, meets our views exactly. For

some time we have thought <jf pitching into

this sleeping car monopoly, and are quite

pleased to find our powerful daily contempo-

rary come out so full upon the matter.

We can't understand why the railway com-

panies should haul these sleeping coaches for

nothing, and be subject to the expense of

keeping tbem up besides, except it is that

some of the railway managers are stockholders

in the sleeping car companies, which we know

is the case.

This whole thing ought to be looked into

and put down, and the railway companies re-

ceive the benefit of the work done upon their

roads.

The sleeping car companies, express com-

panies, transportation companies, fast freight

companies, etc., all declare enormous divi-

dends, while the railway stockholders get little

or nothing.

There is a great deal of renovating neces-

sary in these affairs, and we are ready to help

do the work.

Let the press speak out, and the reform will

come sooner or later.

The Sleeping Car Company has gathered up
the patents covering every form of rail car

shifting berth, and thus it presents itself to the

railroad companies, forbidding them to build

anything in the shape of car berths, and de-

manding that they shall draw its cars for

nothing, or be deprived of this convenience
for its passengers. This makes a favorable

situation for tbroulmg all these patents at one
stroke by throwing off the berth cars entirely,

and replacing them by reclining arm chairs,

such as have already been introduced on the

Ohio & Mississippi road with great improve-
ment. The public has been thoroughly pre-

pared for this change by its general disgust

at the berth cars on account of their uncleau-

ness and their unknown perils.

It is not pleasant to discourse of this un-

cleanness. Passengers are generally aware
of it, but in their necessity or urgency they

decide to suppress their sensations, and take

the risk. The bedding which has been used

for a night by all sorts of persons, is crammed
during the day into the chests contrived for

its close storage, and then pulled out at night

lor a new set, and thus it served month after

month ; whereas after such promiscuous use

it should never be used the second time with-

out airing. The cars have generally inade-

quate means of ventilation, and none at all

lor excluding the dust in ventilating; and
almost invariably the persons who attend them
are constitutionally unaware of the use of

fresh air, and- are not instructed by the pro-

prietors to furnish it to the passengers. They
know of but one grateful sensation in the way

of atmosphere, and that is heat, and they re-

gard the passengers as of the same nature.

The system is full of perils and disgusts,

and the traveling public is well prepared f r

its abolition. On the other hand, the reclin-

ing chairs have not tbe bedding to absorb
this unwholesomeness; they are always ex-

posed to the air; they are protected by a

clean spread where tbe bead rests ; they afford

comfortable rest in tbe night, and superior

comfort during the day, thus saving the cost

of drawing an extra car; they allow the pas-

senger the means of ventilation in case it is

denied by the attendant; and tbey can be
built and run by tbe railroad companies,
thus dispatching at one blow tbe whole nighl

car monopoly.

The Knickerbocker ~ife.

From time to time we have given our readers

statements of the progress and operations of

this reliable Company, and we have watched

with considerable interest the skillful man-
agement that has so rapidly placed this or-

ganization among the few that are entitled to

the especial confidence of the people.

Its work of last year is one that will add

largely to its reputation. It has grown

healthily in public approbation, financial

standing and solid ability. And it has kept

pace with the times and the experience of

the insurance world, in adopting such reforms

as will secure its supremacy.

We give its last annual statement which

will repay a thorough examination and as-

sure any one, we think, of the verity of all

we claim for this worthy Company :

KNICKERBOCKER LIFE INSURANCE COMPANY.

Statement for the year ending December
31, 1869:

Net assets, December 31, 1868..$3,725,627 31

Receipts.

Premiums, annui-

ties, etc 4,599,944 72
Interest and

rents 452,742 28 5,042,687 00

Disbursements.

Losses by death,

annuities, natur-

al endowments,
etc 81)6,868 20

Ad'ns to claims... 6,420 00
Cash dividends... 513,410 63
Policies surren'ed 20,253 60
Commissions to

agents,and com-
mutation paid

for tbe extin-

guishment of all

future commis-
sions to agents. 563,751 71

Medical examin-
er's fees 31,963 65

Reinsurance 4,735 37
Salaries, office ex-

penses, printing,

a d v e r t i s ing,

taxes, and all

other expenses.. 155,752 69

§8,768,314 31

2,103,155 85

$6,665,158 46
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Assets.

Cash on hand and
in bank 123,097 20

Bonds and mort'a 728,910 89

State, county and
Gov e r n m e n t

bonds 286,294 15

Real estate and
furniture 42,536 48

Loans <o policy-

holders, secured

by reserve of $5,-

270,000 3,542,513 42

Loans on stock at

call 434,180 00

Stationery, blanks,

revenue stamps,

etc 4,488 57

Balance due from

ag'ts and others. 112,156 04

Qua rterly and
semi-annual pre-

miums due sub-

sequent to Jan.

1,1870 548,157 95

Unpaid premiums. 749,009 75

Interest accrued to

Jan. 1,1870 93,214 01

Add advance in

securities

Value of commut-
ed commissions,

estimated

Gross assets,
Jan. 1, 1870..

6,665,158 46

15,807 10

46,723 54

6,727,689 10

Personal.

We have received a call from our esteemed

friend, J. H. Potter, Superintendent of the

Burlington k Cedar Rapids Railway of Iowa.

Mr. Potter keeps his jubicund health, size,

and weight, and informs us that business is

brisk with him, and that the West is the place

for railway construction.

From the history he gives of the organiza-

tion and progress of his company, and the

large local support that was obtained com-

paratively easily, and the cheerfulness with

which the treasurer's calls were responded to,

it must be a paradise for the railway builders.

This is the kind of spirit to exhibit in such

enterprises. No wonder that Burlington can

already boast of eight railways that will soon

convey to her the products of a rich and ex.

tensive country, and within the next decade

so increase her wealth and population as to

place her among the first cities of the Missis-

sippi border.

Bro. Potter is happy in the selection of such

a field for his skill and enterprise, and we can

assure the good people ot that region that they

are fortunate in having our worthy friend

among them.

—The following were the earnings of the

Chicago, Cincinnati & Louisville R. R. for the

month of August:

Passengers $ 4,805

Freight 9,847

Total $14,652

Principles of Tractive Power in Locomo-
tives.

BY P. BARNES, JR.

The power of any locomotive is limited by
the friction or resistance to slipping or slid-

ing between the tread of the driving wheel
and the rail. The word "adhesion" is some-
times used in this connection, but it can be
applied with correctness only to a resistance

like that which is offered to the shearing of a
body, as a bar of iron, in which the particles

of the metal are forced to move or slide uoon
themselves while the shearing is taking place.

Hence the ability of an engine to move a

load will depend upon the weiy fit resting upon
its driving wheels and the condition of the

surjace of the rail, because the most careful

special experiments and extended observa-

tion in practice show that in common with
metals so nearly similar in character as rails

and tires, whether of iron or steel, the friction

is almost exactly proportional to the perpen-
dicular pressure between the surfaces, or, in

the case of the locomotive, to the pressure

upon the rail. It is by this friction that the

wheel is prevented from revolving treely when
pressure is brought upon the piston, and this

friction is always greatest, and the engine
can draw the heaviest loads, when the rail is

either perfectly dry or perfectly wet, so that

the surface of the tire may come into clDse

contact, with the surface of the rail without

the intervention of any slippery film of moist-

ure.

The general law, deduced from the most
exact experiments, is that the force required

to move one body when sliding upon another
corresponds very nearly to the perpendicular

pressure between them multiplied by the coeffi-

cient offriction. This coefficient i3 simply the re-

lation or proportion which the pressure required

to move a body upon any surface bears to the

weight of the body itself, and for general pur-

poses may be stated to be from 1-20 to 1-10

between metals when properly oiled. If the

surfaces are not properly smoothed, or if the

piessure between them is so great as to pro-

duce grinding or abrasion, than this law will

not hold good, but the coefficient will increase

rapidly to a point determined by the special

condition of the case. It is also evident that

this coefficient or proportion will diminish
when the surface sustaining the weight of the

rail, in the case of the locomotive, becomes
more slippery than usual, as when snow or

ice accumulate on the track, or sometimes
during a slight rain, and hence, as is well

known, the tractive force of any engine may
be very greatly reduced at such a time.

Since then the power of a locomotive de-

pends so enlirely, other things being equal,

upon the weight carried upon its driving

wheels, it might seem necessary merely to in-

crease the total weight of the engine by load-

ing it with pig iron in order to increase its

tractive powers ; but further consideration

will show that this is not true. To illustrate

the actual state of the case, suppose a loco-

motive to be firmly attached to a solid rock
which can not be moved. If steam be then ad-

mitted to the cylinders, a pressure will be
brought upon the driving wheels tending to

make them revolve, and, in this supposed

case, they can only slip upon the rail. This
slipping will always take place when the pres-

sure upon the piston due to the steam within

the cylinder is greater than the product
of the weight of the engine multiplied

by the coefficient, of friction, since, as has

already been shown, there is no other means
than this of holding the wheels to the rail.

Slipping will not occur in this case if the
pressure upon the piston is less than the pro-
duct of these two factors. If the weight of
the engine be not great enough to prevent
slipping for any given size of cylinder or
pressure of steam, then an increase of weight
may usefully be made so that this product may
be increased by which, as has been shown,
the tractive power of the engine is Measured
or limited.

It will be seen, then, that with any given
size of cylinder and standard pressure of
steam a certain weight must be given to the
locomotive, so that, under ordinary circum-
stances of weather, etc , no slipping of the
wheels may occur, and also that no uselul
result can be obtained by increasing this

weight beyond this certain amount; for the
pressure upon the pistons can not be in-

creased beyond this assumed limit, and hence
no additional load can be drawn, even though
no slipping should take place.

The objection urged against the use of six-

coupled engines, that have a long rigid wheel
base, is an important one, and it is receiving
serious attention in England, where these en-
gines are vastly more common than in this

country. Few builders, however, would put
three pairs of driving wheels under any en-
gine without making the boiler and other parts
longer or heavier, so as to furnish a weight to

he borne upon each pair of wheels equal, or
nearly so, to that borne by each pair of wheel8
of an ordinary four-coupled engine, so that
the larger engine may be efficient just in pro-
portion to its size.

The grand objection to any increase of the
weight of our engines, as now constructed, is

that it is too destructive to the track to load
each pair of wheels even as heavily as is or-

dinary now. The blows dealt by passing
wheels upon the rail joints, and the bending
or breaking strain brought at any instant
upon the joint in the rail where a wheel
presses, depend upon the weight which the
wheel carries as well as the speed at which it

moves, and hence to diminish our track re-

pairs, that which is nearly or quite the most
greedy of all maintenance accounts, the load
borne per wheel in our locomotives must be
lessened at least one half, so that it may
more nearly agree with the load borne per
wheel in the cars How this can be done
without increasing the rigid wheel base, while
the present boiler and cylinder capacity are

retained, is one of the most trying problems
of the present day among locomotive builders,

and certainly the most promising commence-
ment of its solution is the introduction of the

Fairlie engine, notwithstanding the numerous
complications with which it is still beset.

—We learn that the Milwaukee and Nor-

thern Railroad Company are now shipping

iron to complete the first section of their road

to Cedarburg, about 20 miles from Milwau-

kee, and that it will be open for traffic in No-

vember next. Contracts are let to responsible

persons to finish the road to Green Bay.

This road passes through a district of country

about. 1 HO miles long by some 40 miles wide,

bounded on one side by Lake Michigan, and
on the other by Lakes Horicon and Winne-
bago and the Lower Fox River, and filled

with the most dense and wealthy population

of the Slate. This road shortens the distance

by rail from Green Bay to Chicago about 60
miles The lumber and grain traffic on this

line when completed will be very great. This

road is in responsible hands, and will be

pushed forward to completion with great

energy —Am. B. R. Journal.
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The Railway Track.

The amount of money that is annually
wasted on the 50,000 miles of railway track
in the United States, because of the fact that
the track is not properly kept up, would as
tourd railway managers, if that amount could
be definitely stated. This waste shows itself

in a thousand and one different ways, in every
element of the road-bed and superstructure,
and in every part of the rolling stock. It in-

cludes cross-ties, rails, wheels, axles, bolts,

screws, connecting-rods, etc., etc , all worn
out or broken before the term of their natural
"life," merely because they are subjected to an
infinite series of unnecessary strains and con-
cussions, consequent upon a rough and un-
even track. The yearly repair expenses for
rolling stock of different roads, if properly
contrasted, would show the comparative ef-

fects on the rough and the smooth track ; but
in the multifarious ways adopted by different

companies of keeping their accounts, the
great and important facts are lost sight of, at
least they are kept out of the sight of the
shareholder and inquirer into the details of
management. A belter system of keeping
accounts rigidly enforced by legislative regu-
lation, might remedy this evil, but in the ab-
sence of this we are compelled to depend upon
the well-known mechanical laws governing
the strength and wear of all materials enter-
ing into the construction of the track and
rolling stock. All these materials are perish-
able just in proportion as they are neglected
or they are abused. The rail that, if properly
laid in line and plane, and protected at the
joints, may last a dozen years, will not last a
third of that time if the joints are permitted
to settle a quarter or half an inch at every
passage of the driving wheels, and the tyre
that would run a hundred and fifty thousand
miles over an even track, will not stand half
that service if it be permitted to hammer it-

selt to pieces at these joint depressions. Every
Tailway man recognizes these general facts in

theory, but in nine cases out often, they per-
mit these violations of plain and well-known
mechanical laws, and so the annnal repair
expenses per mile run of all rolling stock are
largely in excess of what they would be if the
managers would but give the necessary prac-
tical attention to the foundation of all true
railway eoonnmy, and that is: keep up the
track to the maximum of stability and smooth-
ness. Starting with a well-drained road-bed,
with a good supply of ballast, with the cross-
ties having plentiful and equal bearing per
lineal running foot, and the rail with a good
depth of section, so that the fish plates may
give the requisite vertical stiffness and
strength at the joints, and you have the best
known type of a good and serviceable railway
track. But starling with all these is not suf-

ficient to secure good practical railway econ-
omy

;
they must be kept up. Every variation

from it, whether due to climatic influences or
mechanical influences, must be guarded
against with the most unt r og perseverance.
Every cross-tie mudt be kept tamped up in

place, and every fish-plate nut screwed to its

proper bearing. This rattling, hammering,
and jingling at tue joints, which a certain
Massachusetts railway manager used to call

'"the devil's own music," once stopped and
kept stopped, prevents a good deal of the same
destructive sort of music in the rolliii" stock.
It is a great mistake to think that it is only
the rail or the wheel that suffers from an un-
even track. Tliree-quarters of all the break-
ages in the rolling stock are due to it, the
general wear very much increased, and there-

by the "life" or duration of service very much
decreased. If any railway manager doubts
this, let him ask his master mechanic if a
large proportion of the machinery repair ex-
penses are not due to the very evils we have
pointed out; and when he has satisfied him-
self upon that, point, he will be willing to ex-

pend more liberally upon the track, that he
may preserve that and the rolling stock at

the same time. Every expenditure upon the

track, guided by intelligence and skill, is in

favor of eventual economy, to say nothing of

the greater safety it insures. One grpat and
common trouble is, that managers underrate
the character of the labor required in track

repairs; they think it plain, rough work, that

any common laborer can do, and so they
graduate the pay upon that idea, when, in

fact, there is no department of railway labor
where skill and experience are of more value,

not necessarily all the labor, but the direciing

and supervising part of it. An intelligent

and skillful trackman is invaluable, and the

possession of these qualities presupposes an
amount of practical and j»asi-professional

education that deserves to be not only well-

recognized, but well paid for. On some of

the larger and well-managed roads, track re-

pairs are entrusted only to men who have had
an engineering education, and their principal

assistants and foremen on the different sec-

tions are selected for their intelligence and
skill, and no disturbance of the track is per-

mitted except under their eyes. The best re-

sults of railway operation will not be secured
until a iike system prevails everywhere.

—

Am.
Railway Times.

An Indian^Runber Car Wheel.

It has always seemed as though the per-

fection of locomotive luxury would be reached
when either the rails or the car wheels were

made of rubber. John Raddin of Lynn has

devised a wheel a portion of which ia rubber.

The mechanism and experiments are thus

described in the Boston Advertiser

:

The wheel is cast in three parts—the hub,

the web, and a plate to which the hub is bol-

ted. Between the axle and the hub intervenes

a ring of solid rubber about three inches wide

and one inch thick. The effect of a wheel

made in this manner is that a sudden blow

on the web is communicated to the rubber and
thence to the axle. It is claimed that this

wheel is cheaper, safer, because less liable to

break, and more comfortable for the passenger.

The new wheel reduces the jar to a minimum,
and one can read without the least danger to

the eyes. Going around curves the oscillation

is hardly noticeable, and the sound is dea-

dened so that conversation ceases to be an

effort.

As to the economy and usefulness of the

wheels, Superintendent Prescott is as yet the

only one who can speak from experience.

Superintendent Winslow has had them on two

cars, which have run between Nashua and
this city since March, and is very much
pleased with them. Eight of them were run

under a car on the -Eastern Railroad 100,000

miles and were then taken apart and found to

be in good condition. The ordinary car wheel

is worn out after 40,000 miles running
; then

the axle and wheels have to be taken off and
carried to a machine shop, where the old

wheels are driven off and the axle is turned to

fit a new set.

The elasticity of the Raddin wheel make
the tread wear twice as long as the common
wheel, and then the bolts are taken out and
a new wheel bolted in iis place. The same

elasticity saves the track and the wear of the
flange in going around the curves. Oar wheel
manufacturers say the vibration of the patent
wheel is very much less than that of the old
style, and tbe wheel being in three pieces the
liability to break is very much diminished.
The wheels are also being applied to locomo-
tives. Several railroads have ordered some
of the wheels for trial. A stock company is

to be organized for their manufacture. The in-

vention has been patented in Belgium, Eng-
land and France, and Mr. Raddin has ten pa-
tents in this country.

A Want in Locomotive Engineering.

We this week saw in an English paper a
controversy in regard to the speed of a train

in rounding a curve, it being charged that a
"driver," as our Briiish cousins style a man
who runs a locomotive, was in the habit of
taking a particular train around a curve
above the standard speed of forty miles an
hour, for which the curves are calculated,

thus endangering the safety of passengers.

This question of speed always comes up
when accidems occur, and as yet no adequate
means have been adopted whereby the precise

speed of a locomotive engine at any given
point of its running can he so recorded as to

settle such questions beyond dispute.

Such an instrument would be a boon to en-

gineers who run locomotives, and who are, in

our opinion, much more often unjustly than
justly blamed for undue and 'improper speed
on the occasion of accidents.

The problem is not a difficult one to solve.

We once, as a matter of personal amusement,
designed an instrument on the principle of the

ball governor which would do it perfectly.

The balls, instead of being hung on pivoted

arms, slid out on horizontal arms against

scale-springs of definite power, as they re-

volved by motion derived by one of the truck

wheels. In doing this they raised a tracing

point along the side of a vertical cylinder

revolving by clock-work, making amaik of

given height for a given speed, rising with in-

creased speed, and falling as the velocity of

the locomotive decreased. Vertical lines on
the surface of the cylinder represents hours

and live minute divisions, and the position of

the pointer beiween the lines might easily be

computed for any less time than five minutes.

The general principle of this device is sim-

ply the conversation 'of rotary motion into

pressure, and taking a diagram of the pres-

sure at different points of motion, as is done
wilh the steam indicator

Doubtless inventors might greatly simplify

this device, or it may be, adopting a different

piinciple, succeed iu devising something
much better.

In legal actions arising from accidents on
railways the corporations are always placed

at a disadvantage before juries, the latter al-

ways being inclined to sympathize with the

individuals rather than the companies, who,

it is thought, can belter afford to pay, than

the individual can afford to fail to recover

the damages he claims.

The witnesses, also, are, many of them,
totally incompetent to judge of the question

of speed, and are mostly liable to overrate it.

The adoption of such an instrument as we
have described, or some other calculated to

effect the same object, would obviate all dis-

agreements of this character, and thus prove

valuable to the corporations', as well as to

those who hold the responsible posts of engi-

neers.

—

Scientific Americm.
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Pneumatic Transport Extraordinary

It has been proverbial for the last eighteen

hundred years or so that prophets are no

prophets in their own land ; but it was reserv-

ed for us very recently to discover that the

same rule applied to pneumatic engineers

We do not mean that the high priests of Great

George Street are unappreciated in our midst,

but that the belief in these miracles is absurd-

ly limited to facts, whereas our American
cousins seern to endow their attempts with the

credit of wonders, before which belief in the

miracles and marvels of ancieiit days fade en-

tirely into the common place. Instance the

following

:

A PEEP INTO THE FOTr/RE.

• The following extract from a letter received

by one of our friends describes the operation

of a pneumatic tube between Glasgow and
London. Probably few of our readers are

aware of the existence of the process by which
messages and packages tire almost inslanta.

neously transmitted between these two cities.

1 had occasion to send a telegram to London
the other day, and in a few minutes received

a reply which led me to suppose that a serious

error had been committed by my agents, in

volving many thousand pounds. I immedi-
ately went to the telegraph office and asked to

see my message. The clerk said, "We can't

show it to you, as we have sent it to London."
"But," I replied, "you must have my original

paper here; I wish to see that." He again

said, "No, we have not got it ; it is in the post

office at Lindon." "What do you mean ?" I

asked. "Pray let me see the paper I left here

half an hour ago." "Well," said he, "if you

must see it, we will get it back in a few min-

utes, but it is now in London." He rang a

bell, and in five minutes or so produced my
message, rolled up in pasteboard.

It seems that for some months there has ex-

isted a pneumatic telegraph between Glasgow
and London, and between London and the

other principal cities of the kingdom, which
consists of an iron tube, into which the mes.

sages are thrown and sent to their destination .

I inquired if I might see a message sent.

"Oh, j es, come round here." He slipped a

number of messages into the pasteboard

scroll, popped it into the tube, and made a

signal. I put my ear to the tube and heard a

slight rumbling noise for seventeen seconds,

when a bell rang beside me, indicating that

the scroll had arrived at the General Post
Office, 400 miles off. It almost took my
breath away to think of it. If I could only go
to Boston with the same relative speed, you
might count on my passing an evening every

week at 121 Beacon Street, and returning

home to sleep. Who knows but we may be
conveyed in this marvellous manner before

many years ?

Perhaps you are aware that there has been

a large tube between the General Post Office

in London and the station in Euston-square

for a number of years. The mail bags for the

North are all sent by this conveyance, so that

the post office receives letters up to a few
minutes before the train leaves, three miles

off. The transit takes less than two seconds.

Surely this is an age of wonders.

—

Boston
Transcript.

Now it is scarcely necessary to inform our
readers that a pneumatic tube between Lon-
don and Glasgow not only does not exist, bit

that, as a pneumatic tube, it would be a phy-

sical impossibility unless the carriers were
allowed some days to make the transit. To
travel from London to Glasgow, 405 miles, in

17 seconds is at the rate of 24 miles a second,
five miles faster than the earth rotates. A
carrier so impelled in a tube, would become
red-hot by the friction before it had traveled a
single second. We fear that some mischiev-

ous telegraph clerk has been practicing a
wicked joke upon one of the friends of the

Boston Transcript The concluding marvel
is no less marvellous or untrue. The line

between Euston-square and Holborn is worked
through in 7.} minutes; and that between
Euston-square and the General Post Office

will take 12 minutes at least, not "less than
two seconds," as it has credit for in the above.

We have more than once made a journey in

the carriers of the Pneumatic Company be-

tween Euston-square and Holborn, and arrived

safe and sound as we expected : but we con-
fess that a transit of a mile a second would
make us feel rather nervous, especially to-

ward the point of arrival, although the sensa-

tion, whatever it might be, it is true, would
not last long.

—

Engineering.

Chinese Labor.

There can be no doubt that within a very
few years a large numoer of Chinese will he
added to our laboring population. The influ-

ence ol labor strikes, the interference of the
members of the different Trades' Unions be-

tween employers and employees, by attempting
to prevent master mechanics and contractors
generally from taking apprentices, their in-

terference with the discipline and regulations
of manufacturing establishments, and the
disproportionate high rates of labor in all in-

dustrial callings, must lead to a strong and
concerted movement to increase the number
of the laboring population, and from no other

place can this needed supply come so easily

and cheaply as from China. The experience
in California is much in favor of the Chinese
both as laborers and house servants

; they are

quiet, industrious, sober, and intelligent, char-
acteristics which will recommend them all

over the country and insure them a welcome
despite the prejudices of the unthinking por-

tions of I he community. That they are capa-
ble of being good mechanics the experiment
at North Adams, Mass., fully proves, that they

make good railway laborers their work on. the

Pacific Railway shows. We have a letter

from a gentleman in San Francisco who em-
ploys a large number of laborers, and he
states that the Chinese are most satisfactory

of all, that he has less trouble with them than
with those of any other nationality. There is

very little danger of having too many laborers

in this country for a century at least, and it

will be wise for all concerned that we not only

welcome any number of good laborers, but

take the proper measures to prevent any nn-

tigonism between those of different nationali-

ties. The Chinese are among us, and more
of them will be, and they should and will re-

ceive the same protection that the laws give

to others. As railway laborers they are very

valuable, and we learn that the contractors

for the railway from Framingham to Lowell

are to employ gangs of Chinese, and it is

slated by the Lynchburg (Va.) News that the

Chesapeake and Ohio Railroad company in-

tend to employ immediately one thousand
Chinese to work on the construction of that

road. They are induced to take this step, it

is said, because the colored laborers have left

and are still leaving the road in large num-
bers, and we hear of quite a number of manu-
facturing establishments where it is proposed

to employ the Chinese.

—

Am, Railway Times.

Future of tbe Southern States.

[Extract from a letter by Duncm Stewart.]

Within a very few years the South will

make an immense drain on the population of
Great Britain for miners, founders, iron ship-

builders, workers in all departments connected
with the iron industries, field laborers and
cotton spinners, weavers, and printers

—

splendid wages, free houses, fine gardens,

cheap clothing, and all the fruit they can
consume, and of such kinds as only grace I he

tables of the great and rich in Britain, will be
some of the advantages they will reap from
the opening of the South to free labor, and
the destruction of human slavery. If Eng-
land will lose some trade on account of this

great progress, she need support no paupers,

for the South will easily absorb every spare

worker that she contains. The one million

of paupers she now maintains in idleness will

find at the South permanent employment,
and the two millions more of her people that

have to struggle hard for a bare existence

will here find labor that is so remunerative
that they can live in comfort equal to that of

the most thriving of the shopkeepers of Glas-

gow and Manchester. Getting rid of her

spare population will be some compensation
to England for the "total loss of present trade

in the products of iron and cotton, with the

United Stales"—not brought about by an ir-

ritating tariff, but by our ability to proluca
goods made from iron and cotton cheaper than

she possibly can. From what has been stated

it will be seen that 19 square miles will render

a factory, like the one I have described, a

self-reliant institution for the raw material

and food for such works, as will produce

2,369,690 pounds of coarse cotton cloths,

containing 7,776,602 yards. Of course the

same cotton could be spun into calicoes and
muslins that would produce twenty or thirty

millions of yards. The goods made were all

either plain or striped—none of them were
printed. Again, if the goods made at the

Augusta factory were finer, and were printed,

25 square miles, or a territory 5 miles square,

would raise all the cotton and food of every

description needed to make the factory inde-

pendent of the outside world for everything

only a market, and tea, coffee, and sugar,

and the latter could be got in a neighboring

State; not only so, but it would support all

the population of the aged and young belong-

ing to the families of the workers, as well as

the families of the incidental industrious

needed for tbe comfort of such a population,

such as wagon-makers, blacksmiths, tailors,

shoe makers, dress-makers, grocers, bakers,

butchers, and so on. I could go on and write

fifty more pages to show that the South must
become, if true to herself, the most wealthy

and powerful people the world has ever beheld.

— The Spuyten Duyvel & Port Morris is a
branch of the Hudson River Railroad, just

north of Manhattan Island, in Westchester

county, to connect with the Harlem Railroad.

The contracts require its completion by Jan.

1st, 1870, after which Hudson River passen-

gers will be brought to the great Union Pas-

senger station at Forty-second st. and Fourth
ave., now building, thus avoiding the present

journey from the Thirtieth st. station, which
must be made at a low speed. The new road
passes under High bridge and the Central

avenue bridge (at McComb's Dam). It is pro-

posed to have stations at each of the connect-

ing road3 now building, which will accommo-
date travel in the lower portion of Westchester

counly.



Q54 THE RAILROAD RECORD.
Railroad Items.

—An important railroad negotiation w&s

concluded July 20, by A. K. McClure, counsel

for the Central Improvement Company, with

the Shenandoah Valley Railroad Company,
for the completion of the Shenandoah Valley

Railroad from Shepherdstown, via Charles-

town, Front Royal, Lexington, &c, to the

Virginia and Tennessee railroad, near

Saleui, a distance of 233 miles, the

whole line to be compleied and ready

for the cars within two years. Promi-
nent railroad men are in the- enterprise,

and the work will be vigorously prosecuted,

The Cumberland Valley Railroad will be ex-

tended from Hagerstown to Shepherdstown,

thus connecting the Shenandoah Vallev line

with Philadelphia by the Cumberland Valley

and the Pennsylvania Central It is contem-
plated we learn, at an early day to extend
the Shenandoah Valley line through the

Clinch Valley to Knoxville, and develope one
of the finest mineral regions of the continent,

—The Nemaha Valley, Lincoln and Loup
Fork Railroad begins at Rulo, in the south-

eastern part of Nebraska, and passes thence
very nearly northwest, through Richardson,
Johnson, Lancaster, Butler and Plat'.e coun-
ties, and, following the meanders of the

Loup, strikes the head w.aters of the Nio
brara, and passing between the Black Hills

and the Big Horn Mountains on the south,

reaches Virginia City in Montana. Connec-
tion is designed to be made thence with the

North Pacific to Pueet Sound. The entire

route from Rulo to Virginia City is perfectly

practicable, the most expensive part, perhaps,

being the bridge across the Platte at Colum-
bus. Ten miles from Rulo have already been
laid to secure the Siate grant, and hands are

grading for 40 miles further. So that, by the

1st of January, 1871, fifty miles will be in

running order.

—The Southern Kansas Advocate says the

coal traffic of Chetopa is developing into au
immense business. Geo. A. Reynolds has
just completed a contract with the Kansas
Pacific R. R. for supplying it with all the coal

consumed on the Eastern Division of the road.

He has already made arrangements to supply
Lawrence and other towns on the line of the

Galveston road as soon as it connects with the
Mo., K. & T. R. R.

Supt. White has arranged for shipping 19

car loads per day, facilities to be increased as

required.

—The first 20 miles of the Mobile and Ala-

bama Grand Trunk is to be completed the

31st of December next. The price paid for

grading is about thirty five cents per yard, with

some modifications.. The amount of grading
is about 220,000 cubic yards, Col. Rives, the

Chief Engineer, not satisfied with the bids for

bridging the Chicasabogue, is still negotiating,

but will close the contract in time to cause no
delay in opening the road when the grading
is done. The track-laying will be done
by the company direct. The iron has been
bought, and is now en route.

— The Clinton (Mo.) Advocate of the 8th

inst. says of the Memphis & Kansas City

R. R : "Last Saturday, Engineer Griswold
received bis complete set of new and bright
instruments, and on Monday with his chain-
carrier, ax-men. flag-men and teamsters, eight
in number, with two horses, wagon and camp
outfit, started out to survey the Clinton
Branches of the Mem. & K. C. Roads. They
move oft' in the direction of Osceola."

— C. W. Fisher, Esq., Supt, of the Denver
Pacific, has added to his charge 106 miles of

the Kansas Pacific extension near Denver,
and will hereafter run the two roads. The
Colorado Tribune says this is a compliment
to a worthy officer and gentleman which could
not have been better bestowed, and it also

unites under one management all that road,

the profits of which by mutual agreement are

to be divided between the two companies.

—At a Directors' meeting of the Topeka, Bur-
lington and Verdigris Railroad held in Topeka
on the 2nd inst., a committee consisting of

Thaddeus Walker, Col. Holiiday and Judge
Rankin, to consult with Mr. Tracy, President
of the Chicago & Rock Island R. R , in rela

tion to the interests of this road, was ap-

pointed. It was also

Resolved, That whenever the counties of

Osage and Coffey will vote bonds to the T. R.
& V. R. R., to the amount of $250,000, we
will guarantee the immediate building of the

road, from a point in Osage County., on the

A. T. & S. F. R. R., to Burlington, in Coffey

county, via Ottumwa.

—From the St, Paul Press we learn that

the line of the St. Paul & Sioux City R. R is

graded to St. James, 11 miles beyond Madeiia,
and track-laying will be completed so that

trains will run to that point in October.

Twenty-two miles of main track have been
built this season, and considerable work done
on the old track, besides the building of the

drawbridge across the Minn, river at St. Peter,

Thirty miles of the road beyond St. James
have been located; some grading will be done
this year. The thirty miles to the Ohio State

Line will be built the coming year, and 20
miles in Iowa the next year.

—Denver now has two railroads in running
order, viz : north to Cheyenne, intersecting

the " Union Pacific," and the " Denver Ex-
tension of the Kansas Pacific " She has the

following roads projected: The Denver. Boul-

der & Cache La Poudre, northwest direction,

to intersect with the Union Pacific; Denver,
Atchison & St Joseph (Atchison & Pike's

Peak;) Denver and Santa Fe, south; South
Park & Rio Grande, southwest; and Central

Pacific directly west over the mountains. A
very few years will witness the construel on
of these roads.

-—The grading, bridging and tieing of the

Quincy and Carthage R. R. is completed be-

tween Carthage and Mendon, with the excep-
tion of the bridge,over Bear Creek, and the

laying of iron between these two towns has

begun. Work is rapidly progressing on the

line as far as the bluffs, six miles above
Quincy, where it strikes the river bottom, and
work on the remaining portion is contracted

for. Iron is constantly arriving, and the cars

will be running between Quincy and Carthage
within a couple of months.

—The following is a statement of the ap-

proximate earnings of the Marietta and Cin-

cinnati R. R. during the month of' August:

1870. 18H9.

Passenger ,..$ 36,047 $ 35,150
Freight 77,261 89,278
Mail, Exp. and Tel 5,099 4,960

Total 5118,407 §129,388
Total for fiscal year com-
mencing Jan 1 $846,407 $876,832

—The iron bridge at Kehl, which was blown
up at the commencement of the war, cost the

Eastern Railway Company of France 81,600,-

000.

The Abilene Chronicle says 125 ears of cat-

tle were shipped last week from the stock
yards at that point. About 65,000 head are
now in that vicinity. At an average of $25
per head, these cattle are worth $1,025,000.
About 11,000 head have already been shipped
during the present season to Chicago alone.
These cattle were worth in the Abilene mar-
ket $260,000.

Railways and the War.—The N. Y. Tri-

bune correspondent says that, more is expected
of steam in this campaign thau it will accom-
plish. The Eastern Railway used almost
superhuman efforts to carry 400,000 men to

Strasburg aud Metz. It occupied 14 days. A
train can not convey more than one baUalion,
one squadron, or a single battery at a time,
or, as a mean term, 500 men with 'heir equip-
ments. This would require 800 trains for a
total of 400,000 men. It has demanded extra-

ordinary efforts to convey this "food for can-
non " to the frontier, and bat for them four
months would have been consumed in con-
centrating them there from Paris alone.

RAILROAD TIES WAITED.
Office of theOffice of the )CHESAPEAKE & OHIO R- R. QOS

54 Wiiliain Street. KewYork.)York..

This Company are now ready to contract for Fire Hun.
dred Thousand

£3 O O, O O O
RAILROAD TIBS, to be delivred daring the msuine:
Autumn and Winter, along the line of their road in West
Virginia Persons wishing to propose fur furnishing th»
sauie may apply in percon or hy letter at this office.

15-9 ?U,3 C. P. HUNTINGTON, President.

He will transmit his name to latest posterity.

[Chan cell

GET THE BEST.

KIM'S Ilffillffi) SICTUIffl
10, 1 © Words and Meanings not in other Dictionaries.

3000 Engravings. 1340 pages Quarto.

Glad to add my testimony in its favor.
' Prest. Walker of Harvard-]

Every scholar knows its value.

L'«V il. Prescott, the Historian.]
'p he most complete DictiJna y of the Language.
J_ [Dr. Dirk, of Scotland.]

The lest guide of students of our language.
[John G. Whittier.]

or Kent.]
Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Blihu Buiritt.]

Excels all others in defining scientific terms.
[President Hitchcock.]

Sao far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthoepist.]

A necessity for every intelligent family, student, teflcht

and prafessional man. What Libiary is complete withou
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly,

Published by G. &. C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

g Banlaisi

The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

JPJTEU3IATIC STEEL,
Wholly AMERICAN, and of the Lest quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,

400 Chesnnt St., PHILADELPHIA.
2-21-3m

BOOTHS DUPLEX,
SAFETY,

Steel and Iron Hail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. L» BOOTH & CO.,
Rochester, ST. T.

HAVEN & ALLGH,
72 Broadway, HT. Y.

HARRISBURG FOUMOR
AND

MACHINE WORKS,
/Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANDFACTUREBS OF

MACHINISTS' TOOLS,
SDCH AS

Lathes, Planers, Shaping and, Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, cfc.

W. T. HILDRUP, Treasurer.

Hawkins- B>rthel & Burrall,

1!UII,DERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Pateut Truss,

And other Timber Bridges, Roots and Turn Tahles. Cor"
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors fur Pilling, Ducking,
and General Railroad Work.

SS Main St., Springfield Mass.

\ B. F. Hawkins. Geo. P. Herthel. W. E. Burrall.

Le Van's

Improve! Govern,
•WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-

faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense Ifnot as
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Co.

$ S. E. cor. SUth and Wood Sts.
t

jj Philadelphia*

30 (i 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
TIISODOLITS, TRANSITS. LEVELS..

DRAFTING INSTRUMENTS, 4c,
67 W. Sixth St., Cincinnati, O.

Circulars sentfree. Esfanlisheil 1853.
19-.i-7tl. 18

EDWIJJ J. HORNER,

Successor to

KeDANEl * HORNER,

GRAND SCENERY!

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

{©"QUICKEST EOUTE-Si

5S Miles in Distance Saved

Baltimore &. Ohio R.R.
—TO—

BALTIMORE,
PHILA I>ELPITTA

.

NEW YOliK, and

HOSTON,
WITH TDE PRIVILEGE OF GOING TOWASHINGTON

IVO CHANGE OF CARS
icinnati 'RpltlTnnT'P !,ni1 hut ON K
ulurubus to JJCU. U1II1UX t? <JUANGK

From Cincinmit
oi D

I'ftilati' Iphi and Sew Yorlt,

A^I™&I ^Baltimore & Ohio R. R

.1. L. WILSON, Master of Transportation.
L. M. COLE, UeneralTickel Asent.
'J. II QIHSON, General Western Passenger Apent.

JANUARY 1st, 1870."

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Lonis, Cairo, LouiBVille, Evansville, St. Joseph

J>*Terson City, and all pointB on the Lower Mis-

sissippi River, and on the tbe Illinois

Central Railroad.

TWAJJVSRUA' AS rOMOWS:
St. Louis, Evansville and Cairo

M«H 7:15 A M. 10:55P.M.
Oapnod Accommodation-.,. 3:10 P. M. 8:45 ft. M.
Thmuph Western Express 5:1H P. M. P:3U P. M.
Nijrlit Express 10:20 P. M. 6:00 A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

denries time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 13i; Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C.E. FOI-.LET.Ger.MTick't Ag't, 31. Louia, Mo.

miiiimi urn ui m
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobriell Car Wheel, Tire & Machine Co.

Manufacturing Agents.

Wilmington. Delaware, or
CHAS. BOCKES * CO, JUoston, Mass.

2-12-9, 53

THE LOBDELL

CAR-WHEEL, TIRE 4 MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofRailroadMachinery

GEORGE G LOBDELL, President.

P. N. EREN.NAN, Treasurer.
WM. W. LOBDELL. Secretary

12-5-70,52
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Erie b &iiMm^ir.
1400 SUES under

floe Minagement.

BROAB GAUGE, DOIIBLETBACK ROUTE

MILES without

Change, of Coaches.

NEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
I?liilaclelpliia

?
fc$»ltiiiiox*e,

Ami Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK toNEvV YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILESthe
S

SH°ORTER ROUTt.

TWO EXPRESS TRAINS DAIXY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,'

•which is 7 minutes faster than Cin'ii time.

7.00 A. M" ., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Day ion 9.10 A.
M.; Urban.., 10.29 A. M ; Gallon, 12 57 I .M.;

Mansfield," 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);

Susquehanna, 7.55 A. M. (Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at. Kavenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at liinghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamersfor Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urban*,
125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.j West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadville

with Franklin Branch for Oil Ciiy; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
r morning trains for Boston and N. England

cities.

New and Improved Coaches of the style peculiar to the

Broad Gause. arruujred for both Day and Night Travel,

are attached to this train at Cincinnati and run through to

Netf York, forming t tie Only JLine running through
860 Miles without Change.

Boston and New E;iK'lan«l Passengea*s,
wit'i Ihf-ir Bajrg-age. arc l a'auslerretfi FKJKE
OF CHARGE in Blew York.

TO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Dopn to the foot of Twenty-
hird Street. New York, thus enabling pacsengers to reach
he ip per portion "f the city without tire expense and an-
noyance ot a street car or omnibustransfer.

fr~F The scenery along tile entire route of the Erie
Railway is of the most picturesque and beautiful character.
Admirers of Nature's beauties, in a daylight journey over
this Line, vill find in its ever cliantring landscapes sub
ects of continual admirati n and interest

Bagrg^S^^heoli'd Through
And Fare always as Low as by any oilier Rovle.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
Ht.uae, and foot of Broadway, (Spencer House Block),
aori at all principal Ticket OfHces iu the South and
Booth-west. ffM. It. UAKil.W B SirATTUC, Gen 1

. PaseY Ag'l,
General Sjuthern Agent.

Best Route to Sto Louis and Chicago

Tndianapolis,
f CINCINNATI

—AND—
LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATI to

O^s^ can

CAIRO,
C HLI C J^GrO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Hiver Towns and Cities in the West,
North west and South-west.

JO=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY. DEC. 5TH, 18(59, TRAINS
WILL LEAVE PLUM STREKT DEPOT. AS FOLLOWS:

Leave. Arrive.

Indianapolis and Lafayette Mail...,. '• .20 am ]2 4" am
St Louis and Springfield Express... 2.40 pm 7 35 am
-St. Louis and Springfield Express. 1" 20 pm 3.42 pm
Lawrenceburg Accommodaiiou It). 10 am 2.35 pm
Lawrenceburg Accommodation 4.30 pm 8,25 am
*The 10.20 om. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6.50 pm 9-3'' P™
Harrison Accommodation • 5.30 pm 7.10 am

Through/Tickets can be obtained atthe Burnet House
Office, corner oi Third and Vine ; River Office, corner of

WalnutStreetand River ; and at Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. &l C. Railroad is about a mile Bearer the businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. P. RICHARDSON Superintendent.
A. E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

OEPiRT, ARR1VK.

Eastern Express (Erie Railway). 7:00 A. M. 6:3b P.M.
do do do ..9:45 P.M. 7:110 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25I>.M.
do do do 6:311 P. M. 7:00A.M.

Lima Fort Wayne it. Chicago 7:15A.M. ]0:'-'."> P. M-
do do do .... 2:30 1'. M. 5:40 P.M.
do do do ...6:30P.M. 7:30A.M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 i\ M. lui'.'O A. M.
Sandusky, Cleveland &. Buffalo.. 6:30P M. 30:2(1 A. :.[.

Muucieilndianapolis 7:15 .A.M. 10:25 P. M.
do do 5:(il)P.M. 1:20 P.M.

Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.
do do do. ... 5:110 P. M. 10:211 A.M.

Hamiltcn Accommodation 9:30 A.M. 8:05 A. M.
do do 6:50 A M.

Trains run SEVEN MINUTES FASTER than Cincln-
jatitime.

For allinformationand throutrhtickets, please applyat
tneold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vineand Bakerrtreets. and at the
respective depots. East Front and WestSixth streets.

D. McLAREN, Oen'l Superintendent.
SAM'LSTRPHBNSUN.Gen'lTick't Ag't.

Omnihuset-caU for passengers

The Old And Reliable Route.

Through to Pittabure without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, iu connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont:Due to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, B>iltimore< New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,
shippers will please apply to

IT. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

"W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE 4 GJJC1MATI
SHOBT-LiKE RAILROAD.

On and aftpr June 13, trains will run as fellows :

mixv *> EXPRKSS leaver Cincinnati 7 30 A.
1™ *J* M M. Daily (except Sunday*). Stops regularly
at Walton, Elliston, Sparta, Liberty, Wurthville, Camp-
bellsbuig, Lagrange. Pewee Valley, Anchorage; when
fl igged, at South Covingtf n. Maurice, Independence, Bank
Lick, Verona, Zion, Giencue, fcagle, Carrollton, Sulphur,
Pendleton ; arrives at Louisville 12.05 P. M.

mi^ £• SOUTHERN FAST LIXE leaves
l^SJf» O Cincinnati at 1.20 P. M. Daily (except
Sundays). Stops only at Walton, Worthviiie, and La-
grange ; arrives at Louisville 5.20 P. >1.

NJtfH $& MAIL, leaves Cincinnati 5.00 P. M.
1 18 W • C9 Daily (except Sunday?). Stops regularly
at Walton, iillist n. Glencoe, Sparta. L berty, Worthviiie,
Uiimpiiellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick. Verona, Zion, Eagle, C^rollton,
Pendleton ; arrives at Louisville 10.00 P. M.

TO** 1 ilk **«HT EXPRESS leaves Cin-
l^^P* JL\W cinnati at 11.(5 P.M. Daily (except
Saturdays). Stops regularly at Worthviiie, Lagrange, and
when flagged, at Walton, Verona, r lliston, G lenC'.e. Sparta,
Liberty, Kagle. Campbellsburg. Sulp .ur, feodh-ton Pewee
Valley, Anchorage; arrives at Louisvihe at 5.00 A. M.|j5

ITT5 No. 6 connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14= p. M., Lexington.
7 45 P. M-, QUICK TlMK.

I£j=The Best Route to the Souih. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY STEFI?EE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.

Passenger and Freight Depot in New York, foot of Lib-
erty at., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
wiLh the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, witnuut
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows :

6:55 a.m.— For Easton, Bethlehem, Manch Chunk,
Williamsport, Wilkesbarre, Mahoney City, TucKhannock
<5iC.

7:15 a. m.—For Somerville.

8:30 a int.—For Flemingtun, Junction, Srron^eburg
Water Gap, Scrantun, Kingston. PiUston. Great Betid, L&c.
12 au.—For Flemington, Easton, AUeutown, Mauca

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, LUiz, Pottsville, S'cranton. Harrisburg. &c.
3:30 p. mu—For Easton, AUeutown, Mauch Chunk

and Belvideie.

4:30 p. m.—For Somerville.

5:25 p- m.- For Somerville and Flemington.
6 p. m.— For Easton and intermediate stations.

7 p.m.—For Somerville.

7:20 p. m.—EMioEA.NT—Stopping only at theprinci
pal stations.

9:00 p. m.— For Plaiofield.

11:50 p. m.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. m.

—

Western Express, daily, (except Sundays,)
for Easton, Allentuwn, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water .Gap,, Scranton. &c. Connects at Phillipsburg for
Mauch Chuuk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton. Bethlehem. Mlentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago- Connects at Junction with
Delaware, Lackawannaand Western Railroad for all. sta-

tions to scranion. This train will be run to Easton on
Saturdays as a local train, stopping at prim ipal stations.

8 p. nil.—Western Express Train, daily, for Easton '

Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, G:30, 6:55, 7:15
o:15., 8:30, 0.,9:'2O, lo:3u, 11:40 a. m — IS m , 1:<0. 2:r0
3:00,3:31), 3:45,4:15, 4 30, 4:45, 5:10, .1:25, 5:45. 6:00, 6:25,
7:»0, 7 :2' ,7:4<i,8:i0, 0:00,9:40 10:45. 11:50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New .Jersey, foot of Liherty st., N. Y.;
atNo. I Aslor House; Nos. 254, 271. 520 Broadway ;?t

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER^uperintenden 1--

H. P.Baldwin, Gen Pass.AgU

I
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T. WBKJHTSOM, pallors.
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CINCINNATI, Tuuksday, September 29, 1870.

PUBLI5HED EVERY THURSDAY MORNING,

By Wviijhlson & Co.,

OPFICE-No. 167 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by ten lines ~f Nonpareil.

One square, single insertion S; 2 CO
" " per munth 5 00
" *' six months 15 00
'* " peraunum 25 00
" column. single insertion 7 00
*' " per month 14 00
" ' sixmontlis 55 00
*' " per annum 110 00
*' page, simile insertion 25 00
" ' permnnth 40 00
'• " six months 13.1 00
" " per annum 210 00

Cards not exceeding four lines, S7 00 per annum.

WRIGSITSOX &. CO., Propr's.

The ^National Land Company.

The United States government have granted

to railway corporations within the past few

years the enormous amount of one hundred

t and fifty millions oi acres of land, and these

are located in such parallels of latitude as to

include the advantages of every variety of

climate found upon the American continent,

and are among, intrinsically, the most pro-

ductive acres to be found in our whole broad

domain. Within the area of these munificent

grants are found beds of iron ore, rich and

pure as any in the world, and of such extent

as to be adequate to the demand of even this

iron consuming age for centuries—great fields

of coal, mountains rich with silver and gold

and lead, ledges of the finest marble, deposits

of tin and quicksilver, fountains of petroleum,

hundreds of square miles of the most valuable

timber of the country, streams that are swift

and strong, and living with power adequate

to drive an incalculable amount of machinery,

and as many acres of as rich, fertile soil as

can be found in the world, in the same extent

of territory.

The grants of which we speak are known

as railway grants, and were made for the pur-

pose of concentrating capital that would be

expended in the construction of railways

through these lands, and to strengthen, in a

pecuniary sense, the corporations that should

engage in these great works.

Under the plan upon which these gratuities

were made, the government simply contributed

a ponion of its dormant values for the purpose

of vitalizing the remainder, and thus enabling

individual organizations to accomplish what

the government itself could not do as well

and as quick, it at all. This is nothing more

than is done every day and in every business

community, and is known to be so legitimate

and productive of such good results as not to

admit of question.

But of what use is square miles of such

lands to the railway company any more than

to the government until they are settled by

an active, industrious people, and their re-

sources developed ? They were so much dead

weight, and could only be brought into use

by the expenditure of large sums of money in

making thoroughfares through them, and ob-

taining settlers by attracting the immense

immigration that is pouring upon our shores

What tbey needed was people—men and wo-

men who could and would work, and who
would build houses and till the soil, and raise

stock, and create organized communities, and

erect churches and school houses and mills

and factories, and create values and capital

;

and who would travel, and want more mail

facilities, and who would require commercial

relations with other parts of the country; all of

which would give a perpetual and profitable

traffic to the railway, and enhance immensely

the value of lands within such influences. All

this could not be done by selling large sec-

tions of land to speculators, who would hold

them for actual settlers upon coterminous

lauds to make valuable, but by selling lots of

suitable size for absolute working to such

parties as would move upon them and become

resident in the country.

This has given rise to the organization of

other companies, known by various titles, for

the special purpose of advertising these lands

in all parts of the world from which emigrants

would be likely to be obtained, and in aiding

the organization and transit of colonies to

new fields of labor, assisting the emigrant

with means, and by securing reduced rates of

passage, and relieving him from the annoy-

ances, delays and impositions he is subject to

from the time of his departure to his arrival

at his destination. In all these respects such

companies have been of great value to the

adventurers who seek homes in the new

world, and they have so availed themselves of

the experience in their labors, and worked

such thorough reforms in the management of

their affairs, that they may be said to have

reached a scientific perfection in all that per-

tains to their business,.

To include all these reforms and place them

in the most effective working order, The Na-

tional Land Company was organized ill the

fall of 1867, hardly three years since, and

within this brief period has so extended its

operations, and been so energetically and ad-

mirably managed, as to stand out as the most

successful association of the kind in the

country.

Into the hands of this company is placed a

large portion of these railway lands, to sell

upon commission at stipulated rates, or sold

directly to it at a price remunerative to t.ie

railway interest and upon conditions that

allow the land company to make the best of

terms with the purchasing settler. The rail-

way companies and the land company finding

their interests mutual, co-operate in such a

way as to produce the desirable results of

rapid sales and settlement along the line of.

the road, and the development of the resour-

ces of the country.

It is at this point in affairs that the work of

the land company may be said to begin. The

lands are at once carefully platted and

mapped; accurate descriptions of each sec-

tion are prepared ; the values are fixed,

varying according to fertility, contiguity

to the road or way station, or water, or

timber. The terms of purchase are esti-

blished, a succinct history is written out of

the settlement and of the growth, and a sta-

tistical exhibit of the products of any part of

the state or country in which these lands are

located, favorable letters from correspondents

of the press, and the opinions of distinguished

visitors to the country and of scientific men,

and of committees sent out by colonists, are

compiled, and even views of prominent locali-

ties are obtained, and samples of the products

of the country are sent to the various indus-

trial exhibitions, and certificates from the

examining committees of their size and value

are secured, and then this mass of facts is

published, in newspapers specially devoted to

this purpose, in some of the regular issues of

the daily aod weekly press of the country, in

magazines, in pamphlets, in extra newspaper

slips, and in every way known to this adver-

tising age and country, and sent broadcast by

hundreds of thousands among the people of

the old world as well as the new. And in ad-

dition to all these means of making such facts

known, in almost every town in the Uuited

States and Europe is an active agent, smart

in all the affairs of the company, who opens a

showy office upon some popular thoroughfare,

and who disseminates intelligence to the peo-

ple by distributing documents and by personal

attention.

Such extensive and systematic advertising

has never yet failed to create an immense

business. It opens up avenues of trade be-

fore unknown, and calls into activity interests

that had lain dormant, and that were appa-

rently foreign to the purposes of such efforts,

and the company soon becomes so strong and

its reputation so well established, that it is

capable of granting the most favorable con-

ditions and rendering the most efficient aid to

those who seek its services.

The National Land Company is the best

exemplar of all this that we know of. Early

in its history we find it publishing quarterly a
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large and beautifully printed sheet, simul-

taneously at New York and Topeka, headed

with the attractive name of the Star of Em-

pire. It contains valuable maps of the lands

in their control, with railway lines by which

they may be m ist conveniently reached—de-

scriptions of the quality of these lands, the

experiments in their culture, the testimonials

of settlers, the cost of transportation from

every promirient port in the world, the requi-

sites and price thereof for a year's subsistence,

the value of labor and all sorts of products,

the kind of buildings that are cheapest and

best for the new comers, calculations founded

upon the experience of the country as to its

advance in value in a given time, the best

and cheapest way to get to this property,

where to apply for information relative to the

country, anecdotes and stories illustrative

of the people and of the society of such

sections, the debt of the State in which

these lands are located, the annual taxes

thereon—in fact about everything that can be

desired or probably inquired about by those

who contemplate migrating to the west

These papers are printed in five different lan-

guages, and gratuitously circulated by the

million.

Besides this, the company sustains an in-

telligent gentleman in England, who travels

about the country, calls the people together

at convenient points, and explains to them

the advantages of settlement in America, and

gives them such facts as are of value in their

transit from England, and indeed undertakes

to see that emigrants are comfortably shipped

for the Atlantic voyage, well provided with

comforts as well as necessaries, and that they

are subjected to none of those impositions so

often pracliced at seaports upon the innocent

and unwary.

In addition to all this, the company has

recently concluded arrangements with the

Atlantic steamship companies and the rail-

way companies of America, by which they

can supply emigrants who propose to settle

upon these lands with passage tickets direct

from the principal ports in Europe, and at

rates considerably reduced from those ordina-

rily charged. By such arrangements this

land company becomes the guardian of the

emigrant from the time of his leaving his

home until he reaches his destination, and

shields him from the petty annoyances and

the improper expenses, and prevents the de-

lays he would otherwise be likely to en-

counter.

It is impossible for settlers in the west to

purchase land as favorably as are offered by

organizations such as we speak of. The Na-
tional Laud Company makes the following

attractive pffer to purchasers of their lands in

Kansas and Colorado :

These lands are offered in tracts of 80, 160,
320 and 640 acres, to individual settlers and

to colonies, in selections, to any extent de-

sired, at from

^3 to ^8 per acre.
Tekms Jof Payment.—Sales are made on

credit, as follows: One-fifth cash at time of

purchase. No payment, except interest, at

end of the First year ; one-fifth cash, with in-

terest due, at end of Second year; one-fifth

cash, with interest due, at end of Third year;
one-fifth cash, with interest due, at end of

Fourth year; one-fifth cash, with interest

due, at end of Fifth [year. Interest on de-

ferred payments at 6 per cent, per annum.
A Deduction of Ten per gent, on credit price

will be made for cash payment in full at time
of selection and purchase.

Example.— 160 acres, at $4 per acre, will

cost $640, to be paid as follows :

Principal. Interest.

Cash payment $128 00
End of first year $30 72
End of second year 128 00 and 30 72
End of third year 128 00 and 23 0-4

End of fourth vear 128 00 and 15 36
End of fifth year 128 00 and 7 68

The same farm may be purchased for $576,
cash.

This is most satisfactory, and places a good

farm within the reach of the industrious head

of every frugal family.

As a result of the business done by this

company the following statement is given,

which shows a most healthy advance, and the

most flattering prospects, fitting rewards for

the energy, and good management of its

affairs :

The Land Department of the Kansas Paci-

fic Railway Company commenced business

January 1st, 1868.

The first six months of that year there were
sold 21,834 acres for $62,379.

The progress of the. land development of
the road not being as rapid as desired, or ex-

pected, the Directory encouraged the organi-

zation of the National Land Company, which
was finally effected in June, 1868, and we
were immediately charged with advertising
the landed properties of the road, and with

sale and promotion of settlement of their land
grant by movement of actual settlers thereon,
through our Emigration Bureau.
The first six months of our agency there

were more than four times as much laud sold

as during the previous six months by the rail-

road company direct. The second six months
the sales were six times as large, and the third

six months of our agency the sales of the road
were more than fourteen times as large as the

first six months of their business under the

old system of conducting railway land depart-
ments.

land sales.

Acres. Sold for.

1st 6 mos. 1868, $21,834 14 $62,369 03
2d 6 " " 89,437 15 267,443 64
1st 6 " 1869, 128,083 64 328,820 29
2d 6 " " 302,924 66 947,488 02

Total sales to Jan.

Ul, 1870 $542,279 59 $11,606,120 98

Our sales for the year 1869 are four times
larger than the sales of the Illinois Central
Railway during any four years since offering

their lands for sale, and the Illinois Central

has the best managed railway land department
in America.

These results are fairly attributable to our
thorough organization and novel plan for ad-

vertising the patrimony of the railroad compa-
nies and the economical facilities for trans-

porting and settling emigrating land buyers.

It is not our purpose at this time to speak

of the character of the vast property this Na-
tional company controls, or advance aiMg
opinion as to the best locality to seitle in.

We reserve these matter's for another paper.

We have proposed to speak of the value of

such organizations, and The National Land
Company in particular, in making known the

merits of that part of the continent to be

brought into the arena of civilization by the

construction of the great Pacific railways, and

in enabling that class of people, who, with

strong arms and stout hearts, and their little

store of worldly goods, seek homes in the far

West, to overcome the difficulties they so

much dread in the transit, to save them as

large a share as possible of their means to

start life again in the new world, and to place

them as rapidly as practicable in that part of

this great country best suited to their habits

and capacity.

That this National company is doing this

with extraordinary success, and with most

commendable good faith and iutegrity, there

can be no doubt. The statistics prove it, and

the universal testimony of those who have

been the recipients of its favor and skill ia

such an indorsement as may wellexcite a pride

in its managers, and as places it upon the list

of public benefactors.

Something New.

The surveyors are examining a line for a

railroad from Cincinnati to Springfield via

Lebanon, or any other place that will raise

funds to pay the costs.

We wonder what can be found new in this

part of the Miami valley. It has been the

field for experimental surveying for the past

twenty years, and long before this has been

thoroughly ransacked.

If the object is practice in this valuable

science then it is all well enough, but if it is

for information of the contour of the country,

the material to be found there, and to obtain

data for the construction of a railway, then it

is the sheerest folly, as all these facts can be

had in any railroad^office in this city.

This charming valley has been the fooling

ground for railroad schemers. When they

can't do anything else, they will run a line

from some place in the upper part of the val-

ley to this city, or if that won't satisfy their

mania, they will run half a dozen, and blow

hard and strong about how quick the road is

to be built.

There was a time when this kind of thing

excited some folks and scared others, but that

is past long since, and now, when such per-

formances are going on they excite a sneer

from those who are attempted to be imposed

upon. The thing won't work any longer. It

is a sucked orange, and played out.
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Springfield Short Line Railrond.

The Cincinnati & Springfield Railroad.—
We have it from reliable sources that the ne-

gotiations which have been pending between
the parties in the interest of the proposed rail-

road between Cincinnati and Springfield, and
the Pennsylvania Central Railroad, by which
it was proposed that the Li tt le Miami road
should be used to supersede the necessity of

the building of the new road have wilhin the

past forty-eight hours entirely failed, and that

the prospects now are the new road will at

once be made. Whether the latter will be
built directly to Springfield via Lebanon, or

proceed to Dajton, has not been settled.

—

Gazette.

Some three or four weeks ago, we triumph-

antly hailed the announcement of the organi-

zation of a new company composed of home

men —strong men—to construct tbis much

needed work. From the above, however,

we are fnlly convinced that we were

mistaken in our assertion that it " meant busi"

ness," and the good story that we told about

the farmer and the birds, and the cutting of

the grain, is all lost—wasted, like water

thrown on the back of a duck. In fact, it puts

us in mind of another story, that we think

just exactly suits the case. We clip it from

the papers:

We met a boy on the streets yesterday, and
without the ceremony of asking our name he
exclaimed :

"You just orter been down to the river a
while agol"
"Why?'' we inquired.

"Because, a nigger was there in swimming,
and a big cat-fish came up behind him and
swallowed both of his feet and went swim-
ming along on the top of the water with him,
and they came behind another big fish, and
the nigger swallowed his tail, and the nigger
and two fish went swimming about I

"

" Well, then what ? " we asked.
" Why, after a while the nigger swallowed

his fish, and the other swallowed the nigger,

and that's the last I saw of either of them."

Statement of Public Finances.

Comparative Statement of the Net Receipts
and Expenditures of the United Slates Go-
vernmentfor the eighteen months from Sep
iember 1, 1867, to March 1, 1869, and the

eighteen months from March 1, 1869, to

September 1, 1870.

RECEIPTS.

Sources of revenue.

Customs
Lands
Internal Revenue.
Miscellaneous

18 months from
Sept. 1, ^67, to

March 1, 1809,

8251.973,708 19
3,491,378 5s

216,'33.845 7-4

54,716.270 51

3556,315,203 02

18 months from
March 1, 1869,

to Sept. 1, 1870.

$294,725,139 21
5.31H.894 78

'.90,397.764 89
44,095,169 74

$043,528,968 62

Sources of revenue. Net decrease. Net increase.

$42,7M,431 02
J.819.51G 20

53,263,911) 15

$10,021,100 77

$10,021,100 77 «97 834,806 37

10,621,100 77

$87,213,765 tiO

EXPENDITURES.

On what account.
18 months from
Sept. 1. 1867. to

March 1, 1869.

18 months from
March 1, 1869,
to Sept. 1, 1870.

«5,0G4,4C7 45

7,189,107 21

1,854,302 83

23,952 322 37

2,194,013 65

9,364,504 52

10,910,971 53

11,797,679 73

3,752.736 47

2,576,488 40

4,610,519 30

162,836,593 19

36,746,544 07

8,721,899 60

37,192,739 57

$323,765,689 89

$6,398,235 85

8,615,123 14

1,935,808 81

19,044,091 02

1,529,605 23

For expenses of the Post
O ff ice Department,
(in.iil transportation,]

For expenses of foreign

For Kxecutive tind mis-
cellaneous expenses...

For expenses of public
buildings and grounds

For expenses of collect-

ing the revenue from
9,225,487 83

For miscellaneous ex-
penses of customs, in-

For expenses of assess-

ing and collecting in

19,443,632 26

10,975,724 40
For miscellaneous ex-
penses, internal re-

2,752,811 18
For expenses oi United

3.341,136 81

4,762,451 04

For miscellaneous ex-
penses under Interior

For expenses of WarDe-
82,619,058 81

For expenses of Navy

For expenses of Indian
31,205,615 71

7,215,650 60
For expenses of Pension

43,848,196 33

$245,912,629 12

$82,853,060 77

By the foregoing statements it will be seen
that the amount gained by increase of receipts

and decrease of expenditures has been as
follows:

From increase of receipts $87,213,765 60
From decrease of expenditures 82,853,060 77

Total $170,066,826 37

Reduction in Interest Account.

The amount of interest paid
from Sept. 1, 1867, to March
1, 1869, was $211,221,716 68

The amount of interest paid
from March 1, 1869, to Sept.

1, 1870, was 193,421,155 00

Showing a net decrease on
interest account of. $17,800,561 68

Reduction of Public Debt.

The reduction of the public

debt from Sept. 1, 1867, to

March 1, 1869, was $1,383,460 76
The reduction of the public

debt from March 1, 1869,
to Sept. 1, 1870, was 169,542,109 60

Showing an increase in the
reduction of the public debt
of. $168,158,648 93

During the eighteen months from March 1,

1869, to Sept. 1, 1870, the amount of reduc-
tion in the public debt has been, as above
shown, $169,542,109 60, most of which has
been in the purchase and cancellation of bonds
bearing interest in coin, and in the payment
of obligations overdue and convertible into
interest-bearing bonds or certificates.

The amount of interest which will hereafter
be saved >o the Government on the debt actu-
ally paid, i\ about $8,745,596 08 annually, or
$728,799 67 monthly, mostly in gold.

There has also been a constant improve-
ment in the decrease of the debt during the
six months since March 1st of this year over
the corresponding six months of 1869, to the
following extent:

In I860. 1870.
Gain in de

crease.

8266.798 27
6.399,070 65
13 381,777 97

16,410,132 54
7.435.744 29
5 604.234 79

$49,500,758 61

85 766.349 43
1 1.097,7(13 39
I4,301.9'i2 57
20 203.772 04

17,034.123 74
13,4113,325 59

$5,499,551 16
5.298 722 74
917.184 60

3,793.639 50
9 5>'R 379 4.>

7,79:1,090 80

May

July

882,407,326 70 832,906,408 25

And the decrease of the debt for the past
six months, as compared with the twelve pre-
ceding months, is as follows:

Decrease of public debt for the
12 months preceding March
1, 1870 $86,934,782 84

For the 6 months since that
date 82,407,326 76

The foregoing is a correct comparison of
the financial operations of the Government,
during the periods named, made from the offi-

cial records of this Department.

Wm. A. Richardson, Acting Sec'y.

Treasury Department, Sept. 5, 1870.

Died.

Prosser—At his residence, Stuyvesant Ave-
nue, Brooklyn, 15th iust , Thomas Prosser,
aged 69 years.

We make this announcement with a feeling

of deep regret, as we had long known Mr.

Prosser as a worthy, upright and intelligent

man.

Mr. P. was the New York agent of the fa^

mous Krupp establishment of Prussia, and in

his extensive relations with railroad and
business men of this conutry, made troops

of friends, who will join us in our sorrow that

so good a man could not longer remain with

us. May he rest in peace.

The Post Office Department.—A com-
parative statement has been prepared at the
Post Office Department, which shows a very
favorable financial condition. For the year
ending June 30, 1869, only one quarter of
which came under the present administra-
tion, the statement was as follows :

Expenditures, $23,693,131 50
Receipts, 18,344,510 72

Dehcit, , $5,353,620 79

Since, there have been added to the ser-

vice, 856 new post offices, 616 new money or-

der offices, 2,448,488 miles of annual inland
mail transportation, and yet with the increase
of service, the estimated expenditure for 1870
is $25,581,093; only $1,882,961.50 more than
was expended on the interior service in the

year ending June 30, 1869. At the same time
receipts of the department are rapidly increas-

ing, and the ratio of expenditures is dimin-
ishing to an extent which is believed to war-
rant the declaration that there will be not
only no deficit at the close cf the current year,

but justifying the expectation that the ex-

penditures will full considerably below the

estimates.
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Important to Railway and Otber Corpo-

rations.

The following revised ruling by Mr. J. W.

Douglass, Acting Commissioner for the Inter-

nal Revenue Department, in reply to a com-

munication from \V. Raymond Lee, Esq., As-

sessor of the Third Massachusetts District, is

of especial interest to railway, bank and other

corporations:

—

Treasury Department,
Office of Internal Revenue,

Washington, Sep. 7, 187-0.

Sir:—Your letter of the 1st instant, respec-

ting the assessment and collection of the tax

imposed upon dividends by section 15 of the

act of July 14, 1870, was received on the 5th.

It is enacted in said section that there shall

be levied and collected for and during the

year eighteen hundred and seventy one, a tax

of two and one-half per centum on the amount
of all interest or coupons paid on bonds or

other evidences of debt issued and payable in

one or more years after date, by any of the

corporations in this section hereinafter enu-

merated, and on the amount of all dividends

of earnings, iucomeor gains hereafter declared

by any bank, trust company, savings institu-

tion, insurance company, railroad company,
canal company, turnpike company, canal navi-

gation company and slack-water company,
whenever and wherever they shall be payable,

and to whatsoever person the same may be
due, including non residents, whether citizens

or aliens, and on all undivided profits of any
such corporation, which have accrued and
been earned and added to any surplus, con-

tingent or other fund, and every such corpo-

ration, having paid the tax, a3 aforesaid, is

hereby authorized to deduct and withhold

from any payment on account of interest,

coupons and dividends, an amount equal to

the tax of two and one-half per centum on the

same.

You will notice that by the terms of the

section the tax upon the interest and coupons
paid upon bonds or other evidences of debt

issued by the companies, corporations, &c,
therein enumerated, is to be levied "for and
during the year eighteen hundred and seven-

ty-one," that the tax upon the dividends of
eirnings of said companies, &c , is also to be

levied and collected daring the year eighteen

hundred and seventy one, hut is to be levied

upon all dividends declared after thepassoge

of the act.

It is therefore ruled that no tax is to be
withheld from interest and coupons which full

due during the last live months of the present

calendar year, but that they are to be returned,

like interest from other sources, in the next
annual income returns of the parties receiv-

ing them.

It is also held that although a tax of two
and one-half per centum is imposed upon
dividends declared by said companies, corpo-

rations, &e , on and after August 1, 1871), it

is to be " levied and collected * * during
the year eighteen hundred and seventy-one

"

It is not necessary to decid? at present at

whattime in eighteen hundred and seventy one
the taxes upon these dividends of eighteen
hundred and seventy are to be levied. Fur-
ther legislation may be required upon that

point.

Very respectfully,

(signed) J. W. DOUGLASS,
Acting Commissioner.

Narrow-Gauge Railways.

The ordinary gauge of steam railways in

Europe and America, is four feet eight and a
half inches. There is no particular reason
why this should be so; but the custom has
been followed on so large a scale that all at-

tempts to introduce any other gauge have
been isolated and exceptional. Under the

auspices of the great English engineer Brunei,

who had a genius for novel and striking ef-

fects, two railways were built in England, one
with a six-feet gauge and the other with a

seven-feet. But the effort was not successful,

and the multiplication of the- common gauge
went on faster than ever. In the United
States, the six-feet gauge has been imitated

on many long lines, though, as compared with

the general mass of our roads they are excep-
tional. The seveu-t'eet gauge has never been
obtained here. In the Southern States, the

scheming slaveholders made all their roads
of a wider gauge than ours, in order to keep
them separate and prevent connection. They
are all five feet or over, though none of them
are. six feet. In Ohio, the general gauge used
to be four feet ten inches, but the difference

between this and the common gauge was so

little that by the use of the bioad-tread railway

truck, cars run over both lines. Recently, the

Erie Railway has adopted a car that has an
adjustable truck, so as to run over the broad
and common gauges without breaking bulk.

In England, latterly, a movement has been

commenced in favor of railways still narrower
than the common gauge, in order to get rid

of some portion of the enormous cost of con-

struction and rolling-stock. In deep cuts,

tunnels and high embankments,, this is a

serious matter. But the great expense is in

the rolling-stock, and it is calculated by
engineers tuat the dead weight upon the road

consequent upon the width of the gauge and
of the cars is far too great, and ought to be

avoided on lines where the traffic is light.

It was for this reasen that the narrow gauge
railway was built in Wales, and has been found

to save a large amount of money. We
recently adverted to the construction of a

similar line in Pennsylvania at Hokendauqua
But it seems that the movement has obtained

great headway in Sweden, Norway and
Russia, for which countries it appears to have
been exactly the one thing needed to enable
them to go ahead with their railway improve-
ments on a large scale. -These narrow-gauge
railways can be built for s-> much less, and
cost so much less than the common gauge
for repairs and rolling-stock, that in Sweden,
where money is scarce, roads can be now
built and run under this system that otherwise

would have been impossible So long as the

old common gauge was adhered to, the rail-

way system of Sweden lingered along in an

unfinished and neglected condition, for lack

of means to complete the work, and, as a

consequence, the industrial interests of the

country suffered heavily. Ot late there has

been a revival of Swedish industry, and with

it there has come a tierce contest over the

railway gauges, resulting in a decision by the

government to complete the system with the

common lour feet eight and a hall-inch gauge,

but with light rolling slock, using, however,

for the branch lines, the narrow gauge of three

feet six inches Norway, not being hampered
at all on the subject, has adopted this narrow

gauge for all her railways, the main lines hav-

ing been built of that gauge under the auspi-

ces of her able engineer, Carl Pihl. Tins,

therefore, may be considered the uniform
gauge for Norway, which is the only country

in the world where it has obtained full sway.

Under the influence of this movement in favor
of cheap roads, lines aie being constructed
rapidly in bo h Sweden and Norway. .

In Russia, two railways of this narrow gauge
are being experimentally built, the one by the
government and the other by individuals, and
should these prove satisfactory, there can be
little doubt that Russia will at unce avail her-
self of this cheap new system to build branch
railways in all directions through her vast
empire, especially in the sparsely settled disr
tricls. As British capiialisis furnish most of
the money for these new railways in Sweden,
Norway and Russia, and British rail-milla

supply the iron, there can be little doubt that
the controversy, on this subject of the gauge,
that has been raging in England for some
years, has been carried to the Continent to be
tested, as the resistance in England did not
allow ot a fair chance there. The English
have been seeking anxiously for some cheaper

|

method of railway building than their own,
in order to multiply lines faster in India,

Australia and Canada. They have been stu-

dying the American system, and have event

invited American engineers to undertake the
construction of lines in India on'our plan.

The new narrow gauge is an effort in the
same way and for the same end, and at pres-

ent it looks as though it might be a very valu-
able novelty. Here, in Pennsylvania, where
the ground is so rough and difficult, aud. the
cost of construction greater than anywhere in

America, this holds out the pros-pect of cheaper
methods of building, and the example already
set at Hokendauqua is likely to be followed.

We would call the attention of railway men
to the fact tliaf this narrow gauge seems likely

to enable branch lines to yield a profit that,

under the old system, have always failed to

do so. The Hokendauqua tine is less than
three feet gauge. The European gauge, how-
ever, is intended for freight and passengers
both, and appears to be adapted to branch
lines generally We should think it exactly

the thing for branch lines in South Jersey,

Delaware and the eastern shore of Maryland,
where the traffic is light and economy most
desirable. There can be little doubt that,- in

the wild and remote Western regions, there

are lines where this gauge would exactly an-
swer the purpose of rendering the work pro-

fitable. On lines that are not destined to be
parts of through routes, there is no good rea-

son why the narrow gauge should not be made
to answer. This is highly important to com-
merce, as the expensiveness of a railway is

saddled upon the cost of transportation, and
has to be paid over and over again constantly

by the consumers. Great speed is not essen-

tial to all articles of trade, yet on the present

railways ail are treated alike. Engineers on
many routes are seeking lower grades to re-

duce the cost of working, and it is already a
question whether low speed may not be also

an object.

—

N. A. ifc U. S. Gazette, Phil.

Singular Arithmetical Fact.—Any num-
ber of figures you may wish to multiply by 5,

will give the same result if divided by 2—

a

much quicker operation
; but von must re-

member to annex a cypher to the answer
when there is no remainder, and when there

is a remainder, whatever it may be, annex a
5 to the answer. Multiply 4U4 by 5, and the

answer will be 2,320; divide the same by 2,

and you have 282, and as there is no remainder
you add a cypher. Now take 359

—

multiply

by 5, the answer is 1,795 ; on dividing this by
2 there is 179 and a remainder, you therefore

place a 5 at the end of the line, and the re-

sult is again 1,795."
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The Unit of Length.

The battle of the Standards is over, and we
may say llie Metre has gained the victory.

The need of a new system of weights and
measures to amend the strange diversities

which disfigure our praciice being admitted,
the question has once more heen started

—

Should we once for all found our system on a

natural basis ? The pendulum vibrating sec-

Gnu's in a certain latitude, was long ago pro-

posed iis a universal basis of linear measure,
and the House of Commons somewhat counte-

nanced it years ago, by prescribing that the

length of I lie yard atiM.il be determined hy i he

length of the second's pendulum. But the

action of gravitation, on which terms of the

vibration depends, is subject to so many va-

riations and disturbances, that the quantity

sought can uoi, even on the same spot, be ab-

solutely the same at all times. The real

length of a normal pendulum is almost. unat-

tainable, so limited is our knowledge of tl.e

force of gravity on land and sea. A more
certain basis for a natural unit has been found
in the polar axis, the length of which, aceor
ding to Sir John Iierschel, bears a close

relation to our imperial inch, and has the ad-

vantage of avoiding the many causes of error

resulting from the physical peculiarities of the

countries through which any measured arc

may happen to pa3S. But are our physicists

agreed as to the real length of the polar axis,

and would it be worth while to make any alte-
' ration in our weights and measures'for the

pole purpose of attaining some scientific cor-

respondence between the unit in use and a

unit founded on nature ?

The advocates uf the metre rest their argu-

ments on a much broader basis. They do not

assert that the metre is absolutely and mathe-
matically the ten-millionth part, of the' quad-
rant of the earth, they know that the meridi-

ans of places differing in longitude are not all

precisely the same length; and they admit
that were we now to make a new measure-
ment with our better instruments and more
-extended .information, we might attain much
greater accuracy than was arrived at by the

French philosophers at the end of the eight-

eenth century. What commends the metre
above any other unit, is the fact that it is al-

ready a cosmopolitan unit, widely recognized,
and in general use among many nations; and
that while other units remain as philosophical

abstractions, the metre is the basis of a system,
not only perfectly complete, homogeneous and
scientific, but simple and practical in all its

parts. Any slight error in the determination
of the metre, is more than counterbalanced
by the extreme simplicity, symmetry and con-

venience of the metric system ; aud not the

least of its recomine.idations are, that the unit

of lin-ear measure applied to matter in its three

forms of extension, viz: length, breadth and
thickness, is the standard of all measures of
length, surface and solidity

;
and that the cu-

bic contents of the linear measure in distilled

water at a temperature of great contraction,

furnished at once the standard weight and
measure of capacity

When we said that the battle of the Stan-
dards is over and that the Metre has gained
the victory, it was meant that, for practical

purposes, all opposition to the introduction of
the metric system has been abandoned, and that

Parliament and the Government are now left

to introduce it in such a way and at such a

time as maybe found at once practicable and
satisfactory. The use of the metric system
has been legalized for the last half dozen
years, but it was not till quite lately that the

whole question was submitted to the calm de-
liberal'iun of a Royal Commission. The Stan-
dard Commissioners, who included among
their members the Astronomer Royal, the
President of the Royal Society, and the late
Master of the Mint, considered the question
of the introduction of metric weights and mea-
sures, in any form ab initio And after care
ful examination they .:ave their verdict in its

tavor in the following terms :

" Considering the information which has
been laid before the Commission—

' ; Uf the great increase during late years of
international communication, especially in

relation to trade and commerce.
" Of the general adoption of the metric sys-

tem of weights aud measures in manv coun-
tries, both in Europe and other parts of the
world, and more recently in the North German
Confederation and the United States of
America.

" Of the progress of public opinion in this
country in favor of the metric system as a uni-
form international system of weights and
measures.

" Aud of the increasing use of the metric
system in scientific researches and in the
practice of accurate chemistry and engineer-
ing construction.

"We are of opinion that the time has now
arrived when the law should provide, and fa-

cilities be afforded by the Government, for

the introduction and use of metric weights
and measures in the United Kingdom."
The Commissioner further recommend that

metric standards, accurately veriiied in rela-

tion to the primary metric standards at Pans,
should he legalized; that veritied copies of
the official metric should he provided by the
local authorities for inspectors of such dis-

tricts us may require them; and I he French
nomenclature, as well as the decimal scale of

the metric system, should be introduced in

this country. The Commissioners, whatever
might have been their predilections, could not

resist the fact that the civilized world pro-

nounced itself for the metre, and they sanc-
tioned iis legalization. What is to be re-

gretted is that they stopped there. Since the

complete substitution of the metric for the

present practice is n w practically certain,

would it not be much better to prepare for the

ch'auge and carry it into effect as speedily as

posMole? No advantage can come from a
policy of indecision, and we trust that the

JLegislatuie may adopt a more definite course
than the one sketched out by the Royal Com
mtssioners Let it not be imagined that the

people will give themselves the trouble of

learning the new system, however beautiful

and ea^y, so long as its use is not absolutely

necessary. With all the desire of the teachers

to introduce it in the schools, they find they

can not leach the old and the new tables.

They can not afford the time. A compulsory
measure is the only method of dealing with

the question.

The Warden of the Standards being now
employed in procuiiug Metric Standards, it

may be well to add that the mode of construct-

ing them, either from the original Metre at

the Archives, or from the copy at the Conser-

vatoire des Arts et Metiers, has been much
debated. The International Statistical Con-
gress, held at Berlin, decided "That the care

of preparing and putting into execution the

regulations to be followed in the construction

of the standards, and of the system itself,

should be intrusted to an International Com-
mission, which will also see to the correction

of the small scientific defects of tl.e system."

The International Geodeaical Coufereuce,

hehl at Berlin in 1867, decided :
" In order to

define the common unit of measures for all

the countries ot Europe, and for all times, with

as much exactness as possible, the Conference
recommends the construction of a new proto-

type European Metre. The length of lids

European Metre should differ as little as possi-

ble from that of the Metre of the Archives in

Paris, and should in all cases be compared
with the greatest exactness.

"In the construction of the new prototype

standard, care should be taken to secure the

lacility and exactness of the necessary compa-
risons " And "the construction of the new
prototype metre, as well as the preparation of

the copies destined for different countries,

should be confided to an International Com-
mission, in which the States interested should

be represented." Since then, the Imperial
Acadamy of Science of St. Petersburg has

taken the matter in hand, and a committee
of the Phvsico-.Mathematical class, consisting

of MM. Struve, Wild aud Jacobi, has made a
report on the subject, observing that the

standard metric weights and measures of the

various countries of Europe and of the

United States differ by sensible though,

small quantities from one another. They
expressed their opinion that the con-
tinuation of these errors would be
highly prejudicial to science. They believed

that the injurious effects could not be guarded
against by private labor, however meritorious,

and they recommended that an International

Commission should be appointed hy the coun-
tries interested to deal with the matter.

—

Na-
ture.

V; j*ffe take the following from the Colo-

rado Tribune of Sep. 7: "Engineers go out
on Monday to commence the surveys of one
of the grandest enterprises for the improve-
ment of an unsettled country that ever se-

cured the attention of man. This is no less

than the building uf a gigantic irrigating

canal, more than 100 miles in length, com-
mencing in Platte Canon, before the river

debouches upon 'he Plains, and extending to

the head of the Repu oilcan river in the east-

ern part of the Territory, This immense ca-

nal will irrigate no less than three million

of acres of land, now useless except for stock:

purposes, and will be, if constructed, the
means of making a place where a million
people may find homes. The money to pay
for the survey is raised and the parties push-
ing it on, can control the means to build the

canal."

Narrow Gauue Railways.—The Duke of
Sutherland has returned to Dunrobin Castle
from his inspection of the Norwegian narrow
gauge railways which his Grace hasjust made
in company of Mr. Fowler cf Braemore. Up-
wards of a hundred miles of railway on the

3 feet 6 inches gauge have been carried out
in Norway by Mr, Carl Pehl, the Government
engineer, and they have been most successful

for the light traffrj of that country in their

economical construction and the convenience
of their smaller carriages aud wagons. The
supporters of this system have no doubt that

if the northern parls of Scotland could have
had I lie advantage of such a cheap descrip
lion of railways, a much greater extent of the

country would ere now have been supplied
with railway accommodation. The average
cost per mile, including plant, is about 4,000i!

,

and the works of the railway and stations,

and the quality oft.be plant, are said to be all

that could be desired for public convenience.—Inverness Courier.
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Burlington, Cedar Rnplds & Minnesota

Railroad.

Forty carloads of iron have beeu received

for the track north of West Liberty. The
Enterprise says the work is progressing finely.

The bridge across the river at Cedar Rapids
will be completed in less than 3D days. The
grading will be finished and the road ready

for the iron from Cedar Rapids to the Cedar

Co. line during the present month. The gra-

ding is completed within 15,000 yards of the

Johnson Co. line from West Liberty. Ninety
days will finish the work from West Liberty

to Cedar Falls.

The Hawkeye states that business since its

completion to West Liberty has increased

largely. At Columbus Junction and West
Liberty, passenger houses will be built jointly

with the C , R I. & P. The house just com-
pleted at Wapello is a pattern of neatness,

extensive stock yards will be built at Wa-
pello, Columbus Junction, Cove, Nichols aud
West Liberty at once.

The work on the extension north of West
Liberty will soon be finished to the Cedar
River, ready for the iron. The bridge over

the Cedar is progressing, and as soon as com-
pleted, track-laying will commence southward,
meeting the force from West Liberty north-

ward. On the second division, from Cedar
Rapids to Cedar Falls, the iron U laid

to within five miles of Waterloo, and the line

will be opened from Cedar Rapids to Waterloo
by the first of Oct.

With reasonably good weather, the Co. ex-

pect to have their line completed from Bur-
lington to Cedar Falls, so as to open up the

great air line route from St. Louis to St. Paul
early in November.

This route will be made up of the R , R. I.

& St. L. from St. Louis to Monmouth; C, B.

& Q from Monmouth to Burlington
; B , C. R.

& Minn, from Burlington to Cedar Falls;

B. V. &, Minn, from Cedar Falls to the State

line, and Minn. Central from the State line to

St. Paul.

The Pennsylvania Railroad Going
SoutU.

[From the Philadelphia Enquirer ]

Until recently the railroad efforts of Penn-
sylvania have heen made mainly with a view
of controlling the trade of I he West and North-
west The Pennsylvania Central sought every-

where ihe means of reachins the valley of the
Mississippi and the iakes, adding to its rails,

as soon as the Pacific Railroad was finished,

a connection with that. vast enterprise. The
occurrences of the war of the Rebellion ren-

dered railroad extension to theSouih impossi-

ble and inexpedient, but now that peace has
been restored, the Pennsylvania Railroad is

disposed to turn its attention Southward, and
extensive improvements in lhat quarter have
been projected, f- -A line from Pittsburg to

Charlestown, Kanawha county, West Virgit ia,

will open communication between the Ohio
and tbe Kanawha river, which is the center
of an extensive trade, and the headquarters
of a district which contains abundance "f coal

and salt springs It is on the high road from
Richmond to the Ohio river, and the great
Virginia Central Railroad, from Richmond to

the Ohio, must pass through it. There is

steamboat navigation on the Kanawha to the
Ohio, and a rich country is drained by the
industry of that regiot'.

This line wilr eventually be extended
through West Virginia and Kentucky, and

will be an important route for travel and
freight.

The Cumberland Valley Railroad, which
connects with the Pennsylvania Railroad at

Harrisburg is now prcjected to be extended
across the Potomac and down the Shenan-
doah Valley through Virginia, until it reaches
the Virginia & Tennessee Railroad, one of

the great lines to the Southwest. The Balti-

more & Potomac Railroad—which will

scarcely be the Baltimore & Potomac Rail-

road—will extend south from a point on the

Northern Central north of Baltimore, and
strike through Eastern Virginia to Richmond,
and even beyond. Thus these three roads
will penetrate Eastern, Central and West
Virginia, and bring to Ihe Pennsylvania Rail-

road and to Philadelphia a trade which baa
hitherto been considered the proper portion

of Baltimore, and control routes far beyond,
even to Nashville, Memphis and New Orleans.

There is much being done in railroad matters,

the effect of which is scarcely imagined at

this time, but itwiil become more and more
apparent as the years roll on.

Another Pacific Kail way.

[From Harper's Magazine for September.J

The railway linking the far West to the far

East, was opened in July last. The full sig-

nificance of that important announcement can
scarcely be estimated. It will change the as-

pect of a great and productive region. The
Indian already stands aghast as be sees the

line of cars—that greatest of all great " medi
cines"

—

lattling along the plains where he
hunted the buffalo, and withdraws to tbe north-

ward. He hears in the whistle of the engine
the death-knell of all his race. The trapper

hears it, and hurriedly gathers up his traps

and little " fixins," and with his squaw and
half-bieed brood, retreats before the surging

flood of emigration. They hear, not afar off,

" the rush of waves where soon shall roll a
human sea"—a sea that shall sweep them be-

fore it.

And no sooner has one railway been opened
than another is proposed. The engineers

have already been out and made the survey.

The Northern Pacific is spoken of as a rival

to the Central Pacific, and the land-hollers

and lot-holders of the Puget Sound are discus-

sing the location of the great terminal city.

The eyes of all are turned to a spot which s

destined to play no mean part in the history

of our national progress and civilization.

Bills may be proposed and defeated, partlcu

lar schemes may be discussed and delayed
,

but let any one take a look at the position and
contour of the north-western corner of our
country, and he will be convinced of its impor-

tance, and foresee its manifest destiny. There
is a great inland sea stretching up 200 miles

from Cape Flattery, studded with fertile is-

lands, surrounded by pine-covered heights,

and nearer, by 800 miles, to China than San
Francisco—and nearer, also, to New York.
Instead of sage-bush desert and salt plains,

there is a fertile belt, under which lies a bed

of miocene coal, stretching all the way from
Illinois to Washington Territory. Lelonyone
consider the increasing commerce with China,

of which we have merely tasted the first fruits,

and acquaint himself with the character of the

country behind it, and be will perceive why
so much attention has been directed to this

part of the Republic; he will be satisfied

of the wisdom manifested in preserving intact

the boundary line which terminates so near it,

and discern a reason for the present anxiety

to push through the Northern Pacific Railway.

s regards the cotton crop the press
reports from Charleston show a material in-

crease in the crop, from 2,439,0:19 bales in

1868-69 to over 3,000,000 bales in 1869-70.

The statement for the sea island crop shows
26,656 this year against 17,956 last year. Tbe
general prospect of upland crop of cot-

ton to this time is, on the whole,
highly favorable. There has been an
increase of area planted and better culti-

vation. These elements have induced the

opinion that the growing crop would excel the
la-it and a yield of 3,500,000 bales and over
has been talked of^ although it may not be
possible to obtain tbose sanguine expectations.
Their realization may be doubtful on account
of the late general rains.

THE FIRM OF WM. J. YOUNG <fc CO.
Mathematical Instrument Makers, consisting of Wlf. J.
Young and Chas. S. Hkller, was dissolved shortly be-
fore the death if W'm. J. Young. The undersigned, the
late partuer of said firm (who was with Mr. Young con-
tinuously for Fifteen Years, will continue in the Bam*
line of business, at No. 33 North Seventh street,
Cor. offilbert.

CHAS. S. HELLER.
Philadelphia, August 1, 1870. 29-9-70, 27

RAILROAD TIES WAITED.
I R. R. CO.>
New York.)

Office of the
CHESAPEAKE & OHIO ]

54 William Street, Ne
This Company are now ready to contract for Fire Han,

dred Thousand
s o o, o o o

RAILROAD TIES, to be deliv-red during the ensuing
Autumn and Wint-r, along the line of their road in West
Virginia Persons wishing to propoBe for furnishing the
same roav apply in pen-on or by letter at this office.

13-9 7U,3 C. P. HUNTINGTON, President.

'ynw

tymOfyM 3000

GET THE BEST.

WEBSTER'S UWBRIEED DICTIDMRY
10, tO Words and Meanings not in other Dictionaries

3000 Engravings. 1340 pages Quarto.

Glad to add my testimony in it3 favor.
' Prest. Walker of Harvard.]

Every scholar knows its value*.

[ A" II. Preacott, the Historian.]

The most complete Dictiiaa y of the Language.
[Dr. Dick, of Scotland.]

The test guide of students ofour language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Chahcellor Kent.]

Etymological parts surpasses anything hy earlier laborers.

[Georpe Bancroft.]

Bearing relation to Language Principia does to Philo-

sophy, [tilibu Buiritt.]

Excels all others in defining self ntific terms.
[President Hitchcock.]

Sso far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthoepist.]

A necessity for every intelligent family, student, tencbe*

and professional man. What Libiary is complete withou
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly.

Published by G- & C. MEBRIAM, Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

The undersigned are now ready to contract for _the

delivery ofRAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesmit St.,PHILADELPHIA.

S-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fully demonstrated to be the TKUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. L.. BOOTH & CO.,
Rochester, IS. Y.

HATEST & ALLEN,
72 Broadway, HT. Y.

HARRISBURG FOUNDRY
AND

MA CHINK WORKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MACHINISTS' TOOLS,
SUCB AS "

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, §c.

W. T. HILDRUP, Treasurer.

Hawkins- H>rthel & Burrall,

BUILDEB6 OF

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofa and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridges, Roots and Turn Tables. Cor"
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contrnctnrs fur Fil'ing, Docking,
and General Railroad Work.

88 Main St., Springfield Mass.

n. F. HawlHna. Geo, P. Herthel. W. H. Burrall.

Le Van's

Improveil Governor,
"WITH

BALANCE VALVE COMBINED.

"Warranted to give entire satis-

faction. One will be sent to
anv responsible party on
30 days' trial to be re-
turned at our ex-
penselfnotaa
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Oo.

& E. cor. SUth and Wood BU. ,

Philadelphia.

30 6 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,
67 W. Sixth St., Cincinnati, O.

Cir;ulars sent free. Established 1853.
19-.i-?0. 18

EDWIJT J. HOKlVEJt,

Successor Co

HcDASEL * HORNER.

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington,.Delaware

t^RAND SCENERY!
B@»QTJICKES3T ROUTE-®!

59 Miles in Distance Saved

Baltimore& Ohso R.R.
—TO—

BALTIMORE,
PHILADELPHIA

,

NEW YOIIK, and

BOSTON,
WITH TOE PRIVILEGE OF GOING TOWASHINGTON

ISO CHANGE OF1 CA-RS
From Cincinnati "Do lfimrtra anu" on t 0NK

orColumnns to J->dJ. tllllUX C CHANGE
Miilud'lphia and yetv York.

Ask for TICKETS and
BAUGAGH CHECKS yiaBaltimore & Ohio R.R

J. I.. WILSON, Master of Transportation.
L. M. C0LK, General Ticket Agent.
G. B.GIBSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chunye of Lars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jrtfersou City, and all points on ttao Lower Mis-

sissippi Kiver, and on the the Illinois

Central Railroad.

TRAINS M» AS FOLLOWS :

St. Louis, EvanaviUe and Cairo
Mail 7:I5A M, 10:55P.M.

Osgood Accommodation 3:10P.M. 8M5 a. M.
Through Western Express 5:10 P. M. 8:3(1 P. M.
Night Express lOl'JO P. M. 0:00 A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

oenties time, 112 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 132 Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C.E. FOLLET.Gen'lTick't Ag't, St. Louis, Mo.

P

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents
;

Wilmington. Delaware, or
VIIAS. BOCKTJS A OO, Boston, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.T1RE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofEailroadMachinery
GEORGE G LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL. Secretary

12-6-70,52
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ER1SS BM.I1 Best KouieloSl, Loiti* and Ch cago

1400 MILES under 8C0 BILES without

One Bjnageoient. Change of Coaches.

BROAl>GAHGE,!)Ol!BI;ETKACK ROUTE

MEWYORiVbOSI'ON,
Providence, Albany,

PITTSBURG, HARRISBURG
JPliilatleii^liia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
—AND—

2? ennsylvania.
This Railway extends from

CINCINNATI to NEW YORK, - 800 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW FORK, - 460 Miles.

BUFFALO to NEW YOHK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES the'sHORTER ROUTE.

TWO EXPRESS TR'ABSTS BAII/9T
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, Ijy Columbus, O., time,

which is 7 ninutes faster than Cin'ti time.

7.00 A. M" , CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urban.., 10.29 A. M ; Galion, 12 67 P.M.;

Mansfield, 140 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvennn,
5.10 P. M.j Meadville, 8.00 P. M. (Supper);

Susquehanna, 7.55 A. M. ( Breakfast) ; Tur-

ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at. Raveuna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamspurt and the

South; at Ringbampton for Coopersiown,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with

afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. i\i.; Crbana,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West. Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;

Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper)
; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
' morning trains for Boston and N. England

cities.

New and Improved Coacriesof tlie style peculiar to the

Broad Gaujre. Hirauped for both I>ay and Ni^'ht Travel,

are attached to litis train at Cincinnati and run through to

Ne* York, forming the «i>isl;y JLiiae running through
860 SEiles without » ii;tnge.

Boston and New E inland lPaHsPtijrers,
v, : 1

5

i «ln>ir BHSKajro. arc i riuisfcri-ed F£IEE
Oi" CHARGE iu Sew York.

TX^P The Erie Railway Company has opened a new
Ferry from their Jt-r-e.v t.'ity Depo to the fool of Twenty-
hint Siriet. New York, thus enabling pacsengers to reach

be IP per portion or tire city without the expense and an-
noyance ot a r-treetcar or omnibus transfer.

TT? The scenery along the entire route of the Erie

Railway is of the most picturesque and beiutiful character.

Admirers of Nature's heauties. in a daylight journey over

this Line. «ill find in its ever changing landscapes sub
ects of continual admirali n *nd intere-t

Baggage Clieclc'cl Tlirovig-U
And Fare ahcay* as Lota as by any oilier Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained fit the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
House, and fooc of Broadway, (Spencer House Block),

and at all principal Ticket OoVes in the South and
Sooth-west <VM. Bl. BA BUS.W E SIIATTUC, Gen\ Pase'r Ag't.

General Southern Agent.

I NDIAXSiAPOLIS,
\. CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINH ATIto •

CHI C A/QO,
Memphis, New Orleans, Springfield, Quincy

Keokuk, St. Joseph, De& Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Cities in the West,
North west and South-west.

]£j=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TII, 1P69, TRAIN?
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS:

Leave. Arrive.

Indianapolis nnd Lafayette Mail.... "'.20 am ]S 4'» am
St Louis and Springfield Express... 2.40 pm 7 35 am
"St. Louis aud Springfield Express. 1" %\ \ru 3.42 pin

Lawi'encebnvg Accommqdatiou 10.10 am 2.35 pm
Lawrencebuvg Accommodation 4.:'0pm 8.25 am

*Tlie 10. ~0 ^m. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail
Chicago Express
Harrison Accommodation...,

.

; 00 am 10.15 am
i 50 pm 9 3 pin

>,30 I'm ".10 sun

ThroughTickets can be obtained at the Buinet House
Office, corner oi T hud and Vine ; Rivei Office, corner of

Walnut Street and River; and at Depot, cornei ot i'lum

aud Peai Istreets. The splendid Passenger Dgp-ot of tiae

I. & O. Railroad is about a mile neai ei il.e husin ess center

or the city than the Depot of any.other railroad, and ii-itii-

in afew squares of the Postoflieeand principal hctels and
Steamboat landings.

J. F. RICHARDSON .Superintendent.

A. E. C LARK. General Ticket Agent.

Cincinnati j Hamilton & Dayton Etaifeoad

Trains run to and from Cincinnati as follows:

DEPART. ARRIV3.

Eastern Express (Erie Railway). 7:00 A. M. 0:3" V. M-
do do do ..9:45 P.M. 7:00 AM-

Toledo, Detroit & Canada 7:15 A. M 10:33 1* M-
do do do 6:30 P.M. 7.0QA- M.

Lima Fort Wayne &. Chicago 7:15 A M. 10:2.-' I'. M-
do do do .... 2:30 L\ M. 5:40 p. jj.

do do do . . 6:30 P. M. 7:30 A. M.
Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40P. M.
Springfield Aci'ommodition . 2:30 P.M. 10:-.0 A. M-
Sandusky, Cleveland & Buffalo.. 6:?np M. 10:20 A. .,I.

Huiici'e'dt Indianapolis 7:15 A.M. 10:25 P.M.
do do 5:Cu P. M. IrSKlP. M

Hamilton, Eaton & Richmond-., 7:15 A. M. 10:25 V. M.
do do do. ... 5:00 P. M. l0:2t) A. M.

Hamilttn Accommodation 9:30 A. M. fi:05A. M.
do do G:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
jatitime.

For all information and through tickets, please apply at

tae old office, south-east corner of Broadway and Front; Bar-

net House Office, corner Vineand Bakerstreets, and at the
respective depots. East Front a'nfl WeslSixth streets.

D. McLAREN. Gen'1 Superintendent.

SAM'L STEPUkNSON,Gcu"l Tick't Ag't.

jmnihuset call for passenger?

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL
RO vD, in ciinnection with the Cincinnati, Hamilton Sc

Day tonj and Little Miami Railroads, still cnnt :nue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, B»l(imcre< New York or Bosion,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SH1NN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE ^ CIICIBJMTI

""T-LIME RMLMOAil
On and after June 13, tra ; ns will run fib follows :

J%J
£v fe^ tfXPRt.Sfe leaves Cincinnati 7 20 A.

l^ Vj?« ssA 3i. Daily (except Sunday*:) Mops regularly

HI Walton, blhsfuu, Cp.uta, Li-K-ay. WorthVIHe, Laliip-
Itellahurg, Lagiaoge. Pewee Valley Anchorage; tvhen
fl g-ed, tit Si nth C< vingUn Maur ce,Iud< pendence, B.-nk
Lick . Verona, Ziun. Glencie, Kirjrle; CdrfolUon, Sulphur,
Pen daon ; arriv" s at L .uisvitle 12.(J5 ]'. M.

|%l -^ g* f-.O&'l'iaJBSiN FAST MXE leivs
i^HPm W Cinciouali at l-2« P. M Daily (except
SuuiJaysJ. Stops only at W-dtoo, Wonhvijie, and La-
grai.ge ; arrives at Louie rilfe 5.20 P. M.

Mtfh 5^ MAllj le'ves Cincinnati 5.00 P. M.
QJ? • C9 Daily (except .- unday-). Strips regularly

at VI alton, Ellist h, Gleucoe, Sparta, L berty, Worthville,
Campi ellsburg. Sulphur, Lagrange, Fewee Vath-y, Anchor-
age, and when flagged, at Sou;h t'l-vingl'-n, Maurice, lode*
lietiiei.ee, Bank Lick, Venna, Zion. E-igle. C r olltun,

Pendleton j arrives at Louioville 10. OO P. M.

f&^fc 1^ XI«KT EXS'EtE,^ leaves Cin-
i^jD7» Ja. KJ cinnati at 11.15 P.M. Daily (except
Saturdays). Stops regularly at Wurtliville, Ld^ranue, and
when flagged, at Walton. Verona, t- lliston, i; lencoe. Sparla,
Liberty, Eagle, Campbellshurg, Sulplmr, Pendleton Pewee
Val.ey, Anchorage; arrives at Louisvilie at 5.00 A. M.^

JfJJ
3 No. 6 connects at Lagrange with the Lexington

Tiaius, arriving at Frankfort at 6. 14 p. M., Lexington
7 45 P. M , QUICK TIME.

JXTf" The Best Route to the Siuih. More Daily TrainB
and Quicker Time than any Line from Cincinnati.

" HENRY SfEFFEE, Gen. Ticket Agt

CENTRAL H. R. OF NEW -JERSEY.

I'assenger and Freight Depot in New York, foot uf Lib-

erty st., connects at Hampton Junction with the Dela-

ware, Lacka.vai na. and Western Railroad, and at Eas on
nub the Lehigh Valley Uaiiroad. and its connections,
forming a direct line to Pittsburg and the West, witnout
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty nnks and three hours saved by tins line to Chicago,

Cincinnati. St. Loins, .etc-, with but one thange of ears.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, lt6i). Leave New York as

follows :

6:55 a. ia.~ For Eatton, Bethlehem. Maucfi Chunk,
Wil'.anisport, W ilkesbaire, Mal.ouey City, Tuckl.annock
toe'.

7:S5i!. na —For Snmerviile.

S:3«> ji ma-—For Flemington, Junction, Stroivlsburg

Water Gap, Sevanton; Kingston. Pi'tston. Great Be-ad, t&c.
12 nat-— For Fleiuington, East-n , Allentown, Mauch

Chunk, V\ ilke^barre. Reading, Columbia, Lancaster,
EphratAi Liliz, Pottsville, S'cranton. flarris'nurg. &v.

3::><J g>. Bii.— For Easton, Alieutown, Mauch Chunk
and Uelvidere-

•4::50 gs. s^Ri— For Somerville.

5:25 E>- bm.- For Komerviiie andFlemington.
6 |&. bid.— For Kaston and intermediatestations.

7 gj- aaa.—For Somerville.

7:20 i*. aaa.—Emiokant—Stopping only at the princi
pal stations.

9:*>»sb- na.— For Plainfield.

1B:50 g?. isi.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. in.

—

Western Express, daily, (exc-pt Sundays,)
for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water U-ip, Scianton, o.c. Connects at Phillijisburg for

Mauch Chunk, Wilkesbane, &c.

5 |i. m.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem, /illeutoun, Reading, Harris-

burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Care

to Pittsburg ami Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion * to i cram on. This train will be run to Easlou ou
Saturdays as a local train, stopping at principal stations.

8 j>. DSi.—Western Express Train, daily, for Easton
Allfiuowi,, Reading. H'p.rr'isburg. PUtsbui^h, and the Wtst
—connects atllairisburg witu train for Williamsport, Erie

&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:4.5, 6:30, 6:55, 7:15

o:!5., 8:30, Sh, 9:2", Hi:3o, 11:40 a. m— 12 m , 1:<0. 2;:0
3:00.3:3n, 3:45, 4:15. 4'3U, 4:45, 5:10, 5:25, 5:45. 0:00,6:25,
7:(0.7:2 .7:40,S:-0 0:00,9:40 ]o:45. 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty it., N. Y.,

atNo. I Astor House; Nos. 254, 271. 526 Broadway ;rt

No. 10 Greenwich St., and at the principal hotels.

R. E. RTCKEK.^upci-iiitendeE"
H. P. Baldwin, Gen Paas.AgU
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CINCINNATI, -- Thursday, October 6, 1870.

PUBLISHED EVERY THURSDAY MORNING,

By Wrif/hfson <£ Co.,

OPFICE-No. IGt Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by Un lines it Nonpareil.

One square, single insertion.... .. $ 2 tiO

44 * 4 per month — 5 CO
44 44 six months ..-.. 15 0(1

44 4 ' peraunum 25 00
*4 column, 9tngle insertion 7 00

4 " per month- - 14 00
44 4 six months - 55 00
*' " per annum 110 00
* 4 page, single insertion _.. 25 00
" 44 permonth _ 40 Oil

* 4 " six mouths _ 13i 00
" '

4 per annum 210 00

Cards not exceeding four lines, $7 00 per annum.

WSilfillTSOSI & CO., Propr's.

Atlantic <fc Lake Erie Railroad.

We have already spoken of this road, but

as it is destined to be a very important one,

st is perhaps well to describe it more in de-

tail. Of this road 186 miles are now under

contract, and on some portions of the road

the work is actually going on. This is par-

ticularly the case south of New Lexington and

in the valley of Sunday creek. We may here

say that having heretofore spoken in strong

terms of the vast deposits of coal and iron in

the valley of Sunday creek, we have now the

pleasure of referring the reader to conclusive

evidence of our correctness. In the "Indus-

trial Exposition"—an Exposition which does

credit to and will be of immense value to this

city—may be found samples of the coal and

iron of Sunday creek valley. A shaft (for it

is not a lump) of coal is deposited there fr>m

the " 12 foot vein." At the same time we
may add that it does not do full justice to this

vein ; for it seems to be a broken or irregular

sample, while in fact the 12 foot vein is an

almost uniform and homogeneous mass of the

best coal in the valley of the Ohio. It is the

" Brier hill" coal, that is, ihe same kind of

coal with that of Brier hill, Mahoning county.

It is this Brier hill coal and Lake Superior

iron which have made Cleveland the most

prosperous town in Ohio. So it will raise,

before long, factories and towns in Sunday
creek valley.

But we mean to speak specially of the At-

lantic & Erie Railroad. This will have one

great advantage, whicli has been for some

time a desideratum among Ohio railroads;

this is a road which will go transverse, or,

across the other roads, and not in the same

direction. Leaving Toledo on a line direct to

Pumeroy, it will cross the Fremont road at

Fostoria, (he Sandusky road near Corry, the

Pittsburg & Chicago line near Bucyrus, the

Bellefontaine and Great Western lines soon

after, the Cleveland & Columbus at Mount

Gilead, the Panhandle road at Union station

(Licking county), the Muskingum Valley road

at New Lexington, the Hocking Vulley road

at Chauncey, and the Marietta road soon

after. Thus the Atlantic & Lake Erie Rail-

road will cross no less than leu other roads,

and at angles so great that there can be no

competition with them. But at each of these

crossings there must be a number of passen-

gers who wish to turn off and go to the lake,

the Ohio, and to various interior points.

—

Then there being no competition with other

roads, in its direction, this road will drain (so

far as going north to Toledo or south to the

Oh'O is concerned) a great breadth of coun-

try. Thus considered, as a' railroad line into

which many others flow, and as it regards

north and south the uatural local artery of the

interior, we shall anticipate for this road some

important results. Its local business will pro-

bably be very large. But undoubtedly one of

the leading objects in the construction of this

road will be the development of the great

mineral deposits of Sunday creek valley. It

is quite obvious that the coal and iron there

can not be made available without a railroad,

and equally obvious that the railroad would

make them available. In this respect, there

are several aspects in which to view the ad-

vantages to the railroad. Taking Toledo as

a center, and there is a great country around

without coal, and which can be supplied from

no coal beds so cheaply as from those in

southern Ohio, provided there was a direct

railroad to them. Again, take Bucyrus

(Crawford county) as a point in northern

Ohio, and we find that an extensive country

there must eventually be supplied with coal

from the Sunday creek region. Here, then,

will be a great local business. Then, looking

southward, and supposing the road to have

reached some good point on the Ohio, will not

that cause a great export of coal from the

Sunday creek region down the Ohio ? You

I will say, can it compete with the Pittsburg

and the Pomeroy coals ? Not if it were of the

same kind ; but it is not. Professor Andrews

told us the Sunday creek coal was of the same

kind with that of Brier hill, and if so, it is

different in kind from any on the Ohio river.

For the peculiar purposes for which it is

suited, the coals now used on the Ohio river

will not compete with it. Hence it can be

exported profitably. For the purposes of

coal is superior, and will doubtless be in de-

mand, and largely exported down the Ohio.

We say nothing here about Cincinnati, be-

cause this city gets ample supplies of coal

from Pittsburg, Pomeroy, the Kanawha and

the Marietta Railroad. But for the reason

that it is of a different and in some respects

a better quality, no doubt it will be used in

Cincinnati in considerable quantity. But, if

the Atlantic & Erie road can be built at an

early period, it will no doubt develop nume-

rous furnaces and forges and factories on its

line, and when a few more years are elapsed,

there will be such a development of industry

along the line of this road, and especially in

Perry and Athena counties, as the world has

seldom seen. We know that many look upon

this as a mere sanguine statement, but we

have been there, and know the wonderful re-

sources of that country; and we have seen

immense results from far less causes. We
hope, therefore, to see the Atlantic & Erie

Railroad speedily made, and the immense

mineral region of Ohio speedily developed.

Knickerbocker Life Insurance Co.

RATIO OF EXPENSE.

In looking over the last annual report of

this well managed company, we find that its

income exceeds $5,000,00.0, that it had 22,078

policies in force, which secured $68,589,268,

and that at the close of its last fiscal year the

Knickerbocker had a surplus capital over all

liabilities of more thau $1,250,000.

Thi3 exhibit speaks well for the amount of

the business done by the company, and of its

secure financial standing. It is unquestiona-

bly one of the most substantial organizations

of the kind in the country. But when we find

that in the transaction of this vast business

the ratio of expense is only 14J per cent, to

income, we feel that its management is worthy

of the highest commendation, and that it is

due to the company and the public that the

fact be more generally known.

The economical administration of the affairs

of a °rea.t corporation like this is such a merit

as is sure to promote success. Nothing in-

spires such confidence. It is indeed the

reform necessary iu all our insurance organi-

zations, and one that policy holders should

look to and demand, because to a large ex-

tent their safety depends upon it.

If the Knickerbocker can preserve in the

future the proud position of being about the

most economically managed institution of the

kind iu the country, it will lead in its line of

business, and verify the predictions of its

friends, who had faith in its success from the

beginuing of its prosperous career.

The net gaiu from the sale of revenue

stamps lor the month of July, 1870, over the

sales for the same month of 1869, was $71,-

067 10. The gain on spirits and fermented

smelting iron, and in iron manufactures, this liquors for the same period was $1,287,285.
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Louisville, Cincinnati A Lexington R. B.

FOURTH ANNUAL REPORT.

A beautifully printed pamphlet of eighty

pages, bearing the " Compliments of Wm.

Mahl, Auditor," reminds us that the "Louis-

ville Short Line" has completed another year

of successful operation.

The statement of President Green is a sat-

isfactory summary of the condition of the

Company, and will hardly bear excision, we

therefore give it entire. It is dated Sept. 1,

1870:

The consolidation of the Louisville & Prank-
fort and Lexington & Frankfort Railroad

Companies into the Louisville, Cincinnati &
Lexington Railroad Company, adopted at the

last annual meeting of the stockholders of the

two first mentioned companies respectively,

and under which ycu organized at the first

general meeting of stockholders of this Com-
pany on the 5th of October last, has been fully

ratified and confirmed by an act of the Gene-
ral Assembly, approved February 9, 1870,

with a proviso that your board shall hereafter

consist of twelve directors instead of nine, as

provided in the agreement of consolidation.

A supplemental act provides that ten of the

directors shall be elected annually by the

stockholders, the stock owned by the State of
Kentucky not being entitled to vote therefor

;

and that two directors shall be appointed an-
nually by the Governor so long as the State
shall remain a stockholder.

Further legislation authorized the issue and
sale or hypothecation of additional mortgage
bonds to the extent of SI, 000, 000, and of addi-

tional capital stock to an amount not exceed-
ing $1,000,000. Authority was also conferred
on this Company to construct and extend
branch roads through Scott and other coun-
ties, receiving and applying to such objects
county, city, or town bonds in payment for

subscriptions to the capital Btock of the Com-
pany as may be agreed.

FINANCIAL.

The $1,000,000 additional bonds authorized
have been issued, by order of the board of di-

rectors, payable 30 years after their date, on
the 1st of April, 1870, and bearing interest at

the rate of 8 per cent per annum; and a mort-
gage lien has been made, to secure the payment
thereof, on the property and franchises of the
Company, subordinate to liens previously ex-
isting. The greater part of these bonds have
been hypothecated as collateral in lieu and
substitution of the unsold preferred stock
hitherto pledged on the floating debt of the
Company, and in the negotiation of further
loans to meet the cost of the construction of
connecting roads at Louisville and into Cin-
cinnati About $500,000 of preferred joint

stock which was hypothecated for debt has
been thus retired.

The floating debt of the Company is, in

greater part, at long time, and, while it can
be carried on the bonds as collateral without
great inconvenience, is costing the Company
a less rate of interest than would be paid on
the proceeds of the bonds at any price at

which they could now be negotiated. Besides
the saving in interest, the Company has made
a considerable saving in premiums on gold
by making gold loans to meet our bills for

iron. Our second bonds are generally known
and treated as a good security, and with the

connections of our road completed and its

business established, will be sought for invest-

ment in our home market at a price materially

higher than they will now command. Should
no unforeseen trouble defeat the completion
of the Cincinnati and Newport railroad bridge

this season, and no great, financial reversion

unsettle ordinary moneyed values, we can
have no difficulty in disposing of the securi-

ties of the Company during next summer, and
liquidating the floating debt. The securities

of the Company already issued are sufficient,

even at the present market value, to pay all

the liabilities of the Company, build its con-
nections, and leave a balance of between
$100,000 and $200,000; but the Company
could not think of selling the preferred Btock

bearing 9 per cent, at anything near its pre-

sent market value. It is far preferable to

carry a small portion of the floating debt until

it can be paid from earnings, and sell no more
preferred stock.

CINCINNATI BRANCH

Your Short. Line branch road from Lagrange
to Covington, though still uncompleted, has

been open for business and in constant opera-

tion during the year past, and has made a
gratifying success in demonstrating to the

traveling and shipping public its comfort,

capacity and safety a 1* a first class road. But
the embarrassment of its unfinished connec-
tions, both at Louisville and Cincinnati, with

the necessary delay and expensive haul of

both freight and passengers, have deprived it

of the business to which its location and ad-

vantages entitle it, and essentially reduced
the profits on the business it does command.
These great obstacles have unavoidably exist-

ed a year too long; and have occasioned very

serious loss and embarrassment to the opera-

tions of the road and the finances of the

Company. «

CONNECTIONS.

The protracted controversy in the City

Council as to the route of connection through
Louisville has been terminated by a contract
between this Company, the Louisville & Nash-
ville Railroad Company, and the'eity of Louis-

ville, fixing a satisfactory route for the con-
struction of a connecting road at the joint

cost of the two railroad companies; and we
expect to be put in possession of the roadway
and commence work upon its construction by
the date of your meeting The iron has been
provided, and the connecting line should be

finished and in operation' by the middle of

November. The connecting road through
Newport will also be completed during the

fall; and we have the most confident assu-

rances that the railroad bridge across the

Ohio river at Newport will be finished by the

1st of December.
The funds required on our part to build

these connections have been arranged for, at

lung time and lenient rates of interest, on
pledge of the second bonds of the Company.
The strong companies with which we connect
at either end have exhibited a gratifying in-

terest and appreciation of the value of our
connections in the liberal aid they have agreed
to extend for its completion.

OPERATIONS OF THE ROAD.

I believe it is the history of all new roads
that the first year of their opening has never
developed the business they are to command

;

but in our case, operating an unfinished road,
with a long break over which we have to haul
at either end, against two competing roads
without these embarrassments, and witb

scarcely any county roads open to our new
depot9 on the line to command local business,

the earnings exhibited for the past year can
be no criterion from which to judge of or
scarcely to estimate onr future earnings. I

believe the earnings of the new line will be at

least doubled, and without any increase of ex-
penditures, after the completion of its con-
nections becomes generally known to the

public. The operating expenses, which for

the first five months of the pa8t fiscal year
look very large, but were necessarily greater

on account of operating a new and unsettled

road than ordinarily, have been reduced to

about an average of about $56,000 per month;
at about which standard, or not exceeding
$60,000 per month, they can be maintained,
even with a considerable increase of business
and earnings. These expenditures include

always a full monthly proportion of the annual
outlay for rails, ties, and other material and
labor necessary to keep up the renewals and
repairs of the road and equipments in the

best operating condition. The good condition

and qualityof the road bed, its tunnels, bridges

and culverts, are not only well maintained,

but annually improved.

Should our confident expectations of in-

creased business on the new line be realized

the net revenues of the Company will at once
exhibit a handsome margin above current lia-

bilities, on account of interest and dividends

upon preferred stock. But sound policy would
dictate that the stockholders should not be
urgent for a too hasty resumption of dividends

on the common stock. The first surplus earn-

ings available for dividends will be worth a

great deal more to the common stock if ap-

plied to the reduction of the floating deot and
the permanent retirement of the unsold pre-

ferred stock. The common stock of the Com-
pany is so small in amount, compared with

the length of the roads and value of property,

that a comparatively small margin of net

earnings above the interest account will pay
good dividends. If the policy thus indicated

be pursued, and no more preferred stock be
sold, I am sanguine that within a few years

the balance of the floating debt not paid by
the sale of bonds will be paid off from earn-

ings, and the common stock be in receipt of

dividends at the rate of ten per cent, per

annum.

CONCLUSION.

I can not conclude this report without ex-

pressing my profound regret at the great loss

to the Company I am sure you realize in the

retirement, from illness and subsequent death,

of my distinguished predecessor, the late Hon.
W. A. Dudley, the first president under the

present organization, and who had so long,

faithfully, and efficiently managed your affairs

as chairman of the joint committee of the two

previous companies. It is a sad reflection

that he could not have lived to conduct to a

brilliant success and complete the triumph of

his great enterprise in the projection and rapid

construction of the important and valuable

link in the great line of travel and transporta-

tion between the North and South, which

your Short Line branch road to Cincinnati is

destined to constitute.

In the practical business of operating the

road I have to acknowledge the invaluable

aid of our very able and experienced Super-

intendent, Colonel Gill. The Company has

been fortunate in securing the services of Mr.

Gimpekling as Asst. Supt., whose entire con-

trol in the movement of trains exhibits a

general success and freedom from collisions

or other mishaps that will compare favorably

with any other road in the country.
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The Company are fortunate in being able

to replace their late president with one who

so evidently Vinderstands the true policy of

the road. The stockholders will be wise if

they heed his suggestions upon the matter of

floating debt and preferred stock, and forbear

insisting upon full dividends for the present.

The amount of preferred stock is already

quite as large as the Company will find it de"

sirable to handle, and further additions at the

present depressed prices would be a positive

injury to the future financial standing of the

Company. The present advantage gained by

large dividends would be greatly outweighed

by the permanent debt saddled upon the

Company.

The statement of the President is followed

by the report of the Treasurer :

To construction
(Louisv. & Lex )$2,186,910 36

do (Cin. branch) 4,633,440 49
16,820,350 85

To real estate 62,290 10

bills receivable 6,320 12

sundry accounts 3,579 93

Stock in Louisv. & Jeff. Co.

Agricul Ass'n 5,000 00

do in Bagdad turnpike 2,000 00

do in Eminence " 3,000 00

Cash 50,717 64

$6,953,258 64

By capital stock. ..$1,620,800 00
st'k to be issued

for divid'ds. 2,682 82
$1,623,482 82

By prefd joint stk. 1,500,000 00
less do unsold.. 651,300 00

848,700 00

By funded debt—
L. C. & L. bonds due N. Y. 1900 1,000,000 00

" (Cin. br )
" " 1897 3,000,000 00

" (Lou. &F.)" " 1871 13,000 00
" •' " " 1871 13,000 00
!' " " " 1H71 2,000 00
" " " " 1872 8,000 00
" " " " 1873 11,000 00
" " " " 1874 5,000 00
" " " " 1875 13,000 00
" •' " " 1876 5,000 00
" " " " 1877 6,000 00
" " " " 1878 1,000 00
" " " " 1878 6,000 00
" L. & P. bds. " Ky. 1874 25,(100 00

' " Lou. city " " N. Y. 1881 100,000 00

UNDIVIDED EARNINGS.

Less Cin br not sold 332,000 00

L. C. & L. " 1,000,000 00
1,322,000 00

By State of Kentucky for right of

way on perpetual credit at

6 percent 74,519 50

bills payable 1,162,998 17

cash divid'ds nnpd. com. stk... 6,439 23
" " " city Lou. do. 920 30
" " " pref. jointstk 7,764 00

Profit and loss 343,434 62

$6,953,258 64

The elaborate report of the Auditor, con-

tained in 35 exhibits, is a comprehensive

view of the year's business. We regret that

our space permits only a condensation of it.

To balance July 1, 1869 $120,646 35
net earnings for the year from
July 1, 1869, to June 30, 1870 221,844 90

By interest on bonds. ..$207,762 06
div. on pref. stock 80,406 87
int. & disc, on loans 45,510 85

$342,491 25

333,679 78

i,8U47Balance July 1, 1870

GENERAL ACCOUNT.

The assets of the Company, in-

cluding road and equipment,
real estate, &c, are $7,027,810 06

The liabilities are 6,677,472 84

Balance to credit of income ac-

count $350,337 22

About $1,200,000 of the floating debt is in-

cluded in the liabilities, the rest represents

the funded debt and capital stock.

INCOME ACCOUNT.

To operating expenses $726,903 40
improvement account 9,255 01

State tax on capital stock 4,865 00
Int. on bonds $207,762 06
div. on pref. stock 80,406 87
int. & disc, loans.. 45,510 86

333,679 78

loss by defaulting agent 206 90
bills receivable, worthless 726 60
bal. to credit side gen. acc't... 350,337 22

$1,425,973 91

By balance on hand July 1, 1869 $477,010 50
transportation earnings 948,748 30
profits in conversion of scrip.. 215 11

$1,425,973 91

The expenses are classified as follows:

Passenger. Freight.

Conduct'g transp'n... $112,738 39 $111,341 42
Motive power 87,927 89 51,854 04
Maintenance way.... 194,569 90 83,386 82

" cars.... 31,238 56 29,253 39
General expense 14,592 34 10,000 65

$441,067 08 $285,836 32

The earnings are

:

Passenger. Freight. Total.

Passeng'r $502,378 88 $502,378 88
Freight $391,836 50 391,836 50
Express... 34,379 98 34,379 98

Mail 17,193 81 17,193 81

Telegraph 1,353 96
Miscellan'8 1,605 17

Total $553,952 67$391,836 50$948,748 30
Less ex-

penses... 441,067 08 285,836 32 726,903 40

Proceeds. $112,885 59$106,000 18$221,844 90

PASSENGERS.

No. passengers carried .440,615
No. " " one mile... 13,955,245
Average distance carried, miles 31 65
Earnings per passenger per mile, cents 3.60
Expenses " " " 3.16

Net earn. " " " 44
Revenue miles run by pass, trains 364 902
Earnings per mile $1 52.08
Expenses " ' 120.87
Net earnings per mile 31.21

No. tons hauled 180,603

No. " one mile 12,174,094
Average distance hauled, miles 67.41

Earnings per ton per mile, cents 3.22

Expenses " " " 2 34
Net earn. " " " 88
Revenue miles run by freight trains... 150,846
Earnings per mile $2 59.76

Expenses " 1 89 48
Net earnings per mile 70.28

The cost per train, per mile run, was
Passenger 21.38
Freight 28.56

Distributing 33.69

Total . .24.79

The total cost per train mile, in cents, was

Per passenger 120.87

Per ton freight 189.48

Total cost per 1,000 miles, in cents,

Per passenger 3,160.58

Per ton freight 2,347.90

There are 44 bridges on the line, the total

length of which is 7,816 feet, the cost for re-

pairs the present year has been $2,815.94.

Length of main line 171.10 miles.
" sidings.. 17.60 "

Total. 188.90

The equipment comprises: 26 locomotives,

22 passenger, 8 baggage and 6 express cars,

294 freight cars, and 183 construction cars.

There are employed on the road, 871 men,

an average of 5.03 per mile.

The total number of passengers forwarded

was 440,616; total mileage, 13,955,245; ave-

rage miles traveled by each passenger, 31.65.

The road has been remarkably fortunate so

far as casualties are concerned, and we may
ascribe this to the careful management of the

permanent way. Since the unavoidable acci-

dent to a bridge mentioned in the last report,

extraordinary precautions seem to have been

taken to guard against a recurrence. That

"an ounce of prevention is worth a pound of

cure," is nowhere better exemplified than in

railway practice. The cheap and careless or

overworked employee, by a little inattention

may cause a material loss of thousands of

dollars, and spread mourning through the

whole country. It is better to have an eye to

probable loss than possible economy.

The report closes with the acts consolidating

the two companies, and providing for the re-

presentation of the State as a stockholder in

the road, and the one authorizing the con-

struction of branch roads through Scott and

other counties.

We append a list of the officers:

Directors—Joshua F. Speed, J. Guthrie

Coke, J. W. Kalfus, J. M. Monohan, G Spratt,

J. B. Wilder, G. W. Sutton, M. C. Johnson, F.

K. Hunt, Henry Bell, for the stockholders
;

J. Lyttleton Cooke, E. D. Standiford, for the

State. Norviu Green, President; Joshua F.

Speed, Vice President; Samuel Gill, Gen.

Supt. , J. E. Gimperling, Asst. Supt. ; W. H.
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Beynroth, Secy, and Treas.; Wm. Mabl, Audi-

tor ; G R. Talcott, Engineer; Edward P.

Wilson, Gen. Freight Agent ; Henry Steffee,

Gen. Ticket Agent; Sidney B. Jones, Gen.

Pass. Agent.
a

Cincinnati, Snnduskj and Cleveland Rail*
road.

We have received the last annnal report to

the stock and bondholders of this interest, from

which we extract the following items.

President Sloahe says;

Since my last annual report the business of

the road has shown a stability which, under
the great competition to which we have been

subjected, is gratifying. The volume of our

business has increased, but rates have been so

low that the gross increase of earnings has

not been as great as would otherwise have
resulted.

We now compete at Sandusky with the Bal-

timore and Ohio Railroad Company, who have

a Lake Erie Division, by a perpetual lease of

the Sandusky, Mansfield and Newark Rail-

road, which line the former Company com-
menced operating July 1, 1869, and which
Company has made most extraordinary exer-

tions for business over its line to and from
Sandusky; yet, notwithstanding this diversion

of some of the business formerly transacted

over our road, our earnings show an increase

for the fiscal year of $15,C07 54, as will be

seen by reference to the report of the Treas-

urer herewith.

The condition of your property is such at

this time that, excepting fencing, and mason-
ry required by the City of Tiffin to cover two
streets, one on each side of the Sandusky
river, no more than the usual expenses of

maintaining your property, will, hereafter, in

all human probability, be required; and we
can safely speak of your road and property

as comparing favorably with any first class

line in the country.

During the year an important arrangement
has been concluded, being ratified by a large

vote of our Stockholders, for the completion

of the road between Springfield and Colum-
bus, Ohio, and for its perpetual lease to this

Company.
The road is to be completed by September

1st, 1871, and it is anticipated that it will

bring a large increase of business to our
main line. We shall then have the best and
most attractive route between Cincinnati and
Columbus, offering to the tourist or mercan-
tile traveler the inducements of such cities as

Springfield, Dayton, Middletown and Hamil-
ton, and traversing the most beautiful country
in Ohio.

In entering Cincinnati we shall have a great

advantage by reason of the location of the

railroad depot, readily approached without

running through streets, and trains not de-

layed by restrictions as to speed, and, at the

same time, most accessible to the city rail-

roads and carriages.

We must control between the terminal

points a great proportion of the local travel,

which is now large and rapidly increasing.

The travel over our road shows a fine in-

crease, and during the year not a single pas-

senger has been injured or killed.

The channel of Sandusky Bay is being im-

proved and deepeued, so that the commercial
importance of our lake port is increasing.

Put in-Bay and the Islands of Lake Erie,

more accessible from Sandusky than from any
other point, are becoming popular and favor-

ite places of resort lor the summer.

Large and convenient hotels, for the accom-
modation of the traveling public, have been
and are being erected, and these attractions

are adding to the passenger travel over our
road, which would increase more rapidly
than it does if we had better steamboat facili-

ties for the Islands, and it is worth serious

consideration whether we ought not to give

such assistance to some proper party, as to

induce the building of a steamer to run, spe-

cially in connection with our trains, to and
from the Islands.

The road between Carey and Findlay, which
was commenced the last, has, during the pres-

ent year, been completed, and is being ope-
rated with satisfactory results, justifying the

wisdom of the expenditure.

The earnings and expenditures are detailed

in the Treasurer's report as follows:

EARNINGS.

From Freight!.... $498,186 77
" Passengers 241,508 69
" Mails and Exp ...46,296 64
" Mile'ge, Rental,

Etc. 24,484 44

Total $810,476 54

EXPENDITURES.

Ordin'y Expenses and
R&newals $538,044 $0

Int. on Bonds and Pref.

Stock and Taxes 207,179 08
Sinking Fond 10,000 00

§755,223 58

Balance $55,252 86
Add avails of Assessments on C.

D. & E. Stock 4,889 60

$60,142 46

The comparative earnings for the year 1869

and 1870 are

Total Earnings 1869-70 ....$810,476 54
" " 1868-69 795,469 00

Increase $15,007 54

The financial status of the Company is ex.

nibited in this tabulated statement:

Dr.

Cost of Railway $5,840,623 30
Materials on hand 51,545 12

Bonds and Stocks 8,100 00
SinkingFund 67,523 69
Due from Railroad Companies,
Agents and P. O. Dep't 10,166 88

Individual Accounts 902 08
Bills Receivable 175 00
Cash at Transfer Agencies 5,348 64
Cash od hand 3,460 38

$5,987,845 09
Cr.

Capital Stock $2,967,800 00
Preferred Stock 428,646 44
Bonds—

S. D. & C, 1st mort...$988,000

East'n B'ds, not ext'd...$9 000
S. C. &Ind $350,000

C, S. &C $1,051,851 20

C , D & E., (exchangeable for

C.,S. &C.) 19,000 00 2,417,851 20
Interest on Bonds 24,873 95
Dividends on Preferred Stock... 4,078 87
Bills Payable 49,092 11

Pay Rolls and Taxes 36,132 95

Due for Materials..: 59,369 57

$5,987,845 09

It is interesting to know the annual earn-

ings of this popular line for the past seventeen

years :

1853-4 $705,783 21
1854-5 58K.777 79
1855-6 575,723 18
1856-7 686,190 69
1857-8 543,680 58
1858-9 577.958 58
1859-60 439.665 62
1860-1 '. 423,229 98
1861-2 „ ;. 430,130 43
1862-3 599,880 11

1863-4 600.162 16.

1864-5 710,924 15
1865-6 694,520 50
1866-7 668,041 21
1867-8 717,497 72
1868-9 795,460 00
1869-70 810,476 54

The Company owns 26 engines, and these

have run the past year 603,581 miles, at a

cost of 6 19-100 cents- for repairs, and 10 24-

100 cents for fuel per mile ran.

They have 31 passenger cars, 335 box, 66

stock and 165 fiat cars.

During the past year 560 tons of new rail

have been placed in the main track. The
Findlay branch has been laid with X rail

A new Howe truss bridge has been built at

Buck creek. A new bridge with stone abut-

ments has been constructed at points near

Bellefontaine, and a thorough overhauling of

the culverts of the road has been had, and;

valuable and extensive repairs made to the

yards at the principal shipping points ufon
the line, and to the cribbing in Sandusky

Bay.

A first class passenger honse has been

erected at Springfield. The station buildings

at other points on the road have been remod

eled, and the company's warehouse at Tiffin

largely improved.

The report is quite a satisfactory one, >e
suppose, to those who are interested in the

road. The managers have had a great deal to

contend with, and an unfavorable year for a

large business. That they have done their

duty well there can be no question, and that

they have shown skill and honeBty in their

respective departments is not to be doubted.

The road is now in excellent condition, equal

to the demands of the Targe traffic that the

present crops warrant us in predicting it will

receive. Yet this old and valuable work, how-

ever well managed, will never take its correct

position until it can command a portion of

the enormous business of the Valley of the

Miamis—possess an independent entrance to

the city of Cincinnati, and thus control a

large part of the lucrative business of the

South, and compete successfully with any

other route for the Eastern trade seeking the

South-west.

This connection ought to be had, and not-

withstanding the several abortive attempts

that have been made to secure these results,

the experiment ought to be tried again, now

that the times and circumstances are so pro-

pitious for its success.
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No compromises or negotiations with other

companies will ever answer the purpose.

These have been tried, we would suppose, to

the satisfaction of every sensible man. These

connections must be made, or this road must

forever remain a mere feeder to other lines •

i

valuable as a local thoroughfare, but a mere

fragment of what it is capable of being

Its present officers are

Rush R. Sloane, President and Superin-

tendent ; L. P. Wheelock, Secretary and

Treasurer; E. S. Quintard, Assistant Super-

intendent; John C. Buxton, General Freight

Agent; H. M. Bronson, General Ticket

Acent; L. H. Lewis, Auditor; Wm. Swans-

ton, Master Mechanic.

Baltimore & Ohio It. R.

We clip from the Baltimore Gazette of a

late date the following important statements

touching th« interests of this great thorough-

fare :

Two most important enterprises for the city

ot Baltimore, which are now rapidly approach-

ing completion, are the erection of the bridges

over the Ohio river, and the construction of

the Pittsburg and Connellsville Branch road.

In themselves they are valuable as affording

additional facilities for travel and traffic, and
as opening up new regions to Baltimore trade.

Yet. important as they are, they are really but

links in the immense development which the

powerful corporation which has its terminus

in Baltimore, and whose interests are bound
up with those of many of our citizens and
with that of the State itself, is at no distant

day destined to take.

The bridges over the Ohio are in themselves

connections from shore to shore, which save

tbe cost and trouble of transhipment. Yet,

so important is this, that the Baltimore and
Ohio Railroad has thought it a matter of

economy to expend $2,000,000 upon their con-

struction. The bridge at Parkersburg will be

completed within forty days, and will at once
furnish an uninterrupted line of rail communi-
cation between Baltimore and Cincinnati, as

well as Columbus and other interior towns in

Ohio. This line, as compared with Northern
trunk lines connecting with the seaboard, is

shorter than any other, and can be run at less

expense and in less time. In other words,

Baltimore becomes at once the cheapest port

of export and entry for a large portion of

southern Ohio, and the nearest large market
for western purchasers. Impressed with this

conviction, and determined to offer all facili-

ties to travel as well as to trade, tbe Baltimore

and Ohio Railroad has for several months
past been busily engaged in building and
stocking its road with first-class passenger

cars. To these are to be added next month
twelve pnllman palace cars, which will be put

on tbe line as soon as the Parkersburg bridge

is completed, four out of the seven river spans

already being secured upon the piers. The
short link of road connecting the Marietta

and Cincinnati road with Cincinnati will not

be Bnished until next summer. It is, however,

but seven miles long, aud by arrangements
already existing with another road, there will

be no interference with the operations of the

through route.

Montana territory has 20,580 popula-

tion, and also 18,000 Indians in tribes.

Mobile «fc Ohio Railroad.

Mr. L J. Fleming, the able Chief Engineer

and Superintendent of the Mobile & Ohio

Railroad in the 22d Annual Report of the

Compuny, among other very valuable informa-

tion gives the wear and tear of rails of two

divisions upon his road, and makes the fol-

lowing comment

:

In the thirteen previous annual reports I

have made, a detailed statement of the wear
and tear of each pattern aud brand of rail has
been given; but no opinion has been ex-
preised as to the quality of the metal or the
influence which form has had upon its dura-
bility. It is not generally known that the fish

bar joint fastening was first used in this coun-
try, on this road in 1852; and 411 miles of

the main track, and 14 miles of branches
were originally laid with fish bars, and the re-

maining 61 miles of main track with rails

weighing from 57 to 61 pounds per yard, with

cast and wrought iron chair-joint fastenings.

The fish bar rails in the main track wei^h
68 lbs per yard, and varj from four to four

and three-quarter inches in hight, with an
uniform width of four inches base; and tbe

chair rail from three and three-quarters to

four inches in hight and width. There were
289 miles of track originally laid with the fish

bar pattern of rail four and three-quarter in-

ches depth of section, and the fish bar fasten-

ing used on it is tbe heaviest and strongest in

the country. A part of it bas been in use for

17 and none less than 9 years. A part of the

chair rail has been in use 19 years, and none
of it less than 10 years. Careful observation

for 14 years of tbe different forms of rail aud
joint fastenings on this road has resulted in

the following conclusions:

1st. That, while the fish bar fastening was
a great improvement on any and every form
of chair, it requires the rail to be of thin and
deep sections, which causes it to laminate
more rapidly than the pear-headed pattern.

2d. That, as between the fish bar patterns
of the same weight, but of different form and
depth of sections, those approximating to the

pear-headed shape have, without regard to

makers been the most durable.

3d. That the 57 lb. rail, laid with the ordi-

nary lip chair, has worn as well as the 68 lb.

fish bar rail, four and three-quarter inches
depth of section, with the best and strongest

fish bar used in this country.

5th. That the deep, thin section is deficient

in lateral strength, and its extreme vertical

rigidity, when laminated, rapidly granulates
axles and all iron parts of the rolling stock.

When first used, there was great difficulty

in keeping the nuts on fish bar fastenings

screwed up; but this has been partially over-

come by "Star" and "Elastic" washers, and
by the simple and more effective plan of start-

ing the metal of the fish bar at the side of the

nut, when properly screwed up. But with

any ot these plans the fish bar fails to meet
the requirements of a good joint fastening,

viz: to make the joint of equal strength with

the solid rail.

As there is no material on, or in the vicinity

of this road suitable for good ballast, the ne-

cessity for a good joint fastening is more im-

portant than on almost any other road in the
country. No form of rail or drainage can
compensate entirely for the want of good
ballast; but with a good joint fastening and
proper drainage, the track can be maintained
in condition for a higher rate of speed than

the population or production will justify for

many years to come. With a view, therefore,

of deciding upon the best form of joint fasten-

ings, a series of carefully conducted experi-

ments were made to determine the compara-
tive strength of other fastenings, and with tbe

solid rail, and with the best form of fish bar.

The result was the adoption of the "Beeves
Suspension Joint," as approximating nearer
the strength of solid rail than any other, and
one mile of it was laid with a 57 lb. pear-

headed rail more than a year ago. The fas-

tenings have not been touched since laid;

they are still tight, and the track is as smooth
as the 68 lb. fish bar rail adjoining it.

The form of rail has, therefore, been
changed to four inches depth and width of
section, and the weight reduced to 63£ lbs.

per yard.

And in speaking of tbe connection made
with this city, via the Louisville Short Line,

and the contracted policy of attempting to

break bulk and slop passengers at Louisville,

Mr. Fleming makes the following pertinent

and sensible remarks:

The Louisville, Lexington & Cincinnati
Railroad, although not a direct connection,

has been completed, and forms a sh rter line

for travel and freight to and through Cincin-

nati. It was constructed of a five foot gauge,
but the city of Louisville, in grunting the
privilege of connecting its track with the

Louisville & Nishville road, has required the

gauge to be changed to 4 feet 8J inches, and
made a condition that no car shall pass
through the city of Louisville without tran-

shipment.

Philadelphia, Baltimore, Washington city,

Richmond, Petersburg, Augusta, and Macon,
Ga., Montgomery, and Cincinnati, are exam-
ples of efforts to prevent the union of tracks,

which for a time were successful ; and the
States of New Jersey and Ohio to make a
break of gauge and consequent transhipment
at State lines The commerce of railroads

has forced the connection of tracks, either

around, through or under these cities, and the

inventive genius of the country has devised
cars which are run on all gauges, from the

narrowest to the widest, and the traveler

through New Jersey and Ohio does not know
that iu passing the State line he goes upon a
road of different gauge. As in the past, so
will it be in the future, if the citie3 or towns
erect toll gates —either by requiring tranship-

ment, levying taxes or placing any other ob-

structions to the free passage of the traffic

—

the commerce of railroads will force its way
around, under, or through them This sub-

ject is alluded to, because this Company has
a large interest in Eastern freight, and (he

transportation of early fruits and vegetables

for tbe North and West. With the most care-

ful handling, this latter freight is materially

damaged by transhipment ; and the distance

to which it can be sent, and the area of coun-
try supplied, depend upon the time of trans-

portation.

The Registrar-General places the area
of London at 77,907 acres, which exceeds the

area of Philadelphia by less than 2,000 acres.

Paris has only 7,802 acres, Vienna 3,728
acres, and Berlin 6,253 acres. Birmingham
is in excess of the acreage of Paris, having
7,831 acres. Birmingham must be healthy,

for its rate of mortality is 16 per 1,000—tbe

lowest of all cities; the highest is Leeds—24
in 1,000.
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Valuable Railway Connections.

We learn from the Burlington Hawkeye that

the Toledo, Peoria and Warsaw, the Rockford,

Rock Island and St. Louis, and the Burling-

ton, Cedar Rapids and Minnesota Companies

have entered into such arrangements that

they are to be operated in close connection

lor both freight and passengers, thus making

a direct Una between Peoria and Cedar Rap-

ids. The Burlington branch of T., P. & W.

road is to be completed by the first of Janu-

ary next, when the full force of this contract

can be carried into execution.

The Peoria Transcript says of this arrange-

ment

:

This new line will prove of vast benefit to our
Burlington neighbors, as it will give them a

second and competing route eastward. It will

also be of great benefit to Peoria, inasmuch as

it will serve to swell our east and west, route

over the T., P. & W into one of the great

trunk lines of the country. We not only get

a new connection with the Mississippi, but we
strike Dorthwardly from Burlington over a
vast country hitherto almost inaccessible to

us. Few of our citizens have any idea of the

amount of traffic which we have had with

Northern Iowa in the past—especially in the

matter of wheat. All last winter wheat was
shipped here from Dubuque via the Illinois

Central to El Paso and then by the T. P & W
road to Peoria. The heavier share of all this

will, on the completion of the proposed new
route, seek our city naturally by way of Bur-
lington.

Northern Pacific Railroad.—Five hun-
dred barrels Minnesoto flour, which came from
St. Paul to Duluth over the new railroad just

completed by our Philadelphia capitalists

We are thus put one step nearer to the great

Northwest. From St. Paul to Duluth is about
one hundred and sixty miles by rail, from Du-
luth to Erie is about the same distance by
lake as from Chicaao to Erie, so that the

farmers of Minnesota are practically two hun-

dred to three hundred miles nearer to us by
rail than before the route was opened

—

Press.

Railroads in Russia.—Russia is the only

country in the world which now approaches
the United States in the extent of railroads

being built. Unlike the United States, how-
ever, it is obliged to import most of its rails.

The Cleveland and Tyne districts alone, in

England, are said to have orders from Russia
to the amount of £3,000,000 for railway mate-
rials of ail kinds. The Northeastern district

is producing railroad material at the rate of

1,700,000 tons a year, and increasing its fur-

naces, so great is the demand for railroads in

construction on the continent,

good varnish for iron is made as fol-

lows: Take oil of turpentine, and drop into

it, drop by drop, strong commercial of vitriol;

the acid will cause a dark syrupy precipitate

in the oil of turpentine ; keep adding drops of

vitriol until the precipitale ceases taking place,

then pour out the liquid and wash the syrup
mass with water, and it is ready for use.

Heat the iron to be varnished to a genlle heat,

and apply the syrupy product, and allow it to

dry; it will be found, on being dried, that this

varnish has become incorporated with the

surface of the iron, and therefore very perma-
nent and durable.

New Motive Power.—It is proposed to run
the street cars of Mobile by means of India
rubber appliances upon a new and ingenious
plan. Two bands of the rubber, two and a
half inches in diameter, and fifty-six feet in

length each, will be used. Each piece will

be attached to a separate drum, and as the

stretch of the rubber will be ten feet for one,
five hundred and sixty feet will be run off the
drum before it becomes necessary to use its

fellow drum. In running off this five hundred
and twenty feet, a distance of 14,175 feet, over
two miles will be traversed by c-be cars; the

other drum is then called into requisition,

and while it is propelling the car the exhaust-
ed drum is wound up by the same leverage
which the conductor uses to stop and control

the ear, and the only trouble the conductor
has is to stop and throw the lever off the drum
in motion, a simple operation, which can be
reversed in a minute if it becomes necessary
to stop the car. —Mech. & Inventor.

Cylinders in Narrow-Gauge Locomotives.
—An excbansre describes a new arrangement
which is spoken of as especially applicable to

locomotives on narrow-gauge railways: "The
steam cylinders are placed one above the other

in a center line between the driving-wheels,

the piston-rod from one being connected by
the connecting-rod to the crank of the front

driving axle, and that froii the other to the

crank of the hind axle. The cranks are

placed at right angles. By applying the

power to both cranks in a central line be-

tween the rails, the tendency of the engine to

oscillate is removed; whereas in the ordinary

mode of applying the power first on one side

and then on the other, the strain is constantly

in opposite directions, and the flanges of the

driving-wheels are moved more or less towards
the rails, thereby producing oscillation."

J6@*The Nautilus Life Belt is a recent Eng-
lish invention. The fastening of those last

made has been improved in an important man-
ner, so that there can neither be any escape of

air nor any unhooking by the motion of the

body in the act of swimming. The orifice ad-

mitting the air is closed by a metal disc, hol-

lowed on the inside, which presses on a rub-

ber washer, when the shank of the disc, which
passes through the air-hole and carries an eye
at the opposite end, is linked up close by the

hook. In some belts, which are made.with a

view to their use as life-buoys, the air hole is

very neatly and effectually closed by a screw,

which brings home the disc and makes a most
secure joint.

t appears from official statistics that

of the total imports into the United States

for the fiscal year ending June 30, 1870,

$415,847,213 worth were dutiable, and $46,-

508,950 free of duty; $268,481,274 worth
were entered for consumption, and $193,874,-

889 were entered for warehouse. Foreign
vessels carried nearly 69 per cent, of the

whole imports in 1869, and 67 per cent, in

1870. Of the total exports, 65 per cent, in

1869, and 62 per cent, in 1870, and of the

whole, 67 per cent, in 1869, 64} per cent, in

1870.

The tunnel under the Bosphorus pro-

posed by M. J Hadden, one of the chief engi-

neers of the Turkish government, would be a

tube suspended at about 35 feet below the

surface of the water, aud anchored with chains

to the bottom. A plan and section of the

tunnel may be seen in the Engineer.

nmbia, South Carolina, has an ice

factory where, at an expense of $11,000, from
40,000 to 50,000 pounds of ice can be turned
out per week. The process of manufacture
is simple : The ammonia is heated in a boiler,

and conveyed through a pipe to a cooling
box, and thence to a tank, where the water
intended to be frozen is kept in Beveral tin

boxes. The boxes are three feet long, seven
inches wide and three inches deep.

The Red sea, according to soundings
made by the Great Eastern while laying the

Indian cable, exhibits in some sections a fall

of 500 feet in a few miles, then a gradual rise

of 700 feet, and then a descent of 150 feet.

The greatest depth was 986 feet.

THE FIK.1I OF WK J. YOUNG A- CO.
Mathematical Instrument Makers, consisting of Wm. J.
Youno and Chab. S. Hkileb, was dissolved shortly he-

fore the death of Wm. J Young. The UDderBigned, the
late partner of naid firm (who was with Mr. Young con-
tinuously for Fifteen Years, will continue in the same
line of business, at No. 33 North Seventh street.
Cor. of Filbert.

fHAS. S. HELLEB.
Phii.abm.phia, August 1, 1870. 29-9-70, 27

RAILROAD TIES WAITED.
Office of the

CHESAPEAKE & OHIO I

54 Wiiliam Street. New York.)
) E R. CO.

J

New York.)

This Company are now ready to contract for Fife Han.
dred Thousand

5 O O, O O O
RAILROAD TIES, to be deliv-red dnring the ensnin?
Autumn and Winter, along the line of their road in West
Virginia Persons wishing lo propoee for furnishing the
flame may apply in person or by letter at this office.

15-9 70,3 C. P. HUNTINGTON, President.

GET THE BEST.

10, t © Words and Meanings not in other Dictionaries.

3000 Engravings. 1340 pages Quarto,

Glad to add my testimony in its favor.
' Prest. Walker of Harvard.]

Every scholar knows its value.

L*' H. Presoott, the Historian.]
•'"p he most complete DictUna y of the Language.
J. [Dr. Dirk, of Scotland.]

The test guide of students of our language.__ [John G. Whittier.]

He will transmit his name to latest posterity.

[Chancellor Kent.]

Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Elihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.

J

Sbo far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthoepiat-]

A necessity for every intelligent family, student, teacler

and professional man. What Library is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly.

Published by G. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

STEEL RA
The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
4»4 Walnut St., PHILADELPHIA.

CAMBRIA IRON 00.,
400 Chesnnt St.,PHILADELPHIA.

a-ai-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Kail,
Now fullv demonstrated to be the TRUE STEEL
EAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known
to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. L.. BOOTH & CO.,
Rochester, N. If.

HAVEN & ALLEN,
7'Z Broadway, IV. Y.

Le Van's
IMPROVED BOILER

HARR1SBURG FOUNDRY
AND

MACHINE WORKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MACEXmSTSP TOOLS,
StTCS AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, §c.

W. T. HILDRUP, Treasurer.

Hawkins- B>rthel & Burrall,

BUILDERS OF

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofs and Turn Tables. Alao

Howe's Patent Truss,

And other Timher Bridges, Roola and Tarn Tables. Cor-
rugated Iron Dnora, Shutters, and Iron Building Ma-

terial generally. Contractors for Filling, Docking,
and General Railroad Work.

Main St., Springfield Mass.

B. F. Hawkins. Geo. P. Herthel. W. H. Burrall.

Single Acting for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft and Connecting
Eod.

J8STFast and Loose
Pulleys, Steam Metal
Valves and Boxes fit-

ted up In the best man-
ner.

A3""Photographs k
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan&Co
S. B. Corner

24th & Wood Sta.,

PHLLADA,

30 6 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THBODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, Ac,
67 W. Sixth St., Cincinnati, o.

Circulars sent free. Established 1853.
19.1-70. IS

EDWIK J. HORNER,

Successor 10

McDANEL & HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington,.Delaware

L.RAND SCENERY!
{©"QUICKEST ROUTE-©*

SS Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPHIA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TO

w-a-sh ington
•FREEISzb

ISO CHANGE OF OARS
From Cincinnati Rnl+iTlinTO and nut ONE

orColumhus to JJCtJ- LlllUJi. C CHANGE
Philad* lphut and. New XorTi.

A
B
3

AG°G A
T
GfcH

r
Ec"K

d
s viaBaltimore k Ohio R. R

J. L. WILSON, Master of Transportation.
L. M. COLE, General Ticket Agent.
G. B. GIBSON, Qeni-ial Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jfilerson City, and all points on the Lower Mis-

sissippi River, and on the the Illiuoit,

Central Railroad.

TRAINS RVS AS FOLLOWS :

St. Louis, Evansville and Cairo
Mail 7:15A M. 10:55P.M.

Osgood Accommodation 3:10 P.M. 8:45 A.M.
Through Western Express 5:10 P. M. 8:30 P.M.
Night Express « 10:20P.M. 6:00A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

flennes time, 12 minutes slower than Oin'ti time.

For tickets or information apply at Offices. 13fc Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C.E. FOLLET.Ger.'ITick't Ag'l, S'.. Louis, Mo.

As in use on the National Despatch Line of

Cars, adapted to two or more gauges, for
information apply to

The Lobdeli Car Wheel, Tire & Machine Co.

Manufacturing Agents
:

Wilmington. Delaware, or
CHAS. ROl'Ii I'S «fc CO, ilostuu, Mass.

2-12-9, 62

THE LOBOELL

CAR-WHEEL.TIRE S MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofKailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL, Secret&ji

12-5-70,52
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ERIE RAIXamiLY.
1480 MILES under

One Management.

860 MILES without

Change of Coaches.

BROA9 GAUGE,DOUBLETRACK ROUTE
FOR—

EEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Pliiladelphia, ESaltiniore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPenns ylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND 18 FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TKAIKS SJAILY
Leave CINCINNATI from DEPOT, corner Fifth

aud Hoadley Streets, by Columbus, U., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. If..CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.L0 A.

M.; Urban.,, 10.29 A* M ; Galion, 12 57 I'.M.j

Mansfield, 1.40 P. M, West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akroo, 4.26 P. M.; Ranvenna,
6.10 P. M.; Meadville, 8.00 P. M. (Supper);

Susquehanna, 7.55 A. M. (Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives DaytoD, 12.03 A. M.; Urbana,
125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper); New York, . 7.00

A. M. Connects at ManBfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at. N. Y. with

T morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Gauge, arranged for hoth Day and Night Travel,

are attached to this train at Cincinnati and run through to

New York, forming the OnBy JLvue running through

S60 Miles without Change.

Roston and New Eiag-land Passengers,
with their Easgage. are transferred i'BEE
OF CHARGE in New York.

TO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hirii Street. New York, thus enabling parsengers to reach

he xj per portion of the city wittiout the expense and an-
noyance of a streetcar or omnibus transfer.

ypp The scenery along the entire route of the Erie

Railway is of the roost picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, will find in its ever changing landscapes sub
ects of continual admiration and interest

Baggage Check'd Tliroiig-h
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtafred at the Cornpanv 1

s Offices in Cin-

cinnati, 80 West Fourth Street. I15 Vine St.. 4 Burnet
House, arftl foot of Broadway, (Spencer House Block),

and at all principal Ticket Otfices-in the South and
South-west <V3f . R. BAEIR,W B SHATTUC, Gen\ Pass'r Ag't.

General Southern Agent.

Best Route to St. Louis and Cfocago

NDIAKAPOLIS,
CINCINNATI

lafayette" railroad
GreatThrougb Passenger Route from CINCINNATI to

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Citiesin the West,
North west and South-west.

^yTbel.3SA. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ' .20 am 12 4" am
St Louis and Springfield Express... 2.40 pm 7 35 am
*St. Louis aud Springfield Express. l".2u pm 3.42 pra

Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation...... 4.1<0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7.00am 10.15 am
Chicago Express 6.50 pm 9.311pm

Harrison Accommodation... 5.30 pm 7.10 am

ThroughTiekels can be obtained atthe Burnet House
Office, comerol Third and Vine ; River Office, corner of

Walnut Stieetand River; and at Depot, corner of Plum
and Peailstreets. the splendid Passenger Depot of the

I. & C. Railroad is about a roiie neaiertte businesscenter

of the city than the Depot of any other railroad, and with-

in afew squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON .Superintendent.

A. E. CLARK, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE

Eastern Express (Erie RailwayJ. 7:00 A.M. 6:30 P.M.
do do do ..9:45 P.M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 111:26 P. M.
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 P.. M.
do do do .... 2:30 P.M. 5:40 I'. M.
do do do ...6:30 P.M. 7:30 A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation 2:30 P.M. 10:-.'(>A. M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:20 A. A.
Muncieitlndianapolis 7:15 A. M. 10:25 P. M.

do do 6:00 P.M. 1:20 P. M
Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20A.M.
Hamilton Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincic-

jatitime.

For allinformation and throughtickets, please apply at

tneold office, south-east cornel of Broadway and Front; Bur
net House Office, corner Vineand Bakerctreets. and at the
respective depots. EastFrontand WestSixth streets.

D. McLAREN, Gen'l Superintendent.
SAM'L STKPHENSON, Gen'l Tick't Ag't.

Omnibuses call for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Litile Miami Railroads, still eont'nue to trans-

port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimoret New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE 4 CXICXMATI
SHOBMIIE RAILROAD.

On and after June 13, trains will run as follows :

mjtf* 6"> EXPUKSS Vaves Cincinnati 7.30 A.
1» *** » M. Daily (except. Sundays), felops regularly
at Walton, Elliston, Sparta, Liberty, Worihville, Camp*
bellsburg, Lagrange. Pewee Valley, Anchorage; when
flagged, at 8outh Covingt< n, Maurice, Independence, Bank
Lick, Verona, Zion, Glencoe, Eagle, Carrollton, Sulphur,
Fenoleton ; arrivi s at Louisville 12.05 P. id.

l^Jrf* tf£ SOUTHERN FAST E1XE leaves
l^Vo v Cincinnati at 1.20 P. M Daily (except
Sundays). Stops only at Walton, Worthviile, and La-
grange ; arrives at Louisville 5.20 P. M.

mTfb ft£ JflAflJL. leaves Cincinnati 5.00 P. M.!""• C9 Daily (except .-undayr-). Stops regularly
at Walton, Ellist n. Glencoe. Sparta, liberty, Worthviile,
Camphellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flugged. at Somh CovingtoD, Maurice, Inde-
pendence, Bank Lick, Verona, Zion, Eagle, Canollton,
Pendleton ; arrives at Louisville 10.00 P. M.

r$J rfk "B ft NIGHT EXPRESS leaves Cin-i»V» M.X9 cinnati at 11.15 P.M. Daily (except
Satuidays). Stops regularly at Worthviile, Lagrange, and
when flagged- at Walton, Verona, i lliston,* lencue- Sparta,
Liberty, Eagle, Campbellsburg. Sulphur, Pendleton Pewee
Vahey, Anchorage; arrives at Louisville at 5.00 A. M.|g

JJj= No. 6 connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14 P. M., Lexington
7 45 P. M., QUICK TIME.

H^T
3 The Beat Route to the South More Daily Trains

and Quicker Time than any Line from Cincinnati.

.HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hmnpton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easion
with the Lehigh Valley Railroad and its connections,
forming a direct line to Pittsburg and the West, witnout
change of cars.

ALLENTOWN LINE TO THE "WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through trom New York to Chicago.

FALL ARRANGEMENT.
Commencing AuguBt 30, 1H69. Leave New York as

follows
.'

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, TuckhannuCk
&c-
7:15 a. m.—For Somerville.

8:30 a in.—For Flemington, Junction, Stronisburg
Water Gap, Scranton, Kingston, Pittston, Great Beud,,&.c.
12 in.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville. S'oranton, Harrisburg. Ac.
3:3© p. ui.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. ian.—For Somerville.

5:25 p- in-- For Somerville and Flemington.
6 p. m.— For Easton and intermediatestations.

7 p. in.—For Somerville.

7:20 p. m.—Emigrant—Stopping only at the princi
pal stations.

9:OOp. m.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Satuidays only.

FOR THE WEST.
9 a. m.

—

Western Express, daily, (except Sundays,J
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
chsinge to St Louis. Connects at Harrisburg for Erie aud
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton. Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cara
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad lor all sta-

tion^ to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, tor Easton"
Allentown, Reaiiing, Hp./risburg, Pittsburgh, and the West

.—connects at Harrisburg with train for Williamsport, Erie

&c
Sleeping cars through from Jersey City "to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:!5., 8:30, 9., 9:20, 1n:30, llNda.m-l'Jm , 1:(0. 2:M>
3:01), 3:31), 3:45,4:15, 4 3i !

, 4:45, 5:10, 5:25, 5:45. 6:u0, 6:25,
7:00.7:2 .7:40, 8:>0 9:0t>, 9:40 10:45. 1 1:50 p. mJ

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, fool of Liberty st., N. Y.,
atNo. 1 Astor House; Nos. 254, 271. 520 Broadway ;?f

No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER,.Superintended
H. P.Baldwin, Gen Pass.AgU
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Rnilw ;tj- Signals,

We copy the following from the Chicago

Railroad Gazette of Oct 1st:

Among the important items of railroad im-

provements in these days of " special New
York expresses," is that of signals, which
show the engineer as he approaches a station

at a high rate of speed that switches are right

and that he is sure of going safely through.

This by day is shown by various devices. At
Dight lights can be used to signify the same
thing, and our best roads either have in use

or are adopting some device for this purpose.

Several accidents within the past year have
impressed upon the minds of those interested

the necessity of this. This subject has been
discussed, numerous experiments tried, and
many kinds o( lighted switches invented It

matters little which is used, but it is certain

that our first-class roads can not afford to go
without some one. Another item seems to

have been overlooked. Within the las't few
years the telegraph has come into general use

as an aid in the movement of trains, but as

yet no perfect system of signals has been
adopted by which those in charge of trains

can know as they pass stations whether orders

may be expected or not. They may spoIi sig-

nal to stop for orders—or they may not see

anything. If one is seen they know they must
stop. If not, they are uncertain about it. If

this signal is in the hands of a man, he may
Dot always be in the same place, and thus the

engineer is not sure where to look. The man
may neglect to show any signal at all. Many
cases of this kind have occurred—one was
noticed on page 604 of the Railroad Gazette
of September 24. In that case the telegraph
operator had been instructed to hold one
train until another arrived from the opposite

direction, but falling asleep, it passed unno-
ticed by him, and a collision followed. Had
some good signal been used, this could not

possibly have occurred. And by a good sig-

nal is meant one that is positive in its informa-
tion to the train. It must show that there

are orders or that there are none, and leave

nothing in doubt. An engineer is not satis-

fied when he does not see a signal of danger
at a switch— he wants to see a signal of safe-

ty. So with the "telegraph order signal."

We must have something that is a safely sig-

nal as well as one of danger. We are glad to

know that one road running out of this city

is moving in the right direction, and the re-

sult of their experiments has been the produc-
tion of a signal which with Miller platforms
and steel rails and palace sleeping cars, must
become a fixture upon roads that have the

safety and comfort of their patrons and em-
ployees in mind. Let us hope for an early

development and adoption of ihis or some
other equally good device.

And we clip this item from one of our ex-

changes, the name of whioh we have for-

gotten :

An electric railroad signal has been in-

vented by Mr. Robinson of Pioneer, Pa.,

which consists of electric wires so arranged
that about a mile and a half or two miles from
a crossing the car wheel will press a wire
against the track, completing the circuit, and
setting a bell to ringing, which continues un-

til the train has passed the crossing, when
the circuit is broken and the bell ceases.

Again, a mile or two from a stathm a wire is

placed, which is pressed agaii.oi liie Hack ij)

each wheel and springs- up on the removal of

the weight. Thus with each completion of
the circuit a tap is rung on the bell at the
station, and the direction, distance, rapidity

and length of the approaching train is desig-
nated. When a switch or drawbridge is out
of place the approaching train will sound an
alarm at the station and throw up a signal to

warn the engineer of his danger.

About a year since we discussed at some
length in the Record the necessity for some
more complete system of railway signals than

any in use in this country; and at the same

time we gave such a description as we could

of the various systems of railway signaling

used in Europe.

Our atteulion was directed to this subject

at that time by the exhibition in this city at

our Chamber of Commerce, of " Natcher's

Telegraphic Railway Alarm," which operated

so successfully and seemed capable "of meet-

ing every demand that can be required of such

an invention.

For some time after this public display at

the Cincinnati Chamber of Commerce, we had

this machine in our otfice, and from time to

time subjected it to the most thorough tests,

and after finding that it fulfilled all that was

claimed for it by the inventor, and believing

it to be perfectly practical, we gave as full a

description of it in our paper as we were capa-

ble of doing, and urged its adoption upon our

principal lines of railway.

Our article attracted considerable attention,

and it was copied in several of the scientific

journals of the couutry, as well as in some of

our largely circulated dailies, and we received

several letters from leading railway men in

different parts of the Union making further

inquiries about this invention, and expressing

a desire for its success. All these we an-

swered as well as we could, and urgently re-

quested that the principle be applied to an

operating road, and put to the most thorough

test.

This interest gave rise to the organization

of a company of gentlemen in this city, who

proposed to manufacture and attach the Alarm

to railways, and who at once made known the

merits of the invention to the executive of

every railway in the United States, and the

terms upon which it could be had (which were

very moderate), and, in fact, all the informa-

tion concerning this valuable improvement

that would be likely to secure its adoption

upon such railways at least as afe under the

supervision of enterprising managers.

We learned from the president of the com-

pany that this effort called forth an extensive

correspondence with railway men, who ex-

pressed the necessity for such an improve-

ment, and their desire for a trial of this one,

but not a single order for its application was

received, and even the attempt to secure the

right to place it upon some of our roads at

the expense of the company as an advertising

experiment was discouraged and rendered

fruitless. After this, no I'siillit-r i-ff.-rts were

made. The time fur the adoption of such an

improvement had not come. Railway mana-

gers, however much they desired such a thing,

were evidently unwilling to make the experi-

ment where the least cost or risk was to be

taken.

In the mean time we have paid some atten-

tion to the accidents that have occurred that

would have been prevented by the use of this

invention, and they run into numbers so high

and into values so great as to be absolutely

astounding. In nearly every instance, where

the damages were measured by dollars, it

amounts to many times more than the cost of

applying this means of prevention. And if to

this cauld be added the incidental and un-

measured cost peculiar to almost every rail-

way accident, it would so shock the public

mind, and even the sense of the most economic

railway manager, as to seem positively crimi-

nal to delay the trial of any reasonable means

that are offered to avoid such catastrophes.

Even their daily occurrence, and the public

familiarity with such events, would not shield

from censure those who are guilty of this

gross neglect, to call it by no harsher name.

The conscious want of something of this

sort prompts the genius of the country to sup-

ply it, and every few weeks we find announce-

ments such as we copy into this article.

There are now patented in the Uuited States

upwards of oiie hundred plans of thorough

railway signaling, doubtless many of these

are valueless, but many of them are practica-

ble, and the best of these ought to be put to

the ordeal of demonstration. Sooner or later
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railway managers will be compelled to recog-

nize the value of such improvements, and

railway companies, both as a protection to

their investments, and to satisfy the public

requirements, to adopt them. Any accident

of unusual magnitude, or a series of them, as

sometimes unaccountably occurs, and that

might have been avoided by the means pro"

posed, will quicken the work, and bring all

parties in interest to their senses. It was

only after such events in Europe that a more

perfect system of railway signaling was con-

sidered and that resulted in the adoption of

the semaphore and dial now in use there.

We have no direct interest whatever in any

of the inventions for the purpose suggested,

yet we have given this matter a great deal of

consideration, and are convinced that the per-

fect plan must admit of the signals being

given electrically, and that they must be by

sound, rather than by various colored lights,

or flags, or any other means that depends

upon the distinguishing power of sight alone,

and that, as far as possible, they should

be,, so to speak, automatic ; we mean by

that, made by the train or the locomotive,

instead of relying upon the action of men,

the best of whom are subject to infirmi-

ties that incapacitate them from attend-

ing these important duties. Aberrations of

intellect, sickness, physical exhaustion, color

blindness, and numerous other troubles hu-

man "flesh is heir to," are often causes of

those dreadful accidents that startle the coun-

try, and for which coroners' juries find " no

one to blame."

It was because we found Natcher's Tele-

graphic Alarm capable of meeting more of

these requirements than any other plan that

had come under our observation, that we gave

it the indorsement of which we have spoken.

And we still think it is in nearly every respect

superior to anything else in existence for the

performance of such services. It is simple,

of easy and cheap adaptability, certain in its

operation, and capable of a diversified work-

ing. It ought to be put to the test in this

city, and the result announced to the country,

aad if it is what the inventor claims for it, and

what we think it is, it will speak its own

merits, and soon command respect.

A Grand Project.

We learn from a reliable source that a com-

pany of able northern men have taken control

of the road from the harbor of Port Royal,

and made arrangements to extend it to Kan-

sas city by way of Memphis. This will take

it through Opelika, Tuscumbia, and through

Alabama to Memphis.

This is a grand scheme, not only in a local

sense, but as a new line for the transit of

western products to the magnificent harbor of

Port Royal.

We hope the work will go on.

Tbe Kansas Pacific Railway.

We give below a synopsis of the earnings

and expenses of this important thoroughfare,

and an exhibit of comparative distances from

Denver and San Francisco to important inte-

rior points where connections can be made

with the principal business centers of the

country.

EARNINGS AND EXPENSES.

The comparative earnings and expenses for

the first three months were :

18(59. 1870.

Earnings $353,209 $617,551

Expenses 273,723 375,935

Increase gross earnings 204,341
Increase expenses 102,213

Net earnings 79,486 241,615
Increase net earnings 162,128

The comparative earnings for the second

three months, month by month, were:

1869. 1870.

April—Earnings $217,914 $314 283

Expenses 93,291 173.054

Net earnings 124,622 141,229

Increase gross earnings 96,368

Increase expenses 79,762

Increase net earnings 16,606

May.—Earnings 222.163 349,226

Expenses 107,571 198,527

Net earnings 114,592 150,799

Increase gross earnings 127,063

Increase expenses 90,956

Increase net earnings 35,207

June.—Earnings 188,417 363,256

Expenses 112,915 206.012

Net earnings 75,502 157,243

Increase gross earnings 174,838

Increase expenses 93,097

Increase net earnings 81,741

The total of earnings and expenses for the

first six months was :

1869. 1870.

Earnings $981,705 $1,644,317

Expenses 587,500 953,530

Increase earnings 662,612

Increase expenses ».. 366,029

Net earnings 394,204 690,787

Increase net earnings 296,583

THROUGH AND LOCAL BUSINESS.

In his report for 1'869, President Perry es-

timates the gross earnings for 1870 as ap-

proximating $3,000,000, and those for 1871

at $4,0Q0,000. The earnings for 1870, it is

seen, would amount to $3,250,000,*kt the rate

of the first six months, on the uncompleted

road ; while the last four months, three of

which are always those of increased business,

will be on the entire through line to Denver

and Cheyenne—receiving not only the busi-

ness of Colorado, but more or less of the

through business from the Pacific coast com-
ing over the Central and Union Pacific roads

to Cheyenne. At the rate of the first six

months, the net earnings for 1870 would

amount to $1,381,574 78. The gross earnings

for 1869 were $2,225,850 11; the operating

expenses, $1,386,180 02, making the net

earnings $839,670 09.

'

As a basis of computation it is necessary to

say that the distance from Kansas city to

Denver is 637 miles ;
from Cheyenne to Den-

ver 106 miles, and from Cheyenne to Omaha

via U. P., 516 miles.

Denver to St Louis, via K P & N Mo
roads ,

Denver to St Louis. DP, D P & K C,

St J & C Bl, etc..'.

Denver to Boston, via K P, N Mo and
Vandalia route

Denver to New York, via K P, N Mo,
Vandalia and Allentown

Denver to New York, via K P, N Mo
and O & M roads

Denver to Philadelphia, K P, N Mo and
Vandalia

Denver to Philadelphia, K P, N Mo and
O & M

Denver to Washington, K P, N Mo,
Vandalia and B & O roads

Denver to Louisville, K P, N Mo and
Vandalia

Denver to Louisville, K P, N Mo, and
O & M

Denver to Cincinnati, K P, N Mo and
O & M

j

Denver to Chicago, K P, N Mo, and Ch
& Alton

Denver to Chicago, K P, H & St Jo,

and C, B & Q
Denver to Chicago, DP, UP, etc

San Francisco to New York, C P, U P,

D P, N Mo, Vandalia, etc

San Francisco to New York, via Oma
ha, Chicago and Detroit

Denver to New York, DP, UP, Chi-

cago, etc

Denver to Philadelphia, D P, U P, Chi-

cago, etc .

Denver to Boston, D P, U P, Chicago,

etc

Denver to Baltimore, D P, U P, Chica-

go, etc

909

1,095

2,110

1,958

1,992

1,882

1,916

1,873

1,257

1,229

1,249

1,189

1,126

1,114

3,461

3,225

1,993

1,937

2,122

1,914

Grand Rapids &• Indiana Railroad.

APPOINTMENT OF OFFICERS.

The following appointments have been

made on this road, dating from October 1 :

Chase Gorham, Sup't; H. D. Wallen, Ass't

Sup't Southern Division
; John L. Shaw, Ass't

Sup't Northern Division ; Wm. P. Shinn, Gen.

Freight Agt. ; F. R. Myers, Gen. Pass, and

Ticket Agt.; F. A. Garham, Auditor.

This road is now open 200 miles north of

Fort Wayne, and trains are running regularly

to Paris, Michigan.

This is one of the projects that has passed

through nearly every ordeal known to railway

building in America, and more than once it

has seemed to be dead, but the scheme was

one of real merit, and could not be killed,

however badly it might be scotched.

We are glad it is so far along as now to

leave little or no doubt of its completion

within a reasonable period to the Straits of

Mackinaw.

And when the line is thus completed, and

its business established, it will be found that

all we have claimed for this great work in the

Record, for the past ten years, will be fully

verified.

We have the pleasure of knowing some of

the parties who now have charge of the road,

They are first class men and will add greatly

to the importance of the work they have in

charge.
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Tbe Southern Railroad.

In considering the question of "Ample rail-

road facilities from the Ohio river to the cen-

tral South," the Southern Commercial Con-

vention, held in this city last week, adopted

the following preamble and resolutions as its

sentiments

:

Whereas, Railroads tend to increase pro-

duction, consumption and the general develop-

ment of the resources of the country through

which they may pass, thereby augmenting the

general prosperity and wealth of the whole

country; and

Whereas, There are no direct railroads

running from the Ohio river to the Central

Soulh through a large portion of the great

States of Kentucky, Virginia, North Carolina,

Georgia, Alabama and Tennessee, to the har-

bors of the Atlantic and Gulf coasts, including

that great belt of country lying between the

third and eighth meridian west longitude from

Washington, abounding in agricultural and

mineral wealth as yet almost entirely unde-

veloped ; therefore, be it

Resolved, That this Convention recommend
most earnestly to the favorable consideration

of the Legislatures of the different Stales, and
also to the counties and municipal corporation

authorities through which they may pass and
terminate, the following projected lines of

railways, and respectfully ask that liberal

legislation be granted and a generous support

extended said lines by those whom they will

directly as well as for the general benefit that

will be derived by the country at large. Said

roads which your committee especially recom-
mend for the approval of this Convention are

the following, to-wit

:

1. Cincinnati Southern Railroad.

2. The Louisville & Chattanooga Grand
Trunk Railroad.

3. The Cumberland & Ohio Railroad.

Resolved, That this Convention urges upon
the General Assembly of the State of Ken
tucky the necessity of granting a charter to

the Cincinnati Southern Railroad from Cin-

cinnati to Chattanooga, or to such other point

south as may be deemed advisable by the

trustees or corporators, and that the line

should be as direct as possible.

Railroad Bonds.

A late number of the New York World, in

an able article upon the profit and security of

American investments, speaks of first mort-

gage railroad bonds in the following flattering

terms.

We fully concur in all that is therein ex-

pressed, and desire to simply add, that if

these securities were sustained by our capital-

ists, and not made speculative and bought at

such depressed rates as frequently to compel

a poor construction of the roads mortgaged to

secure them, they would never fail to yield

their full promise, and be as substantial and
certain as the best securities jthat are offered

in the market.

The investment capital which took alarm
and was withdrawn from the market on the
first news of the war is beginning slowly to

recover confidence, and is seeking for invest-

ments. The current of domestic investments

is again beginning to flow into first-class rail-

way mortgages. The extraordinary business
transacted in Central Pacific bonds during
the week—greater on some days than in Go-
vernment bonds, shows in what direction the
tide of investment capital is beginning to

flow. Some of the new railway bonds adver-
tised for sale are also moving more freely.

The experience of the past has shown that the

first mortgage bonds on American railroad

property will challenge comparison with any
security anywhere for safety. The total

amount of funded debt on the railroads of the

Northern and Western States amounts to the

vast sum of $662,000,000. The bulk of this

capital has been raised in the Dnited States,

and is still held for investment here by our
citizens. Out of this large sum at the pre-

sent time all the companies pay the interest

on their first mortgage bonds, excepting one,

viz: the Atlantic & Great Western Co It

will be difficult to find any other class of in-

vestment in the world to the extent of $662,-

000,000, a sum equal to about one-third of our
national debt, which can show so trifling a

default in interest, with no loss at all on the

principal.

Our vast railroad system has been created
mainly by domestic capital. During the past
year about 5,000 miles of railroads have been
constructed. The lands through which they

run have been increased in value from 300 to

2,000 per cent, since the opening of the roads;

or, in other words, lands which were unsala-

ble before the roads were built, at 80 cents to

$1 25 per acre, are now in demand at $3 to

$20 and $30 per acre.

A Canadian Pacific Railway.

The following article we find in the Chicago

Railway Review, condensed from a letter

upon the subject published in the New York
Times.

It is an interesting subject to our people

just now, as the Pacific Railroad question is

uppermost, and this one may be said to have

been prompted by our success in the construc-

tion of the Union Pacific, and of its extensive

business and probable profits.

The project of constructing a continuous
railway wholly through British territory, to

connect the Atlantic and Pacific oceans, is

about to prove a reality, for the Dominion
Government have decided to take the matter
in hand, and with the assistance of the Gov't

of Ontario intend to build it with as little de-

lay as possible. Although no actual surveys
have been made, it is ascertained that the

difficulty of running a line to Ft Garry, and
thence to the Pacific, is less formidable than
represented. The cost of construction will be
very great, not so much on account of the

difficulties of the route as the fact that few
facilities offer for building a road much of the

way through a wilderness, with only interven-

ing barren spots. The long stretch of prairie

will, in some measure, compensate for the

heavy work to be done before reching it, but,

nevertheless, the cost will be immense. The
road will run too far north of the U. S. bound-
ary for any assistance from that quarter, and
as nearly everything used in the construc-

tion, and all that is required for the supply of

those engaged in the work must be drawn
from Ontario, the expenditure will necessarily

be greater than if the route were through a
settled country.

THE STARTING POINT.

Montreal and Ottawa have been mentioned,
but it may be found desirable to have the

connection with the Grand Trunk further

west, particularly as Ontario is to bear a large

portion of the cost. Montreal and the rest of

the Dominion eastward would be sufficiently

well served through connection with the Grand
Trunk, however far westward the starting

point might be. As the Grand Trunk and
the Inter-colonial Railways will necessarily

form liuks in the great chain of interoceanic

communication, the Dominion to the east of
Kingston should be satisfied with the starting

point anywhere west of that place.

THE ROUTE.

Taking Montreal as the point of beginning,

the line would pass north of Ottawa, and not

touch Ontario until reaching the mouth of the

Montreal river at the head of the great Otta-

wa valley. Supposing, however, it were to

strike Pembroke on the Ottawa, a pretty direct

route would be obtained to the head of Lake
Superior, by taking the south side of Lake
Nipigon, which is the highest of the lakes of

the St. Lawrence range. It is 95 miles long,

65 wide, and 400 feet above Lake Superior.

Beyond Lake Nipigon, and nearer Ft. Wil-

liam, the greatest difficulties will be encoun-

tered. In some places the elevation of the

country is 1,000 feet above Lake Superior.

Parties interested have started with the design

of finding a more accessible route. From Ft.

William, which will be left some miles on the

south, the route to Ft. Garry will be compara-

tively easy, only some 30 miles of hilly coun-

try intervening. There is no reason to doubt

the practicability of running the line through

the interior by the valley of the North Sas-

katchewan, the river Athabasco, and the Yel-

low Head or Leather pass, to the Upper Fra-

ser river, and descending it to its tributary, the

Quesnelle river, and from it across Bute inlet

on the Pacific. A passage through the Rocky
mountains may be had at Leather pass with-

out much difficulty. The advantageous nature

of the country is such that in 1862 a party of

150 emigrants made the passage with ease.

They left Ft. Garry in June, and got through

in sood time. So gentle was the ascent that

they did not know they had passed the moun-

tains till they found the waters flowing west-

ward. It is evident, therefore, that the great-

est obstacles are to be met with at the point

spoken of near the head of Lake Superior, and

immediately beyond Lake Nipigon. Difficul-

ties less formidable occur before reaching the

last named lake, and a short distance of the

route west of Ft. William likewise presents

obstacles which, however, will be easily over-

come. To find- an easy route all the way

would be out of the question, but it is safe to

assert that were the facilities of construction

as good as they usually are through settled

districts, the road would not be more difficult

to make than the Inter-colonial.

ADVANTAGES OF THE LINE.

It is claimed to be much shorter than the

route through the United States. The dis-

tance between New York and the Pacific is

put down at 3,284 miles, while from Montreal,

by the Canadian route, it would be 2,846, or

438 miles less. Adding from Montreal, via

the Inter-colonial, to Halifax, 843 miles, and

2,467 to Liverpool, this route from England

would be 200 miles shorter than by way "of

New York to the Pacific. This is held to be

a decided advantage, and as freight could

leave the railway either at Montreal or Que-

bec, the cost of transportation might be greatly
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lessened. As a through route the difference

in favor of the Canadian one might be of im-

portance in shortening the trip between Liver-

poo! and the Pacific coast. Of course it is

calculated that something more than the mere

traffic and travel between the different pro-

vinces of the Dominion would be secured, for

a continuous line fe m ocean to ocean would

unquestionably draw a large share of the car-

rying trade between Eastern Asia and Europe;

in fact it would be counted a rival to the

existing Pacific Railway. The Canadian go-

vernment having in view the annexation of

British Columbia to the Dominion (that of the

North-west being accomplished), appear to

think a railway to the Pacific a necessity,

particularly as the Inter-colonial will require

a more extensive feeder tuan the Grand

Trunk.

It may well be doubted if the resources of

the country are adequate to the demand when

the road comes to be built. The expenditure

of some $80,000,000 or $100,000,000, at pre-

sent, would be too much to bear, yet the at-

tempt is to be made. The enlargement of the

St. Lawrence canals would have been more

popular, and it is evident that a mistake is

beino- made in committing the country to a

Pacific Railway when the demand for the im-

provement of the present channels of trade is

so loudly demanded. There has, beside, been

so much corruption in connection with rail-

ways constructed or aided by the government

that the propriety of their undertaking such a

vast enterprise may well excite discussion and

create distrust.

What Southern and South-western Vir-
ginia Is Doing for a Railway Connection
Between Norfolk and the Ohio Cities—
Cincinnati's Interest in That Line of
Connection.

Public Lands and Railroads.—The Com-

mercial Convention, after a thorough discus-

sion of this much vexed question, adopted the

following resolves

:

Resolved, That it should be the settled

policy of the United States to regard the pub-

lic lands not as capital or a source of revenue,

but as a means of increasing the population

and enlarging the wealth of the country ; and
to this end the Homestead law should be sus-

tained, and in regions where the settlement

of the country is necessary to give value to

the lands and promote the interests of the

people, such appropriations of alternate sec-

tions as may be necessary to secure these

objects must be considered beneficent and
wise. But the public interest imperatively
demands that such lands, whether reserved

by the Government or appropriated to aid

public improvements, should be held for the

benefit of actual settlers at an average price

not exceeding $2 50 an acre; and every ap-

propriation of public lands for these purposes
should be accompanied by such limitations,

restrictions and conditions as will compel
corporations or other grantees, under penalty

of forfeiture, to seek profit by promoting the

settlement of the country, instead of specula-
ting in the lands intrusted to them ; secure
the prompt construction of the public works
in aid of which they are appropriated, and
protect to the fullest extent the interests of

the Government and the rights of actual
settlers.

Resolved, That a committee of three be ap-
pointed by the Chair to memorialize Congress
upon thi3 subject, setting forth the views en-

tertained by this Convention.

»}
Burnet House,

Cincinnati, October 6, 1870,

I find the people of this beautiful, wealthy

and prosperous city taking a lively interest in

railroad connections southward, but I do not

find then) possessing a thorough acquaintance

with railroad enterprises in one important

portion of the Southern country.

I allude to the fine grain-growing, grazing

and mineral region, composed of South-east

Kentucky, East Tennessee, South west Vir-

ginia, and North-west North Carolina. This

region is the Switzerland of our cis-Missis-

sijipi portion of the continent. But, though

more broken than the rest, its mountains are

covered with forest or blue grass, to their

tops, and it presents as large a proportion

of cultivable land as almost any other country

of equal area. It has at one time been pro-

posed to make of this fine region a new State,

to be called Erankland.
I am sure that this country would purchase

the larger portion of its manufactured articles

in Cincinnati, if only it possessed facilities of

access to your city. I have been struck with

the excellent quality of the articles manufac-

tured here, as compared with the quality of

those which the people of my country pur-

chase in Eastern markets. The styles, for

instance, of carriages, wagons and other

wheel vehicles are much more tasteful ; and
the workmanship strikes me as remarkably

perfect and honest. The mill machinery

which I see here, and all kinds of agricultural

implements, are not only most excellent in

workmanship and quality, but are very much
cheaper than such as I have been in the habit

of pricing in the East. I think I do not ex-

aggerate when I say that, all things consid-

ered, the prices of such articles as have been

named are twenty per cent, cheaper here than

in the East.

A strong desire prevails among the people

of my country to trade with the great cities

on the Ohio. We are nearer to you than we
are to Baltimore and Philadelphia. Abing-

don, where I reside, is east of the center of

this region ; and Abingdon is four hundred
miles by rail, from Baltimore, and only three

hundred miles by way of Cumberland Gap
from Cincinnati. By the way of Pound Gap,

I suppose the railroad distance between

Abingdon and Cincinnati would be less than

two hundred and fifty miles.

It certainly is an important desideratum

with the public of your city, how to get into

railway communication with that fine coun-

try. We hear much of "air line railroads,"

through Virginia, from St. Louis and other

western cities, to Norfolk. Practically, there

can be no such thing as an air-line, that is to

say, a straight line railroad through a moun-
tain country. To seriously project such roads,

is to set at defiance all considerations of

economy, to dispense with engineering skill,

to run a foolish tilt with Nature herself. The
wiser plan is, by diligent engineering search,

to find the troughs which benignant Nature

will be found to have laid down in the topo-

graphy of almost every country, and to avail

ourselves of her kindly provision in aid of our

enterprises.

1 shall speak of only one such channel,

and of the use which Virginia is making of

that, in seeking an outlet to the cities of the

Ohio, meaning, of course, no disparagement

to others, by singling it out from the rest. I

allude to the great line of completed railway
from Norfolk, through Petersburg, Lvncbburg,
Bristol, Cumberland Gap, and Kentucky, to

Louisville. The Virginia portion of this rail-

way line is completed and in operation four
hundred miles, from Norfolk to Bristol. It

has been consolidated by recent legislation

into one railway, owned and operated by one
company, whose franchise covers the whole
distance to Cumberland Gap. The control

and credit imparted by this consolidation will
.

enable this company to prolong its road to

Cumberland Gap, some eighty-five miles west
from Bristol, or four hundred and ninety
miles from Norfolk. Thirty miles of this pro-

jection are already graded. The Virginia
portion of this great line may therefore be re-

garded as virtually un fait accompli, and no
longer a mere theoretical project.

The Kentucky poriion of the line is even
nearer to completion. You are awaTe that

the Louisville and Nashville Railroad Com-
pany have exiended a branch of their road
through Lebanon far into South-eastern Ker-
tucky, to and beyond the town of London,
with the design to continue it in two direc-

tions, one fork looking to Knoxville and to

Charleston, South Carolina, and the other

looking for a connection through Cumberland
Gap, to Norfolk, and also to Wilmington, by
means of the North Carolina road, which is

coming up to Bristol. The Kentuckians pro-

mise to be at Cumberland Gap with their road
before we can get there with our Virginia road,

and then there will be a continuous line of
railway, on the five-feet gauge, from Norfolk
to Louisville, seven hundred miles. In order

to the completion of this most important line,

therearebul about one hundred and forty miles

of road yet to be built, and that comparatively
small link is in charge of two powerful rail-

way companies, intensely interested in its

prompt construction, and competent to its-

speedy completion. The Virginia portion of
the line is under the management of Presi-

dent William Mahone, whose name, wherever
known, is synonymous with indomitable en-
ergy and assured success in all his undertak-
ings.

In adopting the route of Cumberland Gap,
the projectors of this great line of railway did

no violence to Nature, but accepted the line

which she herself had seemed to provide. It

is on the trail which Daniel Boone himself

blazed through the wilderness in his progress

from the settlements of the Yadkin to the

blue-grass region of Kentucky. It is the path

which the Floyds, the Shelbys and that long

train of emigrants pursued, who went from
Virginia and the Carolinas into the Valley of

the Ohio. It is the line on which Nature has

placed her easiest grades and most facile

passes.

It is impossible that Cincinnati should look

with indifference upon this line of actual and
not theoretical railroad, which is already vir-

tually accomplished, and has passed out of the

category of ideal projects. It will be her own
fault if the Western section of it be controlled

in the exclusive interest of Louisville. By
means of a railroad owned by her own citizens

she is already within a few miles of connect-

ing with our line near Danville, Kentucky,
and her large capital and advanced and varied

manufactures cau not fail to attract a custom
from my section of country such as may well

excite in her citizens a lively interest in our

work.

I am, sirs, very respectfully,

Your obedient servant,

Robert W. Hughes.
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Tbe Southern Railway

LARGE AND ENTHUSIASTIC MEETING OP KKN
TUCK1ANS AT LEXINGTON.

We condense the following report of this

expression of the people of Kentucky from

the Gazette's correspondence.

The meeting was organized by the appoint-

ment of Hon. George R McKee, of Garrard,

Chairman, and a Vice President from each

of the counties represented. A committee of

one from each of the counties represented was
appointed to draft resolutions expressive of

the sense of the meeting.

The committee was composed of the follow-

ing gentlemen : Campbell, George B. Hodge;
Kenton, L. E. Baker; Boyle, Joseph Hughes;
Pendleton, Henry Bullock; Grant, J. J
Hume; Harrison, Thomas MeGibbon ; Owen,
J. D. Seirvon; Scott, Jas. E. Cantrell; Bour-

bon, P. L. McChesney; Henry, L Curtland
;

Bath, C. M. Helman ; Montgomery, R. C. Gale-

Wood; Powell, Richard Hardin; Madison, E.

W Turner; Jessamine, S Miner: Woodfoid,

David Thornton ;
Pulaski, Win. Fox ;

Wajne,
Joseph S. Scresman ; Mercer, Uriah McGuf-
fin; Boyle, M. J. Deerfam ; Fleming, John B.

Donnell; Clarke, Ben. G. Groom; Lincoln,

R. J. Breckinridge; Garrard, Jas. H. Bruce;

Boone, G. W. Terry. During the absence of

the committee, the time was occupied by Col.

James, of Chattanooga, and Mr. Bevier of Rus-

sellville, in speaking on the question before

the convention,

The committee submitted the following re-

port, which was unanimously adopted :

THE RESOLUTIONS.

Tlie counties of Boyle, Bath, Bourbon, Fa-

yette, Clark, Fleming, Grant' Garrard, Jessa-

mine, Kenton, Mercer, Madison, Pulaski, Pow-
ell, Scott, Wayne, Woodford, Boone, Owen,
Lincoln, Greenup, Harrison and Campbell,

and the cities ot Covington, Newport and Lex-

ington, assembled in convention to determine

what the interest and duty of Kentucky re-

quire as to the construction of a Southern rail-

way, connecting the city of Cincinnati and
the railways terminating with the city of Chat-

tauooga and the railways centering there, and
thus connecting the great Northern and
Southern railway systems by a trunk line

through the heart of Kentucky, recognize the

vast importance to the country, of the State

of Kentucky, and the particular section of the

State through which said road may run, of

the early completion of said railway; and that

the only hope of obtaining such a road is the

acceptance of the offer made by the city of

Cincinnati. No language can overstate the

importance of such a road to Kentucky It

would open to immigration and development

a country possessing exhaustless, but now
unavailable miueral wealth, forests of the fi-

nest timber, and water power of tbe greatest

value. It would bring a market to a country

of surpassing fertility, abounding in every va-

riety of grain and every species of stock. It

would transform pauper counties into counties

of wealth. Its completion would ne-

cessitate the construction of a railway from

the Big Sandy to Western Kentucky, thereby

rendering certain the construction of the road

from Norfolk or Baltimore to the great West
To be thus enriched, Kentucky is only asked

to allow this road to be constructed through

her territory, and the entire State is interested

in granting the request. The Legislature of

Kentucky represents the State, and the inte-

rests of the State demand the construction of

this road, therefore it is

Resolved, That the Legislature of Ken-
tucky be and is hereby requested to enact
such legislation as may be necessary to the

speedy construction of this great enterprise,

and that a committee, to bring this matter
properly before the convention, be appointed,
and each county is requested to appoint a
standing Committee ou Railroads favorable
to this enterprise.

2. That the thanks of this convention are
hereby tendered to those members of ihe Leg-
islature who voted for the charter of the

Southern road at the late session therfof, and
especially to those members from the western
part of the Slate who recognized that this was
not a sectional but a State question, and we
express our sanguine expectation that their

course will be approved, not only by us and
their constituents, but by many of their col

leagues who then opposed them, and by the

State at large.

3. This committee expresses no choice as

to routes, recognizing that the great object is

to get the road, and that its location is of sec-

ondary importance, and that its completion
will render practicable the construction' of

important branch roads.

i. That it is the opinion of this convention
that' this project would gain strength by dis-

cussions before the people, and therefore the

following gentlemen are appointed to make
such discussions : John G Carlisle, Captain
James E Cantrell, C. B Simrall, George R
McKee, Ed. Turner, James Chrisman, Edward
Marshall,(Hon. M. Bevier and Captain J. Cart-

well.

(Signed) Henry Stanbery.
James E. Cantrell, Secretary.

The convention met in the evening and
was addressed by David H. Honshel and J. R.

Richardson.

The following oommittee was appointed to

memorialize the Legislature upon the subject

of Southern Railroad: Campbell, George B
Hodge; Keuton, George G Perkins; Pen-
dleton, Joseph Perrin ; Boone, Fielding

Dickey; Harrison, Thomas J. Megibben
;

Grant, W. L. Simmons ; Owen, Major S.

Clarke; Scott, Marcellus Polk; Bourbon, J.

G, Craddock ; Fleming, W. H. Hendrick;
Bath, G. L Coleman;' Montgomery, Thomas
Turner; Powell, M Todd; Clark, John Gaff;

Madison, Col. Estelle ; Fayette, W. C P.

Breckinridge; Woodford, E. C. Marshall;
Franklin, S. J. F. Trabue; Jessamine, J. S.

Shanklin; Garrard, George Dobyens; Lin-

coln, R J. Breckinridge; Wayne, E. B.Jones;
Boyle, Joseph L Allen ; Mercer, Gov. Bereah

;

Pulaski, Robert Gibson.

fiSjf* The Lake Superior iron mines are not

behind the copper mines of that region in

value and importance. The Cleveland iron

mine there covers 1,800 acres. The total

products of the mine, from 1851 to 1868 in-

clusive, were 485,215 tons. In 1851 the ship-

ments were 3,000 tons, and in 1868 they

footed up 102,213 tons. The Marquette mine
has produced, in eleven years, 634,877 tons.

The New York mine has turned out in four

years, 142,942 tons. The Jackson mine com-
menced to ship in 1856, and its total pro-

duct for twenty years was 665,131 tons. The
shipments of iron ore altogether in 1868 were

500,000 tons; in 1869, 709,387 net tons. The
total product of all the mines, fourteen in

number, during the whole time they have

been worked, is set down at 2,944,677 tons,

and the outer crust of the iron hills has as yet

only been puuctured here and there.

Through the Virginia Valley.

For sometime past public attention has been

occupied by the strife to build two parallel

railroads through the Shenandoah Valley
;
the

one in the interest of the Pennsylvania rail-

road, and the other in the interest of the Bal-

timore and Ohio line. This valley is a broad

and level stretch of country, hedged in by
the two great mountain barriers, and forming

a practical continuation of the Cumberland
Valley. The long continued struggles of con-

tending armies during the" civil war, showed
it to be the natural highway between the Po-

tomac and south-west. The line in the inte-

rest of the Pennsylvania railroad bears the

name of the Shenandoah Valley Railroad, and
will connect with an extension of the Cumber-
land Valley Railroad, at the north, while at

the south it will connect with the Virginia

and Tennessee Railroad, and thus form an
entire through route from Philadelphia to

Memphis.
The route of the new road is two hundred

and thirty-three miles in length, all of which
has been surveyed and put under contract to

be completed within two years. It will be a
low grade road, the minimum being thirty-five

feet to the mile, and the maximum fifty-three,

following the natural line of water courses.

It reaches the Virginia aud Tennessee Rail-

road at Big Lick station. This line will cross

the tracks of the Baltimore and Ohio, Win-
chester and Potomac, Orange, Alexandria
and Manassas, and Chesapeake and Ohio
railrrads. As soon as this road shall have
been completed, the Cumberland Valley rail-

road will assume its proper place as one link

in one of the greatest through routes on the

continent. But we find a statement in print

that ultimately il is designed to construct a
new air line road from Berlin on the Potomac,

by the way of Frederick and Westminster,

crossing the Susquehanna at Casllefen or

Peach Bottom, and thence to Christiana,

where it will strike the Pennsylvania rail-

road.

At the meetings held in the Shenandoah
valley, the speakers representing the Pen nsylva-

vania railroad stated that no subscriptions

would be asked, that the Philadelphia company
would build the road with its own means, and
that all that was asked was liberal treatment

in the matter of the right of way. The other

line, in the interest of the Baltimore and Ohio
railroad is partly built to Harrisburg, and
General Robert E. Lee has been elected Presi-

dent, to appeal to rebel sympathies. But the

company is asking local subscriptions and
county bonds, and all the other well known
means of loading a people down with debt to

secure the building of a railroad.

This competition has the effect of stimula-

ting both companies to great exertions to se-

cure the completion of their lines, and
we find the Shenandoah Valley Railroad ad-

vertising for two thousand laborers to begin

the work. Some of the local subscriptions

a3ked for by General Lee's company have
failed, as in the case of Augusta county. It

is worth bearing in mind that this valley con-

nection has always lain open to the Baltimore

and Ohio Railroad, without any effort at com-
petition on the part of the Pennsylva-
nia Railroad, but was totally neglected

until our company went at it. Even now,

Mr. Garrett thinks the value of the connec-
tion over-estimated. But the real value of it

will lie in the amount of exertion used to de-

velop the country along the route, and to

obtain the transportation of the cotton
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and grain crops from the Virginia and Ten-

nessee railroad.

From the length of the new line it will be

seen that merely in itself it will be a very im-

portant work, and it is intended that its con-

nections with the roads crossing it shall be

subservient as feeders. The charter, bow-

ever, also gives the company power to build

a number of branches, one of which is the

Piedmont and Potomac Railroad, from Front

Royal to Washington, D. C, a distance of

fifty-five miles, which would give the valley a

short line to the national capital, as well as

to the great cities of the northern seaboard.

The road is under contract, and will all be

built and in operation within two years, and
then Philadelphia will open a direct trade

with the whole Piedmont region of Virginia,

and also stretch out her iron arms to East

Tennessee, Northern Georgia, and the whole

region westward to the Mississippi and south-

ward to the Gulf or Mexico. What has been

done already for the line through Cincinnati

and Louisville to Memphis will be done for

the line through the Shenandoah valley,

—

N.
Amer.

Tennessee Roads to be Sold —The Ten-
nessee State authorities give notice that on
the third of November the State's interest in

the defaulting railroads named will be sold at

public auction at Nashville. The following

is the indebtedness of each of the roads to the

State

:

Edgefield & Kentucky : $1,394,053
Cincinnati, Cumberland Gap &

Charleston 1,530,181
Knoxville & Kentucky :.... 2,00(1,788

McMinnville & Manchester 1,014,955

Memphis, Clarksville & Louisville 2,283,611

Nashville & North-western 4,215,466
Rogersville & Jeffersonville 493,928
Winchester & Alabama 1,661,633

Knoxville & Charleston 757,600
Evansville, Henderson & Nashv'e 218,000

E. Tennessee & WeBtern North
Carolina 412,000

South-western 300,000

Total $16,277,825

The recent advance noticed in the prices of

the bonds of Tennessee is attributed to pur-

chases of parties who purpose bidding for the

railway franchises in the above named roads,

which will be offered for sale on the day
named, and for any amount of purchase State

bonds and interest will be accepted at par.

6@°° There is no doubt of the petrified re-

mains of a primeval forest having been found
in Colorado. 1 he place is about 53 miles
from Denver, and the trees are found princi-

pally on the banks of a "dry sand creek."

The trees are from 40 to 80 feet high. A
mountain torrent, in tearing out this gulch,

has exposed portions of these trees. One
tree, that has rolled down into the bed of the

creek, and lies there exposed, is about sixty

feet in length and six in diameter. It is solid

stone, principally agate, with some opal.

—A Moscow journal states that the railway
bridge lately erected over the Dneiper, near
Kiew, is one of the greatest works of the kind
in the world, and the longest in Europe. It

consists of twelve arches, and is 3,503 feet in

length. Captain von Struve, who built it, has
been promoted to the rank of colonel by the

Emperor Alexander, on the recommendation
of the Minister of Public Works.

An Electrical Car Brake.—The following

described electrical car brake has been recently

tried successfully on the Providence (R. I.)

and Worcester railroad :

"~

Above and nearly over one of the axles of

the car, is hung a shaft parallel to it,

which is a revolving wheel eighteen inches in

diameter, carried round when the car is mov-
ing by the friction of its surface upon the ear

axle. Upon one side of this surface is grooved
out near the edge, leaving a perfectly even sur-

face. Into this is fitted another wheel, (being
somewhat smaller,) which has a perfectly even
surface, and touches the other wheel's surface

or disk within an eighth of an inch or less.

This wheel, by means of coils of wire attached

to it, becomes an electric machine when
brought into an electric circuit, and by its at-

tractive power adheres to the surface of the

revolving wheel, which at once carries rouud
the shaft by friction, and winds up the brake
chains attached to it. To complete the cir-

cuit then, the wires are extended up
through the floor of the car to the tiattery,

which is nicely enclosed under a seat, and
from this extend the wires to a plate overhead,

at one end of the car inside, when the circuit

is opened and closed by means of the -bell

cord.

Each car has this apparatus, and as they

are all connected by the bell cord all can be
operated at once. There is an arrangement
also upon the connection plate, by which,

should a coupling break, or from any other

cause the train should become separated, the

circuit would be closed and the brakes be ope-

rated so as to stop the whole train. The pres-

ent system of braking can remain the same
on the car, and operated just the same with

the electro apparatus.

The engineer or fireman, who are supposed
to be the first to apprehend danger to a train,

can instantly operate all the brakes at once,

and can do it always in making stops at sta-

tions. Should it by accident fail upon one
car, that will not affect the working upon the

others. If a ear is taken into the train which
has not this brake, it will not affect the ope-

ration of the others.

—An Ingenious Railway Lamp, as we learn

from the New York journals, has been in-

vented in France. It is so constructed that

passengers can use it as an alarm signal in

the different compartments of the train. It has
three signals, one consisting of a brilliant

glare of light, and will come in use when
danger approaches in a dark night; another
is a small flag, which also indicates danger;
and the third is a ringing apparatus of great
power, extending the lenjth of the train to

the guard room, and indicating the exact
compartment whence the alarm proceeds. In
all cases the alarm signal is given by touching
a spring-knob connecting with the lamp and
easy of access.

—At a meeting held on the 28th ult., at

Jasper, Pickens County, Georgia, to aid the

construction of the Marietta and North Geor-
gia Railroad, the following was passed :

" Resolved, That "a Committee of one be
appointed by the Chairman of thiB meeting to

visit if possible the city if Cincinnati in the
interest of said railroad, and thai said Com-
mittee of one be requested to co operate with
any other delegation that may be appointed
from other counties through which the rail-

road may be constructed, and we recommend
that the Chairman appoint Hon S. A. Darnell
as said Committee.

The cotton crop for 1869-70 is now as-

certained to be 3,203,828 bales—an increase
of 845,459 bales over the previous year. At
$100 per bale, its total value was $320,000,-
000. - Nearly the whole of the increase has
been absorbed by the increased consumption
of foreign countries, that of this country re-

maining nearly stationary.

The Railroad Man's Paper.

News & Operation,
Engineering,
Reports,
Management,
Advertising.

Illustrated "I

Weekly
Quarto I

Journal,
|

34 Pages. J ilSl BBS
A. IV. KELL.OGG, Publisher,

Teems . S3 per Annum.] 101 Washington St., Chicago.

$M~ WUlbelbur Dollars after January 1,1S71._^1

THE FIRM OF WM. J. TO€K6 & CO.
Mathematical Instrument Makers, consisting of Wm. J.
Young and Chas. S. Heller, was dissolved shortly be-
fore the death of "Wm. J Young. The nndersigned, the
late partner cf said firm (who was with Mr. Young con-
tiuuously for Fifteen Years, will continue in the same
liue of business, at 2fo. 33 North Seventh street.
Cor. of Filbert.

CH1S. S. HELLER.
Philahelphia, August 1, 1870. 29-9-70, 27

i. CO.>
York.)

KAILEOAB TIES WAITED.
Office of the

CHESAPEAKE & OHIO R. R.
54 William Street, New York.:

This Company are now ready to contract for Fire Hun.
dred Thousand

£S O O, O O O
RAILROAD TIES, to be deliv-red during the ensuing
Autumn and Winter, along the line of their road in West
"Virginia Persons wishing to propose for furnishing the
same may apply in person or by letter at this office.

15-9 70,3 C. P. HUNTINGTON, President.

GET THE BEST. "

uai iitmiuT
10, tO Words and Meanings not in other Dictionaries^

3000 Engravings. 1S40 pages Quarto.

lad to add my testimony in its favor.

I
Prest. Walker of Harvard.]

very scholar knows its value.
[VT h. Pre3cott, the Historian.]

he most complete Dictiona y of the Languase.
.

[Dr. Dick, of Scotland.]

he test guide of students of our language.
[JohnG.Whittier.]

e will transmit his name to latest posterity.

[Chancellor Kent.]
tymological parts surpasses anything by earlier laborers.

[George Bancroft.]

earing relation to Language Principia does to Philo-
sophy. [Elihu Burritt.]

xcels all others in defining scientific terms.
[President Hitchcock.]

bo far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthoepist.j

A necessity for every intelligent family, student, teacher
and profeisional man- What Library is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing
for the million.

—

American Educational Munthly*

Published by G. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.

G



THE RAILROAD RECORD. 379

AMERICAN

The andersigned are now ready to contract for the
delivery of KAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the heBt quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PIH14DELPHIA.

CAMBRIA IRON CO.,
400 Chesnut St.,PJIII*AI»F,I,H»HIA.

2-21 -3m

BOOTHS DUPLEX,
SAFETY,

Steel and Iron Bail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I.. BOOTH & CO.,
Rochester, IV. ¥.

HAYE1V & AliliEST,
'12 Broadway, US. Y.

MRISBURG FOUNDRY
AND

MACHINE WORKS,
(Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

MAOSXmSTS' TOOLS,
suca as

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, £c.

W. T. HILDRUP, Treasurer.

Hawkins- B>rthel & Burrall,

BUILDEBS Or

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridges', Rools and Turn Tahles. Cor-
rugated Iron Dnora, Shutlcrs, and Iron Building Ma-

terial generally. Contractors fur Fil'ing, Docking,
and General Railroad Work.

Main St., Springfield Mass*

JR. F. Hawkins. Geo. P. Herthcl. W, H. Burrall.

Le Van's

Improved Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-
faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
penselfnotaa
represented.

Price List and Photographs sent
on application.

"W. Barnet Le Van & Co.

S. E. cor. ZUih and Wood 8ts. ,

Philadelphia.

30 6 70,70.

T- F. RANDOLPH,

sss^s&Ssv

manufacturer of

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,
67 W. Sixth St., Cincinnati; O.

Cirjularssentfree. Established 1853.
19-.i.70. 18

EDWIN J. HORNED,

Successor to

HIcDASTEIi «fc HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Ifelaware

L*RAND SCENERY!
{^QUICKEST ROUTE"®!i

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPITIA

,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

'FREE!*

TNO CHANGE OF CARS
From Cincinnati T2o 1 +i tyi r»Y»Q aIul hutONK

or Columbus to JJCtJ. UllilUi C CIIANQE
JPhUadt-lpftia arid New York.

Ask for TICKETS and
BAGGAGK CHECKS viaBaltimore (Si Ohio R.R

J. L.WIXSON, Master of Transportation.
L. M. COLE, General Ticket Agent.
d. B. GIBSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jefferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

THAI3JS RVy AS FOLLOWS:
St- Louis, Evansville and Cairo
Mail 7:I5A M. 10:55P.M.

Osgood Accommodation. 3:10 P. M. 8:45 a. M.
Through Western Express 6:in P. M. 8:3(1 P. M
Night Express - 10:20 P. M. 6:00A. M.
The 5:10 P. M. train runs daily. Trains run by Yin-

cennes time, 12 minutes slower than Oin'ti time.

For tickets or information apply at Offices. 13G "Vine

Street, Corner Front and Broadway ; and at Depot, Eoot
Mill Street.

B. G. BONDURANT. Superintendent, Cin. 0.
C.E. FOLLKT.GecUTick't Ag'l, Si. Louis, Mo.

UAHEUU~UEB~U1 TEHEES

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents
;

Wilmington, Delaware, or
CHAS. BOCKIS & C'«», iio»ton,MasN.

2-12-9, 52

TI-3E LOBDELL

CAR-WHEEL, TIRE (

COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofKailroadMachinery
GEORGE G LOBDELL, President.

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL. Secretatjj

12-5-70,52
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ERIK BlILmAY.
1400 MILES nnder 860 MILES without

One fljnagcment. Change of Coaches.

BROAD GAUGE, DOl^RLETSACK ROUTE

mew yorkVbosa-on,
Providence, Albany,

PITTSBURG, HARRISBURG
jPhila.clelpliia, Baltiiiiox-e,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt,

TWO EXPRESS TRAINS OAIEY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley StreetB, by Columbus, O., time,

which is 7 ninutes faster than Cin'ii time.

7.00 A. ^..CINCINNATI EXPRESS,
(Sundays "vtcepted.) Arrive Dayton 9.10 A.
M.; Urban., 10.29 A. M ;

Gallon, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P.M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Brealcfast) ;

Tur-

ner's, 1.40 P. M. (Dine); New Ynrk, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives DaytoD, 12.03 A. M.; Urbana,
1 25 A. M.; Gallon, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf st)

;

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
T morning trains for Boston and N. England

cities.

New and Improved Coaches of the style peculiar to the
Broad Gau^e. arraofied for both Day and Night Travel,

are attached to this train at Cincinnati and run through to

Netf York, forming the Only fjine running through
860 Miles without C'hixige.

Boston and New England Passengers,
with their Bagrgasre. are transferredFKKK
OF CHARGE in Sew York.

7C~P The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hird Sli'Fet. New York, thus enabling pacsengers to reach

he l? per portion of the city without the expense and an-
noyance of a street car or omnibustransfer.

TTj5 The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admirati n and interest

BaggageCheck'd Through
And Fare always as Low an by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St., 4 Burnet
House, and foot of Broadway, (Spencer H^use Block),
and at all principal Ticket OOVes in the South and
South-west. <VM. St. BARK,W B RIIATTfJC, Gen' Pass'r Ag't.

General Southern Agent.

Best ilouie to St. Louis and €h cago

INDIANAPOLIS,
-"L CINCINNATI

lafayette" railroad
Great Through Passenger Route from CINCINN ATIto

CHI CAGO,
Memphis, New Orleans, Springfield, Quiney
Keokuk, St. Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Cities in the West,
North west and South-west.

IO=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1809, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ".20 urn 12 4" am"
St Louis and Springfield Express... 2.40 pm 7 35 am
*St. Louis and Springfield Express. l"2(l pm 3.42 pm
Lawrenceburg Accommodation 10.10am 2.35 pm
Lawrenceburg Accommodation ...... 4.30 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7.00 am 10.15 am
Chicago Express 650 pm 9-30 pm
Harrison Accommodation 5.30 pm 7.10 am

Through Tickets can be obtained atthe Burnet House
Oitice.cornei oi Tnitd -inr: Vine; River Olfice, curner of

Walnut Street and liiv> : ; and at Depot, eomerof Plum
and Pearlstreets. 1 he splendid Passenger Depot of the

I. &.C. Railroad is about a mile neater the businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. P. RICHARDSON Superintendent.
A. E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARR1VS.

Eastern Express (Erie Railwayj. 7:00 A. M. 6:30 P. M.
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do G:30P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 P. M-
do do do ....2:30 P.M. 5:40 P.M.
do do do ...0:30 P.M. 7:30 A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40P.M.
Springfield Accommodation 2:30 P.M. 10:y0A.M.
Sandusky, Cleveland &- Buffalo,. 6:30P M. 10:20 A.M.
Munciei Indianapolis 7:15 A.M. 10:25 P.M.

do do 5:00 P.M. 1:20 P. M.
Hamilton, Eaton & Richmond.-, 7:15 A. M. 10:25 P. M.

do do do. ... 5:00 P. M. I0:20A- M.
Hamiltcn Accommodation 9:30 A.M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

nati time.

For allinformationand throughtickets, please apply at
tneold office, south-east cornei of Broadwayand Front; Bur-
net HoascOffice, corner Vineand Bakerctreets.and at the
respective depots. East Front and WestSixth streets.

D. MoLAREN, Gen'l Superintendent
SAM'L STEPH EN SON, GeuTTick't Ag't.

^mnibusesc all for passengers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cuntfnue to trans-
port produce aud merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimore

4 New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Hates, Billsof Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

jOUISVILLE & CINGHIHATI

SHOOT-LINE RAILROAD,

On and after June 13, trains will run ;is follows :

TOflft €^ EXPRFSS )»ave* Cincinnati 7SJO A.
1« "* Jm M. Dady (except Sundays). Mops regularly
at Walton, Elliston, fiparta, Liberty, Worihvtlie, Cauip-
bellsburg, Lagiange. Pewee Valley. Auchorage J when
fl g^ed, at South Ctvingtt n, Maurice, Independence, Bank
Lick, Verona, Zion, Giencoe, f-agte, Carrolltou, Sulphur,
Peniileton ; arrivis at Louisville 12.05 P. M.

IV^fc it SOKTIIERM FAST LJXE leayes
1^8 SLFc "UP Cincinnati at 1.20 P. M Daily (except
buudajs). Stops only at Walton, Worthviile, and, La-
grange ; arrives at Louisville 5.20 P. M.

]%]** ^ MAIL leaves Cincinnati 5.00 P. M.
1 »v * O Daiiy (except Minday!*). Stops regularly
at Walton, jtllist' n, Giencoe, Sparta, Liberty, Worthviile,
Campiellsburg, Sulphur, Lagrange. Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zion, Eagle, C -r, ollton,
Pendleton ; arrives at Louisville 10.00 P. M.

I^!tf* 13 £ft MIGHT EXPRESS leaves Cin-
1« W» JL 1* cinnati at 11.15 P.M. Daily (e\cept
Saturdays). Stops regularly at Worthviile, Lagrange, and
when flagged- at Walton, Verona, i Iliston, < lencoe, Sparta,
Liberty, Eagle, Campbellsburg, Sulphur, Pendleton Pewee
Valiey, Anchorage; arrives at Louisville at 5.00 A. M.||
T£p No. 6 connects at Lagrange with the Lexington

Trains, arriving at Frankfortat 6.14: P. M., Lexington
7 45 P. M., QUICK TIME.

E~p The Best Route to the South. More Daily Trains
and Quicker Time than any Line from Cincinnati.

. HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R, R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Ens!on
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc., with but one.change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckbannock
&c.
7:15 a. ni.—For Somerville.

S:30a m.—For Flemington, Junction, StronSsburg
Water Gap, Scrantun, Kingston, Pittston, Great Bead,^&c.
12 m.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liiiz, Pottsville, S'cranton, Harrisburg. &c.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 p- ill.- For Somerville and Flemington.
6 p. ill.— For Easton and intermediatestationa.

7 p.m.—For Somerviile.

7:20 p. ui.—Emigrant—Stopping only at the princi
pal stations.

9:00 p. SHi.— For Plainfield.

11:50 p. eh.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. m.—Western Express, daily, (except Sundays,)

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects »t Harrisburg for Erie and
the Oil Regions. Connecte at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,) for Easton- Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lacbawannaand Western Railroad for all sta-
tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Express Train, daily, for Easton'
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&.C

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:l5., 8:30, 9., 9:20, lo:30, 11:40 a. m.—12 m-, 1:00, 2: 1'Q

3:00,3:3n, 3:45,4:15, 4 .30, 4:45, 5:10,5:25, 5:45,6:00,6:25,
7:00,7:2 ,7:40,8:- 9:00, 9:40 10:43, 1 1:50 p. m. .

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. I Astor House; Nos. 254, 271. 520 Broadway ;?r

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER, Superintended
H. P.Baldwin, Gen Pass. AgU
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WRIGJITSOS <fc CO.. Propr's.

Tbe Washington <fc Oliio Railroad.

A writer in a late number of the Commer-

cial of this city, presents the claims of this

road to the people of Cincinnati, and thinks

it ought to receive a share of the ten millions

of dollars they have voted for a railroad to

the South.

The article grows out of a resolution passed

at the Southern Commercial Convention re-

cently held in our city, that submitted ihe

question of railway connection with Virginia

and the West to a committee of five, who are

to report to the next Convention, to be holden

at Baltimore.

The importance and value cf the Washing-

ton & Ohio scheme can not be called in ques-

tion. It is doubtless ail that this advocate

claims for it, and ought, among others, to

command the aid of our city, or its sympathy

and interest at least, and probably in the

course of time, when we are aroused from the

lethargy that now holds us back like hooks of

steel, and the spirit of public enterprise ani-

mates us again, this grand project will come

in for its snare of buth sympathy and material

aid. After we are again in the habit of con-

structing such improvements, as we are quite

likely to become, many things that are now

looked upon as difficult, if not impossible,

will be accomplished with a rapidily and ease

that will astonish us. Communities, like in-

dividuals, find that the more they do tbe more

they are capable of doing, and that lassitude

breeds timidity, timidity distrust, and distrust

incapacity.

But we think the Commercial' s correspond-

ent falls into two capital errors: First, that

it is to the iuterest of Cincinnati to consider

at present any other connection with Virginia

than that offered by the Chesapeake & Ohio

road.

The line of this work passes through a most

productive portion of the Virginias, that will

yield an enormous and diversified traffic, and

that is unsupplied by any means of transit lo

shipping or consuming points The cities of

Richmond and Norfolk will be easily found

by this line, and thus two commodious har-

bors reached and by the extension of i he Pen in

sula Railroad to Newport News at tbe mouth

rf the James, a third great haven will be se-

cured for the vast trade of the developed West

that may seek transatlantic markets.

Besides, this road will have such easy

grades, and such advantages in directness

and curvature, as will be unequaled by any

other of similar length in the whole country,

and superior to the Washington & Ohio, and

as will capacitate it to do the enormous busi-

ness with which it will be taxed in the most

rapid and economical manner.

But, wilhout claiming an}' advantages for

this roule over that of the Washington &
Ohio, as we consider them both necessary

and both nearly equal in value, the facts that

the Chesapeake & Ohio is in such a state of

forwardness, and that the work is now going

on at such a rate, that its completion is cer

tain within the next fifteen months, and long

before the other can possibly be done, war-

rants us in looking to this as our first connec-

tion by rail with Virginia and tide water upon

her coast, and to refuse to scatter our forces

by dividing them with the Washington &
Ohio or any other line in that direction. We
have enough to do before even this road will

be extended to our city, and if we meet with

no better success than we have in three or

four efforts already made to build a road from

this city to the western terminus of the Chesa-

peake & Ohio line, we never wiil bring it here-

When it was known that this great project

was in the hands of a few strong men, and

that it would certainly be made, and that,

too, as quickly as possible, a little fluttering

was visible here in railroad and commercial

circles, that resulted in the organization of

one company to construct a ro^id upon the

north bank of the Ohio river to Portsmouth,

and another to construct what is known as

the inland line to Irouton, and the old Hills-

boro scheme was galvanized into life to be

extended to Point Pleasant, with arms to

Ironton and Portsmouth. And upon the

south bank of the Ohio a project was placed

on foot to coustruct a road from Newport to

Maysville and the mouth of the Big Sandy.

All these schemes were to reach the Ohio

terminus of the Chesapeake & Ohio road, and

yet, although the Chesapeake & Ohio work

has advanced with unusual rapidily, every one

of these extensions by which Cincinnati was

to be connected with this new outlet to the

sea, has failed—except, perhaps, the Hillsboro

route, and if this is alive it is not because

Cincinnati has aided it, but because it pro-

poses to supply Columbus, Toledo and the

lake ports with a thoroughfare to this Virginia

scheme. The Kentucky work failed when

Campbell county refused to support, it. The

interior line could not obtain funds to com-

plete the preliminary surveys, and stopped in

the hills of Brown county; and the river

route may be said to have died with the spos.

modic kick that brought it into existence.

And up to this very hour we are doing nothing

whatever to reach this great Virginia roadi

that is progressing with such creditable ra-

pidity.

If we can not moke the lines proposed in

our own State, it is not very likely we can do

much toward the more extensive and costly

work of the Washington & Ohio; and if we

do anything, it is to our mind clearly fitting

that we reach the Chesapeake & Ohio road

first.

The second error we find in the Commer-

cials correspondence is, the proposed appro-

priation of the city's ten million dollar rail-

road fund, or any part thereof, to any other

scheme than that of a Southern railway.

In the first place, the law under and by

virtue of which Ibis appropriation is made, re-

quires the City Council to declare by resolu-

tion the name of the railway this fund shall

be applied to, the termini of such road, one

of which shall be such city, and that the ques-

tion of such an appropriation to the railway

so named and defined shall be submitted to

the electors of the city proposing such an im-

provement.

And, in the next place, the Council of the

city of Cincinnati, operating under this law,

declared that the interests of the city de-

manded the construction of a railway to a

central point in the South, and that it should

be as nearly as possible an air line from this

city to a point where the greatest number of

trunk lines of railway concentrate and the

greatest facilities- are offered for communi-

cating with the different cities and markets

of the Southern Slates and they selected the

city of Chattanooga as tbe southern terminus

of this scheme, and named the work " The

Cincinnati Southern Railway." And under

further proceedings in this matter a special

election was had in this city to decide "for or

against providing a lint of railway between

Cincinnati, Ohio, and the city of Chitta-

nooga, State of Tennessee-" Such an election

wan had, and 15,435 votes were recorded in

favor of providing this line of railway, and

1 500 against such provision. Afterward,

such other proceedings were had in this mat-

ter as are required under the law, and that

resulted in the appointment of R. M. Bishop,

E. A. Ferguson, Miles Greenwood, Philip

Heidelbaeh, and William Hooper as trustees,

and the organization of the board by the elec"

tion of Miles Greeuword as president.
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It is for this railway, and none other, that

the ten millions of dollars may be used, if

these trustees should deem it necessary to

carry out the work consigned to them, the

law authorizing them "to borrow as a fund

for that purpose not to exceed ten millions of

dollars, and to issue bonds therefor in the

name of the city," &e.

This, we think, settles this whole matter,

so far as the appropriation of any part of our

ten millions is concerned to any railway other

than that to be constructed from Cincinnati

to Chattanoogo. It is because the surround-

ings of this ten million fund are not under,

stood that suggestions are made from time to

time to divert it to valuable, but to Cincinnati

less important undertakings.

We give the tabulated statement of dis-

tances from Chicago, Cincinnati and Memphis

via the Washington & Ohio road, as compiled

by the Commercial's correspondent. It is

valuable for reference, and we believe correct.

THROUGH DISTANCES FROM CHICAGO, CINCINNATI

AND MEMPHIS, BY THE WASHINGTON & OHIO

RAILROAD, TO WASHINGTON CITY, COMPARED
WITH OTHER ROUTES FROM THE SAME POINTS.

Miles.

From Chicago to Washington, via P,

F W & C, Pa Cent'l, Nor Cent'l, and
Wash Br B & 842

From Chicago to Cincinnati, via C &
C Air Line 296

From Cincinnati to Washington, via

W & 475
771

Distance saved by the W & R R 71

From Chicago to Washington, via P, C
& St L to Columbus, and Cent'l

Div B & to Bellaire, and B &
to Washington (present route) 848

do do by Metrop Branch 802
From Chicago to Washington, via W
& 0, as above stated 771

Distance saved by W & O over

present route

do do over Metrop Branch...

From Cincinnati to Washington, via M
& C and Parkersburg Branch B &
(present route)

do do by Metrop Branch
do do by W &
Distance saved by W & O over

present route

do do over Metrop Branch...

From Memphis to Washington, via

Alexandria, Lynchb'g, Brist'l, Knox-
ville, Chattanooga, etc

From Memphis to Washington, via W
& to Point Pleasant, and to Ports-

mouth, 0, Paris, Ky, Danville, Ky,
and Cave city, to Memphis

From Memphis to Washington, via Cin-

cinnati and Louisville, and W & 0...

77
31

610
560
475

135

85

934

903

95 9

TAELE OF DISTANCES

§1- U
CINCINNATI %% |

WaahingtOD 475
Baltimore 513
Philadelphia till

New York C98

Met. B. h
B10 600

1583

681
7C8

0»5
647
668
744

TABLE OF DISTANCES

' III S«
i J; » "-

1 J? 'a
'

.

MEMPHIS S~ § &§ 3 gf*

TO ,
o a c-3,3 a u 3

no B n-5 2 bjh
.. 903Washington... 903 931 1,192 Via Petersburg,

Hi chmo nil and
Acquia Creek.

Baltimore 941 972 1,159 Via Chesapeake
Bay.

Philadelphia... 1,039 1,070 1.202 Via Oris field arid
Wilmington.

New York 1,127 1,158 959 Plus the dis-

tance from
Norfolk to N.
Y. by water.

The Rest Lubricating Oil.

We have found, after testing thoroughly

every kind we could obtain in the market,

that the best is the natural oil of West Vir-

ginia, as sent to us by Messrs. Kraft & Moore

of Parkersburg, and iu this opinion we are

not alone. At the Exposition now going on

in our city this among other dark oils was

subject to the most severe and repeated trials,

and was found to be free from the impurities

that usually deteriorate the value of natural

oils, and to possess a remarkable body that

was purely of that nature to give durability

and to sustain the highest friction without

heating.

Subjecting this article to further experi-

ments, it was found to be 28° gravity, to sus-

tain its liquidity at a temperature of 12° above

zero, and to withstand a pressure of 10 113

lbs. per square inch, approximating in this

respect the best and costly article of summer

made sperm oil, as that capacity is to 11.164

lbs. per square inch.

But we are supported in our views of the

merit3 of this oil by daily and practical appli-

cation of it upon sections of the Baltimore &
Ohio Railway, the Hocking Valley, Kentucky

Central, and Dayton & Union Railroads, and

upon the machinery in our own establishment,

as well as that of several large manufactories

in this city, and all bear the same testimony

to its entire relief from destructive agencies,

and its durable consistency and lubricating

power.

This oil is pumped from wells in West

Virginia near Parkersburg, and after being

prepared at the establishment of Messrs.

Kraft & Moore, of that place, is ready for the

market, and can be purchased for about one

half the price of the oils that are now in use

lor lubricating consumption. As a matter of

great economy, this valuable article ought to

be tried by every railway company and manu-

facturing establishment in the country; and

if it sustains the reputation we have given it,

and think it merits, it must be the means of

saving a large sum of money for these exten-

sive interests.

We shall he glad to hear from any parties
using this oil, whether for or against it, and
shall be as quick to disapprove as we have
been to proclaim its merits, when we find we
are mistaken.

The Knickerbocker Life Insurance
Company.

SOME OP THE ADVANTAGES OFFERED BY THIS

COMPANY.

1. The Knickerbocker is mutoal, because

profits are divided among the assured.

2. It issues every desirable form of Policy.

3. It allows the insured to travel and reside

in any portion of the United States and Europe,

at any and all seasons of the year without ex-

tra charge.

4. Its policies dispense with almost all re-

strictions on occupation.

5. Its rates of premium are as low as any

Company can offer and do a thoroughly safe

business.

6. It is roost liberal in favoring Policy hol-

ders in payment of Iheir premiums.

7. It will, if desired, take a note for part of

the premium, thus combining all the ad-

vantages of a note and all-cash Company
This arrangement favors persons of small

means, in securing about one-half more insur-

ance for the same cash payment that can be

had in an all-cash Company. It also favors

capitalists, who can thus make their money
earn more than average interest.

Dividends proportionate with the earnings

will ije declared annually Ob all Mutual

Policies.

In this Company the Surplus is divided,

according to what is generally known as the

"Contribution" plan; a system of distribu.

tion founded upon the strictest principles of

justice and equity, and which has received

the sanction and praise of the highest Life

Insurance authorities; and upon wbicb, with

few exceptions, the Life business of this coun-

try is now transacted.

Dividends are declared on the actual pre-

mium paid, and are applied as follows :

First.—To the purchase of additional Insur-

ance (without extra charge.)

Second—In reduction of outstanding pre-

mium loans, if any.

Third —As Cash towards the reduction of

future or present premiums (when previous

premiums have been paid wholly in cash.)

Thus the dividend on the first year's premium

can be applied to the reduction of the se-

cond year's premium, and so on—annually

thereafter.

The dividends of Insurance Companies

when made upon just and equitable principles

are comparatively small at first, owing to the

heavier expenses and risk incurred in propor-

tion to the premiums received, but the longer

the policy remains in force the better the divi-

dend is likely to be, provided no extraordinary

or unforeseen losses occur, until in time, as

experience has shown, they may verv probably

equal annually the whole amount of the pre-

mium.
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Atlantis f^"»'anf> of tue Sontnern Pacific

Kailroad.

Col. E. Hulbeut, the Superintendent of the

Brunswick & Albany Railroad, publishes in

the Albany News an elaborate letter upon

the Brunswick & Albany Railroad and its

connections, and the great value of Bruns-

wick as the seaport of the South Atlantic

coast. From this letter we make the follow-

ing extracts

:

Depth of water that can be carried out, and

distance of the sea Imm
Brunswick city—distant 13 miles, depth 24 ft

Hampton Roads, " 15 '' " 30
"

New York, , " 30 " " 23
"

Boston, " 100 " " 21
"

Philadelphia, " 100 " " 23"
Baltimore, " 160 " " 16

"

THE HARBOR,

which includes the southern portion of St.

Simon's sound, Oglethorpe bay, and the mouth

of Turtle river (forming one of the most beau-

tiful sheets of water in the world), completely

landlocked, affords the amplest protection to

vessels from ocean swells and destructive

gales. Extending fifteen miles in length,

averaging four or more miles in widih, with a

depth of water varying from twenty to sixty,

and in many places more feet, Brunswick city

harbor can accommodate and float with ease,

in perfect security, not only the present navy

of the United Slates, but that required should

the Union comprise the two American conti-

nents.

THE LOCATION.

Brunswick city is laid out on a peninsula

or tongue or land, bounded on the east and

south bj St Simon's sound and Oglethorpe

bay, which separates it from St. Simon's and

Jekyl islands, and on the west by Turtle river.

The city limits extend aboot three miles north

and south, and about one mile east and west,

with a water froutage of ten or more miles,

with from sixteen to forty feet of water at the

wharves. There is, therefore, ample wharf
accommodation for a commercial marine

equaling that of any city on the globe.

ITS RAILWAY CONNECTION.

First in order is the Macon & Brunswick

Railway, completed last year. By means of

this line Brunswick is connected at Macon,

with Columbus, via the South western Rail-

road ; with Augusta, the Carolinas, and the

entire north, by the Macon & Augusta Rail-

wav ; and by the Macon &, Western with At-

lanta, now looking up as the great interior

commercial metropolis of the South, and

thence, by direct, rapid and intimate railway

connection with the most remote of the great

grain growing States watered by the tributa-

ries and sources of the Mississippi, Missouri

and Ohio rivers.

Forty miles distant, the Macon & Bruns-

wick is crossed by the Atlantic & Gulf, which

connects her b'y rail, with Florida and the

Gulf of Mexico on the south, and with Savan-
nah and Charleston, and through them with

all the country east of the Alleghanies, and
the great cities north and east.

Next in order is the great enterprise now
progressing—Ihe Brunswick & Albany, or

Brunswick & Southern Pacific Railway.

Its completion in its entirety will place her

in direct and uninterrupted communication by

rail, by the shortest line practicable between
the Atlantic and Pacific oceans, with San
Francisco aud San Diego, and make Bruns-

wick city the grand southern gateway for the

trade of the great Pacific States, northern
Mexico, and Japan and China, as well as the

principal outlet for the immense cotton and
other products of the Gulf States, and such of

the surplus products of the great Lake and
Central North western States as may seek
markets east and south of Brunswick.

ITS COAL TRADE.

To crown the whole, and place the question

as to the superiority of Brunswick as a great

seaport beyond further controversy, it may be

remarked in conclusion, that the immense
coal measures of Alabama—especially of the

Black Warrior district—-place coal wiihin so

short a distance, w-th the assurance of cer

tain and prompt delivery, and, consequently,

at such low rates, that ocean steamers need
not, and will not, be delayed for want of a

plentiful supply ; thus making Brunswick the

coaling station for all the European and
United States steamers engaged in the West
India, South America, Central America,
Mexico and the Gulf ports, and the South At-

lantic trade generally.

THE PROSPECTS

of the Brunswick & Albany Railway may he

regarded as without a parallel in railway his-

tory, and promising the most brilliant success

of any other on the continent.

It commends itself most strongly to all on
its line, and connecting lines, to all interested

in the material and social advancement of

this section, to the country at large, and to

Europe on account of its connection, at an
early day, by the shortest line it is possible to

build, with the Pacific ocean ; and especially

to all seeking profitable investment for sur-

plus capital.

Industrial Agent of the Kansas Pacific
Railway.

A call from the distinguished gentleman,

Mr. R. S. Elliott, who fills this important'

and unique position, reminds us that he sets

out as bis principal duties :

1st. To investigate, and to some extent test,

the capabilities of the country along the line

of the railway, for the production of trees and
plants, from the present western limits of set-

tlement in Kansas to the settlements of Colo-

rado.

2d To superintend plantations of forest in

Kansas and Colorado for the future uses of

the railway,

3d. To compile exact information, where
possible, in regard to water supplies for settle-

ments, in the region traversed.

4th. To aid in diffusing reliable data in

regard to the actual resources of the Plains,

and their adaptation to economical uses.

These are very laudable undertakings, and

the Kansas Pacific Company deserve great

credit for making a separate bureau of this

department, and placing it under the manage-

ment of so competent and worthy a gentleman

as Mr. Elliott, whom we have no doubt will,

in time, return to the company many fold of

all they expend in sustaiuing him in his

duties.

Mr. Elliott's intelligent and active course

in the late Southern Commercial Convention

held in this city, made him many friends, and

inspired great confidence in the results of his

labors on the great western plains. We shall

be glad to greet him again at any time.

Land Grant Railroads.

The following is an official list of the land

grant railroads of the country ;

MICHIGAN.

Acres.
Jackson, Lansing, and Saginaw
Kailroad, from Hillsdale to Tra-
verse Ray; estimated quantity of
reserved alternate sections undis-

posed of 450,000
Port Huron and Milwaukee and De-
troit and Milwaukee Railroads,

from l'ort Huron to Grand Haven
;

estimated quantity undisposed of 75,000
Flint and Pere Marquette Railroad,

from Flint to Marquette; estimated
quantity undisposed of 200,000
Grand Rapids and Indiana Railroad,

from Fort Wayne, Indiana, to Tra-
verse Bay; esiimated quautity un-
disposed of 300,000
Marquette and Ontonagon Railroad,

from Marquette to Ontonagon ; es-

timated quantity undisposed of... 250,000
Chicago and Norih western Rail-

road, from Marquette to mouth of
Menomee river ; estimated quan-
tity undisposed of 275,000

Total acres 1,550,000

IOWA.

Iowa Falls and Sioux City Railroad,

from Dubuque to Sioux City; esti-

mated quantity undisposed of 150,000
McGregor and Sioux City Railroad,

from McGregor to a point iu

O'rJrien county; estimated quan-
tity undisposed of 200,000
Sioux City and St. Paul Railroad,

from Sioux City to St. Paul, Minne-

sota ; estimated quantity uudis-

posed of 125,000

Sioux City and Pacific Railroad,

from Sioux City to Fremont, Ne-
braska; estimated quantity undis-

posed of 625,000

Total acres 1,100,000

WISCONSIN.

West Wisconsin Railroad, from To-

mah to Lake Superior ; estimated

quantity undisposed of 600,000

St. Croix and Lake Superior Rail-

road and branch to Bayfield, from

St. Croix to Superior and branch

to Bayfield ; estimated quantity un-

disposed of 550,000

Chicago and Northwestern Rail-

road, from Fon Du Lac to Green
Bay ;

estimated quantity undis-

posed of 300,000

Portage, Winnebago and Superior

Railroad, from Portage City to

Bayfield, and thence to Superior,

estimated quantity undisposed of 1,200,000

Total acres 2,650,000

MINNESOTA.

St. Paul and Pacific Railroad, from'

St. Paul to mouth of Siouxwood
river ;

estimated quantity undis-

posed of 650,000

Branch of St. Paul and Pacific

Railroad, from St. Paul to Crow
Wing; estimated quantity undis-

posed of 800,000

Minnesota Central Railroad, from

St. Paul to Iowa State line, range

18 west; estimated quantity undis-
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posed of 400,000
Winona and St. Peter Railroad,

from Winona to St. Peter; estima-

ted quantity undisposed of 750,000
St. Paul and Sioux City Railnad,
from St. Paul to Sioux City, Iowa

;

estimated quantity undisposed of 500,000
Lake Superior and Mississippi Kail-

road from St. Paul to Duluth ; esti-

mated quantity undisposed of 500,000
Minnesota Southern Railroad, from
Houston to Big Sioux Lake ; esti-

mated quantity undisposed of 400,000
Hastings and Dakota River Rail-

road, from Hastings west to a

point on State line; estimated

quantity undisposed of 300,000

Total acres 4,300,000

MISSOURI.

Hannibal and St. Joseph Railroad,

from Hannibal to St. Joseph.; esti-

mated quantity undisposed of 150,000
Atlantic and Pacific Railroad, from

St. Louis via Springfield to Siale

line; estimated quantity undis-

posed of 200,000
Cairo and Fulton Railroad, from
Cairo to State line of Arkansas;
estimated quantity undisposed of 50,000

Total acres 400,000

ARKANSAS.

Cairo and Fulton Railroad, from

point on State line in Randolph
county, via Little Rock to State

line of Texas ; estimated quantity

undisposed of 550,000
Memphis and Little Rock Railroad,

from Memphis to Little Rock ; es-

timated quantity undispo.-ed of... 250,000
Lit tie Rock and Fort Smith Rail-

road, from Little Rook to Fort

Smith ; estimated quantity undis-

posed of .- 400,000

Total acres .-. 1,200,000

KANSAS AND NEBRASKA.

Kansas Pacific Railroad, from
Omaha to a point near Ogden, in

Utah ; estimated quantity undis-

posed of 9000,000
St. Joseph and Denver City Rail-

road, from St. Joseph to Denver
City, Colorado Territory ; estima-

ted quantity undisposed of 1,000,000
Kansas and Neosho Valley Rail-

road, from Eastern terminus of

Union Pacific to a point on Red
river; estimated quantity undis-

posed of 1,200,000
Southern Branch of Union Pacific,

from Fort Riley to Fort Smith,

Arkansas; estimated quantity un-

disposed of ,. 850,000

Total acres
".

12,050,000

NEVADA.

Central Pacific Railroad, from a
point near Ogden, in Utah, to

Sacramento, California; estimated
quantity undisposed of 3,500,000

CALIFORNIA.

Central Pacific Railroad, from a
point near Ogden, in Utah, to

Sacramento; estimated quantity
undisposed of...... 1,000,000
Western Pacific Railroad, from
Sacramento to San Jose; estima-

ted quantity nndisposed of 800,000
California find Oregon, from Rose-
ville to Portland, Oregon ; esti-

mated quantity undisposed of 1,200,000
Southern Pacific, from San Jose to

a point on Colorado river ; estima-

ted quantity undisposed of 300,000
Stockton and Copperopolis ; esti-

mated quantity undisposed of 250,000

Total acres 6,250,000

OREOON.

Oregon and California Railroad,

from Portland to Roseville, Cali-

fornia; estimated quantity undis- »
posed of 1,250,000

COLORADO TERRITORY.

Kansas Pacific Railroad, from a
point on the Missouri river in Kan-
sas, to Denver City ; estimated
quantity undisposed of 2,000,000
Denver Pacific Railroad, from Den-
ver City to connect with Union
Pacific in Wyoming Territory; es-

timated quantity undisposed of... 2,600,000

and distribute the air thus purified, and, if

the temperature of the water were sufficiently

low, also cooled by its contact with tbe latter,

to tbe interior of the car, would necessitate

only a very simple arrangement of tubes or

pipes. Here, I ben, we have the essentials,

well Known and often enough embodied in

the work of inventors, of a practical system of
removing from railway transit one of Nts
greatest annoyances; but that they will be
found in common use or application for many
a day to come, we do not believe. To believe

it would, indeed, argue a greater faith in the

ptogressiveness of railway corporations than
we have any warrant lor possessing."

Total acres 4,600,000

UTAH TERRITORY.

Kansas Pacific to a point near Og-
den 2,580,000

Also, statement showing the estima-

ted quantity of alternate reserved

sections now and to be hereafter

made subject to homestead entries

as the surveys and line of the Nor-
thern Pacific Railroad progresses,

as follows : Estimated quantity for

that portion of road in Wisconsin. 1,000,000
Estimated quantity for that portiou

of road in Minnesota 2,000,000
Estimated quantity for that portion

of road in Oregon 1,500,000
Estimated quantity for that portion

•of road in Washington Territory... 3,800,000

Total acres 8,300,000

Dust aud Cia&tieB'S.

The occupants of railway cars continue to

be afflicted with the dust and cinder nuisance
despite all the efforts of inventors to devise
some effectual means to put an end to it.

Almost every other discomfort incident to

railway traveling has been remedied or very

much diminished; but how to get rid of the

dust is a problem not yet solved. A great
many plans have been suggested, some of

them manifestly impracticable, or involving

an expense too great to be incurred. To ad-
mit the air necessary for wholesome ventila-

tion, and at the same time exclude cinders
and dust, is a difficult thing to accomplish

;

but sooner or later we think it will be accom-
plished. The American Artisan presents the

following plan, which we regard as entitled to

the consideration of railway managers:
''A pipe opening at the front end of a car

will allow the air to enter through it in a cur-

rent, having a velocity equal to the speed of

the train, and there is no more skill needed in

fitting a pipe in this manner than in putting

a cowl on a common chimney. To cause the

air.current to pass through water, so that its

suspended dust and cinder particles may be
washed away, would require nothing but an
application of the we'l known principle by
which gases are made to pass from the mouth
of a chemist's retort to a receiver through the

water of a pneumatic trough. To conduct

Oiiio Cities in ibc t'ensus.

Under tbe heading " Cnriosiiies of the Cen-
sus." the Philadelphia North American has
the following article:

Tbe cities of Ohio generally show, by the
returns of the present national census, a very
handsome increase in population during the

past decade Cincinnati is, perhaps, the only
exception, that great city not having made
progress commensurate with that of the other
leading cities of the West. Nor, indeed, does
Ohio herself seem to have concentrated her
attention upon her metropolis, the minor
cities having increased at the expense of tbe
latter. We alluded some months since to the
extraordinary development of Cleveland, and
the census fully sustains all we then said In
1860 the population of that city was 43,417,
and in 1870 it. is 93,01s, an increase of more
than one hundred per cent. This remarkable
progress will be more fully appreciated by
reference to the following comparisons :

1850. 1860. 1870.

Detroit 21,019 45,609 79,601
Milwaukee 20,061 45,246 71,403
Cleveland 17,034 43,417 93,018

It will be seen that Cleveland has, in the
last decade, overtaken and passed these two
cities that have been ahead of her for twenty
years. Detroit is the metropolis of Michigan,
and has a most advantageous position for

trade with Canada, while Milwaukee is the

metropolis of Wisconsin, and has at length

taken from the grasp of Chicago the position

of the leading grain market of the north-west.

Yet Cleveland, with nothing to depend upon
but her manufactures and her own efforts in

trade, has passed both cities. The explana-
tion is simple. Cleveland has devoted herself

to iron manufactures and the refining of pe-
troleum, for which her proximity to Pennsyl-
vania offered her peculiar facilities. She has
also transacted a large trade with the mineral
resrion of Lake Superior and also in the ship-

ment of coal to the lake regions. There could
not be a more striking exemplification of the

power of coal and iron to create a great, city

than is afforded by Cleveland. It seems alto-

gether probable tbat in the course of the ensu-

ing decade she will overtake and pass Buffalo,

which now only foots up some 1 10,000 people.

Another Ohio lake city, Toledo, exhibits

remarkable growth, its population, which was
13,758 in the year 1860, having now risen to

31,693. The ambition of this young city is so

over-weening as to have drawn upon her no
small amount of ridicule ; but. she has worked
ahead rapidly notwithstanding. This growth
appears to have exceeded jn ratio that of all

the other principal cities of Ohio. Colum-
bus having increased from 18,554 in I860, to

31,336 in 1870, and Dayton from 20,081 iD



THE RAILROAD RECORD. as5

I860 to 30,886 in 1870. It will thus be seen

that Toledo has passed all these, and from be-

ing the tilth in rank among the cities of Ohio

in 1860, has now risen to be the third. All

the Ohio cities are industrial as well as rail-

road centers, and it is to this that they all owe
their progress. Youngstown has risen from

2,750 in 1K60, to 10,476 in 1H70, while Akron
hasjumped from 3,477 to 10,010.

There aie probably few States in the Union
where there are more centers of population,

industry, trade and transportation of real

importance than Ohio, and possibly the

steady growth of all these places has the ef-

fect to lake away from the progress of Cin-

cinnati, there being, apparently, no such dis-

position toward centralization as makes St.

Louis the representative of Missouri, and Chi-

cago of Illinois. It is a curious fact that of

third-class cities like Toledo, Columbus and
Dayton, there a:e more in Ohio than in Penn-
sylvania, notwithstanding all our population,

wealth and resources. We can only name in

this Siate, Reading, Lancaster, Harrisburg

and Erie, and of these, Reading alone comes
up to the population of the Ohio cities above

mentioned. Yet, all of our towns have an

immense advantage over their Oliio competi-

tors in our inexhaustible mineral resources

and abundant wealth.

The difference seems to be that the move-
ment of population in Pennsylvania has been

almost whoily absorbed in building up two
great cities of the first-class, Philadelphia and
Pittsburg, while in Ohio the peculiar charac-

ter of the railroad system ha-: prevented con-

centrated effort of any kind, and divided the

growth of the State among a number of minor
cities. Cleveland alone appears to be starting

forward for a great career; and that mainly

owing to her reliance upon coal and iron, like

her neighbors of Pennsylvania. Her growth
bears little resemblance to that of any of the

Ohio cities. Her people build constantly,

and are thus keeping their city always supplied

with cheap dwellings. Industry can be car-

ried on there much more economically than

in any other of the Ohio cities. Her inter-

course, in fact, is more largely with Pennsyl-

vania than with Ohio, and with Pittsburg than

with Cincinnati. It is not at all improbable
that she may become the chief city of Lake
Erie, and thus push Buffalo aside from the

position she has so long occupied. A great

deal, however, will depend upon the railway

developments of the next few years, and the

Cleveland journals are beginning to be anx-
ious about the developments in the Lake Su-

perior trade.

Commerce op Cities along the Ohio
River.—The first annual report of the Cincin-

nati Board of Trade affords us much valuable

information, especially in regard to the com-
merce of places along the Oh'o river. The
value of the commerce on the Ohio for 1869

is stated at §715,000,000. Pittsburg is credi-

ted with $150,000,0(10, and exports iron, coal,

lumber and general manufactures; Wheeling,

coal, iron, nails, glass, etc., $30,000,000;
Portsmouth, iron, machinery, etc., $12,000,-

000 ; Cincinnati, general manufactures, $169,-

500,000; Madison, 6tarch, whisky, flour and
pork, $12,000,000; Louisville, tobacco,

hemp, etc., $115,000,000; New Albany, gene-

ral trade, $15,000,000; Evansville, grain, pork,

tobacco and whiskey, $12,500,000; Wabash
River, grain, flour and produce, $15,000,000;
Smithland, grain and produce, $30,000,000;
Paducah, grain and produce, $40,000,000;

Cairo, cotton, salt and grain, $20,000,000.

Tiio Railroad Water 'i'rough.

The Hudson River Railroad Company re-

cently constructed at Montrose Station, a
trouih in the center of the track, one thou-
sand two hundred feet in length, fifteen in-

ches in depth and eightren inches wide, and
caused it to be lined with sheet iron heavily

painted. This trough is perfectly straight

throughout the entire one thousand two hun-
dred feet. A short distance to the north-east

of it is a spring which supplies it with water,

the trough holding sixteen tiiousand gallons,

which can be let into it at will

Locomotive No. 43, Ned Sandford, engi-
neer, was taken from the road and put into

the shop, where, in a quiet manner, skilltul

mechanics soon fitted her out with an ingeni-
ously formed pipe, curling from the man-hole
in the tender down through the latter to a po-

sition inside of hind trucks, where the pipe

forms a halt circle, at the end of which is the

nozzle which always points the way which
the engine goes. Fastened to this nozzle is

an iron bar, which connects with a bar from
a point near the fireman's box, by which, when
the locomotive comes to the trough, the noz
zle or pipe can be dropped instantaneously
into the water, while the train is running at

the rate of thirty miles an hour The nozzle
sinks to only a depth of two inches in the

trough, yet even at that depth, when the one
thousand feet is passed, over one thousand
six hundred and thirty five gallons of water
will be found in the tender.

There are many improvements connected
with it, all the handiwork of Master Mechanic
William Buchanan. He has been at work
experimenting since the 20th of May last, and
has always been encouraged by Superinten-
dent J. N .Toucy, who has been a firm believer

in the plan from beginning to end. The first

experiment in taking, or as some of the
engineers say, ''jerking the water " occurred
a few days ago. The locomotive dashed oveT
the rails, even to which is the trough, at the

rate of thirty-live miles an hour. As the
nozzle struck the water, the fluid rushed into

the tender with a roar like a young Niagara,
and when the trough was left behind, the
fireman found his tender lull.

Every movement was crowned with success,

and the locomotive later in the afternuon was
attached to the New York special which left

Poughkeepsie at 4: 15 P. M., which train pro-

ceeded direct to New York without stopping
anywhere, a feat at once novel and giving

promise of greater deeds in the future. It is

next proposed to locate a trough between
Cattskill and Hudson, and points in the
Central road, so that in time, trains aided by
this process of stopping nowhere for water,

may run through to Chicago in twenty six

hours. The Hudson River Railroad Company
was the first in this country to adopt the im-
portant invention, and in fact all others of

any consequence. It is indeed one of the

greatest inventions of the age, and must come
into general use on railroads.

—

Poughkeepsie
Eagle.

Montana Territory, according to the
complete census returns, has a population of

38,580, divided as follows: whites, 17,992;
negroes and of mixed blood, 179; Indians
and mixed blood living among the whites,

473; Chinese, 1,936; Indians, living in tribes

on the reservations, 18,000. The 17,992
whites are composed of 14,582 males and
8,410 females. The 1,936 Chinese are com-
posed of 1,807 males and 129 females.

India Rubber.

Caoutchouc, or India rubber, as it is more
commonly termed, is obtained from the milky

juice of trees and vines of different countries.

it is exported in its crude state from South
America, Central America, Mexico, East In-

dies, and Africa; the rubber obtained from
these countries differing materially Irom each
other, which is due, to some extent, to the

different, methods adopted in curing it.

The best and leading quality is considered
to come from Para, Brazil, S. A., termed
" Para rubber." It is gathered by the natives

in the interior of Brazil, from trees of large

growth, which are " tapped " once a year, by

making incisions in the bark, commencing
near the base of the tree, sometimes in the

roots which lie exposed. These incisions are

repeated once a fortnight during the season

forgathering rubber, continuing them up the

trunk of the tree It is stated that the pro-

duction from the roots which lie exposed is

more abundant in the elastic gum, than any
which is subsequently drawn off. A milky
emulsion containing the caoutchouc exudes
at these orifices, which is collected by means
of gourds or cocoa nuts attached to the tree

by means of clay ;
these, when lull, are emp-

tied into buckets A lire is then made from
nuts peculiar to this country, which in burn-

ing emit a dense smoke that has the property

of curing and drying the rubber in a superior

manner. Molds of a variety of forms, but

principally made from wood about one inch in

thickness, either round or oval, are then
dipped into the liquid and passed through the

smoke; when the gum becomes dry and solid

they are again applied to the liquid for a

second coating, and redried ; this process be-

ing continued until the coating becomes from
half to one inch in thickness; the layer is

then cut open, the mold removed, and the

rubber is ready for shipment to Para, from
which port it is shipped to the markets of
consumption. I he finest and best of this

production is termed "Fine Para;" that which
is a little inferior in quality or texture, " se-

con," or " medium ;" while all the scraps and
refuse are compressed into large balls or

blocks, and cailed "sernamby," "coarse," or

"negro-head." Much has been said relative

to the exhaustion of this supply. The trees, if

not abused, will yield for an almost indefinite

period, the older trees furnishing a juice which
is much richer in caoutchouc than any others.

The increased production of this rubber is

readily shewn by the following table of ex-
ports irom Para : •

To United States. To Europe.

1851. 1,700,000 lbs. 1.250,000 lbs.

1855. 2,650,000 " 2,150.
(
)00 "

1860. 2,300,01)0 " 2,«liO,O00 "

1865. 3,000,000 " 5,100,000 "

1869. 5,700,000 " 4,850,000 "

Rubber from New Granada, Ecuador, and
Central America, is exported in a variety of

forms, namely, slabs, sheets and pressed strip.

This rubber is cured in an entirely different

manner from the Para rubber ; the milk alter

it is collected being allowed to coagulate, and
then run in'o thin sheets or slabs, the latter

varying from one to four inches in thickness,
which are dried as thoroughly as possible in

the sun. The rubber so cured contains much
acid natural to the milk, as well as a large

percentage of water. The pressed strip rub-

ber is all exported from Panama where it is

collected from the interior in slabs, which are

cut into narrow strips and run through power-
ful presses, extracting the water, compressing
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the rubber, and preparing it for the market in

a belter condition than when shipped in the

wet state. Mexican, East India and African

rubber are all cured in the same manner as

Central American rubber. In Africa, most

of the rubber-milk is collected from a large

vine, similar to our native grape vine. Al-

though the trees grow there in abundance, it,

is all collected in the district surrounding

Gaboon, directly on the equator. The rubber

trees are very numerous on the gold coast, in

Guinea farther north, hut there is no rubber

collected in that district Much of the Afri-

can rubber is prepared by filling reeds from

six to ten inches in length with the milk from

the vine, which, when hardened, is taken out

and left in the sun to dry. So prepared it is

termed tongue. The other quality, flake,

comes in different, shapes and sizes, but is not

so free from dirt, being allowed to run upon

the ground and dry after which it is collected.

The best African rubber comes from the Con-
go river, about six degrees south of the equa-

tor. It is prepared in the shape of balls, and
termed ball rubber. The East India and
African rubber is of a softer and more gummy
nature than the other kinds of rubber, and is

generally used in manufacture for a sticking

substance, and in the manufacture of hose.

The ainual consumption of all kinds of rubber

in the United States in 1858 amounted to

abcut 2,500,000 pounds, which has now in-

creased to from 9,000,000 to 10,000,000

pounds.

B@"The value of ihe products of several

cities for 1809, is as follows :

New York $353,800,430

Philadelphia 303,235,099

Boston 132,283,108

Cincinnati 119,140,089

St. Louis 61,580,454

Chicago 30,229,146
Louisville 31,970,802

The progress of Cineinnaii in manufactures

is seen in the fDlluwing aggregate production
at several decadal years:

1840 $lfi.36l>,443

1850 46,789,279

I860 104,657,612

1870 119,140,089

The number of hands employed in our manu-
factories is 59,354, equal to a population of
150,000 supported by this business alone.

The report contains full and interesting ta-

bles illustrating our commerce, our railway,

canal and sieamboat interest, &c, &c ,
:

Cost of Road
Compa's & Equipm'ts Earnings. Expenses.

A & G W. §59,723,844 $5,097,367 $3, 459,299

C il J... 5,803,061 221940 213.681

C.,R. & C. 947 885 100,503 108,585

C,S. & C. 5,700,000 799,469 692,690

C. & 1 1,894,473 233,567 125,634

C&Z 2.969,361 345,842 299,796

C,H. & D. 5.297,260 1,198,847 777,497

D. &. M.... 6,489.836 1,027,356 697,717

L. M 7,786,469 1,680,316 1,118,019

M. & C... 19,655,013 1,350.720 1,252,182

O. & M 29,190,211 2,855,152 1,978,524

Totals $1 15,457,418 814.907,088 $10,723,624

J8SF* The Commissioner of Mining Statistics

gives the product of precious metals in the

United Stales last year at $63 500,000, dis-

tributed thus: California, $20,000,000; Ne-
vada, $14,000,000; Oregon and Washington
Territory, $4 000,000; Idaho, $7,000,000;
Montana, $12,000,000; Colorado and Wyo-
ming, $4,000,000; New Mexico, $500,000;
Arizona, §1,000,000; other sources, $1,000,-
000.

The St. Louis and Socth-eastkrn Rail-
way.—The company building this line of rail-

way was organized under special act of the

Legislature of Illinois. March 24,1869, with

authority to build from Eastern St. Louis by
way of filt. Vernon, McLeansboro and Equal-
ity to the Ohio river at Shawneetown, a dis-

tance of 140 miles.

The first division, extending from East St..

Louis to Mi. Vernon, crossing the Illinois

Central at Ashley, will be put in operation on
the first day of Nnvember next, the dislance

being 75 miles. One section of the Eastern
division, extending from Shawneetown to

Equality, 12 miles, will also be completed at

the same time. It is the intention ol the com-
pany to finish the whole road next year, and
probably, to aid in the construction of the

Shawneetown and Madisonville Straight Line
Railroad, which will connect, with the Evans-
vi lie, Henderson and Nashville Railroad, now
about completed. The distance from St. Louis
to Nashville, Tenn., by this new and almost
air-line route, will be 284 miles, and can not

be practically shortened.

At Mt. Vernon, the proposed St Louis and
Louisville Railroad will connect, and when
built, will reduce the distance between these

two great cities to about. 250 miles. The con-

struction of this important link has been com-
menced, and one section is to be put in ope-
ration .during the current year.

The local aid upon this railway line will

exceed $1,500,000. The remainder of the

means required to complete the road is raised

by preferred stock and an issue of hrst mort-

gage, convertible bonds, amounting to about

$15,000 per mile, which was placed in the

bands of Messrs. George Opdyke & Co., of

New York, the company's financial agents.

The coal fields opposite St. Louis and near

the Ohio river, will afford a very large busi-

ness for the road. At Equality, the Salines

are now worked successfully, and will undoub-
tedly be developed to a very large extent.

—The first annual report of the officers to

the stockholders of the East Tennessee, Vir-

ginia and Georgia Railroad Company made
on the 7th of September has just been issued.

The earnings for the year ending June, 1870,
were as follows

:

From passengers $508,108 36
From freights. 696,452 90
From Express freight 26,484 51

From United States Mail 33,535 51

From miscellaneous sources... 14,282 43

$1,278,863 80
Ordinary expenses for the same

time..". 716,182 12

Net earnings for the year... $562,681 68

—The immense bridge over the Missouri,

at Hannibal, to be built for the Toledo,

Wabash and Western, the Hannibal and
Naples, Ha.. tubal and Moberly and North Mis-

souri roads, is now under contract with ihe

Hannibal Bridge Company. This company
is controlled in New York by the heaviest

stockholders and owners of the roads, in

whose interest the bridge is being built. The
President is Mr. A. M. White, of New York

;

Chief Engineer, Colonel E. D. Mason ; and
Consulting Engineer, Mr. Warren Colburn, of

Toledo.

'Ihe bridge is to be ready for use by August

1, 1871 The materials required for the work
areas follows: 400,000 lineal feet of piles;

1,000 000 feet, of timber and lumber; 10,000

tons of masinry ; 10,000 tons riprap; 4,000

tons concrete ; 1,350 tons of iron.

—In 1828 there were three miles of railway
in the United States, and now we have 48,860
miles, and the increase.can not be less than
thirty miles per day.

—The Pullman Palace Car Company,
organized 1867, with a capital of $1,000,000.
It runs its cars over 15.000 miles of railway
and employs about 3,000 men.

BAILILOABGAZETTE.
The Railroad Man's Paper.

[News & Operation,
Engineering-,

-j Reports,
Management,

i B I Advertising.

A. IV. KELLOGG, Pnblisher,
Terms. S3 per Annum.] 101 Washington St., Chicago.

B^" Willbefbur Dollars after January 1,1S71._^3

THE FIRM OF WM. J. TOFNG «fc CO.
Mathematical Instrument Makers, consisting of Wm. J.
Young and Chas. S. Heller, waB dissolved shortly be-
fore the death of Wm. J Young. The undersigned, the
late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen YearR, will continue in the same
line of husim-s*, at JVo. 33 North Seventh street,
Cor. of Filbert.

THIS. S. II£I/LER.
Philadelphia, August 1, 1870. 29-9-70, 27

HAILEOAB TIES WAKTED.
OPFirE OF THE

CHESAPEAK
UFFirE OF THE )

3APEAKE & OHIO R R- CO->
54 William Street New York. J

This Company are now ready to contract for Fire Hun.
dred Thousand ^00,000
RAILROAD TTKS, to be deliv red during the ensuing
Autumn and Wint r, along the line of their road in Went
Virginia Persons wishing to propose for furnishing the
same may apply in pernon or by letter at this office.

13-9 70,3 C. P. HUNTINGTON, President.

GET THE BEST.

WEBSTER'S IIUOHI IKTUIUT
10, iO Words and Meanings not in other Dictionaries.

3000 Engravings. 1^40 pages Quarto.

Glad to add my testimony in its favor.
' Prest. Walker of Harvard-]

Every scholar knows its value.

1
w" H. Prescott, the Historian.]

The most complete DictiJna y of the Language.
[Dr. Dick, of Scotland.]

The test guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Chahcellor Kent.]
Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Klihu Buiritt.]

Excels ail others in defining scientific terms.
[President Hitchcock.]

Sso far as I know, be>t defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

Anecessity for every intelligent family, student, teac* er
and professional man. What Libiary is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings. Price $6.

The work is really a gem of a Dictionary, just the thing
forthe million.

—

American Educational Monthly.

Published by G. & C. MERKIAM. Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

STEEL RAILS
The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best qmility.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA,

CAMBRIA IRON CO.,
400 Cliesnut St., PHILADELPHIA.

2-21 -3m

BOOTHS DUPLEX,
SAFETY,

Steal and Iron Rail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I,. BOOTS! & CO.,
Rochester, IS. "ST.

HAVEIV & AIXEJV,
H'Z Broadway, ST. Y.

HARRISBURG FOUNI

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.}

HARRISBURG, PENN.

MANUFACTURERS OF

MACHX2TX3T3' TOOl.3,
BUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, cfc.

W. T. HILDRUP, Treasurer.

Hawkins H>rthel & Burrall,

Gibii k. Dffectwiicqi fogfycers,
BUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roof* and Turn Tables. Also

Iloivcr's Patent Truss,

And other Timber Bridees, Rools and Turn Tardea. Cor-
rugated Iron Doors, Shutters, and ln-»n Building Ma-

terial general ly. Contractors fur Fil ing, Ducking,
and General Railroad Work.

Main St., Springfield Mass.

B. F. Hankins. Geo. P. Berthet. W. B. Burrall.

Le Van's
IMPROVED BOILER

j

8lnRie AcHnff for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.
fl5~Fast and Loose

Pulleys, Meam Metal
Valves and Boxes fit-

ted up in the best man-
ner.

fl®~Photographs &
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed In all cases by

W.BarnetLeVari&Co
S. E. Corner

24th & "Wood Sta
FHILAPA.

30 6 70,70.

T. F- RANDOLPH,

MAiNUFAClURlsR OF

MATHEMATICAL INSTRUMENTS
THxODOLlTS TRANSITS. LEVELS

DRAFTING INSTRUMENTS, ic,
67 W. Sixtll St., Cincinnati, O.

Circulars sent free. Established 1S53.
19 .i-711. 18

EI>WIN J. IIOKJVER,

Successor to

HeDANEL «fc HOKSEK,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

URAND SCENERY!
C@"QUICKE!ST ROUTED
5© Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PJIILA 1)EL PITIA ,

NEW YORK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

1NO CHANGE OF CAES
From Cincinnati "R<a 1 -K-m /->t>ci nntI hut ON K

orColunihns to -OaJ. UliLLUi C CUAKGE
I'hilad- IpJiin and New York.

r*KfcESS vJajtimore & Ohio R. R

J. I,. WILSON. Mns'erof Transportation.
L. M. COLR, General Ticket Asenl.
}. 15 GIliSIJN, General Western Passenger A Rent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chun ye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, EvansTille, St. JoBepn

JrTcrsou City, and all poiDts on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TBrlllVS RUW AS FOLLOWS :

St. Louis, Evrinsrille and Cairo
Miil 7:.15A M. 10:55P.M.

Osgood Accommodation. • 3:10 P.M. 8:45 ft. M.
Through Western Express 5:1 n P. M. 8:30 P. M
Ni»bt Express 10:20P.M. 6:00A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

cennestirne, 1- minutes slower than Cin'ti time.

For tickets or information apply at Offices. 13'j Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDUHANT. Superintendent, Cin.O.
C.E. FOI.LKT.aer.'lTick't Ag'i, S'. Louis, Mo.

amm tm m thed
As in use on the National Despatch Line of

Cars, adapted to two or more gauges, for
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agenta
;

Wiliiiieigton. Delaware, or
('HAS. BOCIillS A CO, ISoston, Mass.

3-12-9,62

THE LOBDELL

CAR-WHEEL.TIRE J MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 18:56

Allkinds ofBailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL. Secretaij

|

12-5-70,52
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1100 MILES under

due 51.1

BROAD GA€G£,»« t KLETRACK ROUTE

lugiLiVftfi^ir.
StiO MILES without

Change of Couches.

,
BOSfOW,

Providence, Albany,

PITTSBURG, HARRISBURG
3?lxil«.cleljpliia

f
Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

KOCH ESTER to NEW YORK, - 385 Miles

22 to 27 MILESthe'shDBTER RQUTt.

TWO EXPRESS TKAIKSDAia/Sr
Leave CINi INN ATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, U., time,

Yfhich is 7 rjinutcs taster than Cin'ii time.

7.COA. M" CINCINNATI EXPRESS,
(Sundays 'set-pled.) Arrive Dayton 9.10 A.

JlL; Urban,., 10.29 A. M ; Galion, 12 57 P.M.;

Mant-field, 140 P. M, West Salem, 2.50 P
SI. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. ( Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at, Ravenna with Cleveland &
Pitts-burg Railroad for Hudson and Cleve-

land; at Elmira for Williatriaport and the

S'.uib; at Uinghampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternonn trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12 03 A. M.; Urbana,
125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkfst);

Akron, 7.3S A.M.; Ravenna, 8 25 A.' M.;
M-adville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supp.r) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the
Broad Giuire. amoved for hoth Day and Night 'travel.

ar° attached to this train at Cincinnati and run through to

New York, formint: the Onl.y Ijiaie running through
860 Miles v/ilhout i'hnnge.

Boston ami N«*iv JE inland Passengers,
vrifli their Safffra^fl'. arc eraiisierrettJUTKEE
OF CHARGE in ST«-W York.

TCP The Erie Railway Company has opened a new
Ferry from their Jersey City Depn to the foot of Tweuty-
hir'l Slrcet New York, thus erjahlin'-' paraengers to reach

he t> per portion of the city witlmtit Hie expanse and an-
noyance ot ., streetcar or omnihustransfer.

T~~P The scenery along the entire route of the Erie
Railway is of the most picturesque anil beaotrrttl character.
Admirers of Nature's beauties, in a daylight journey over
this Line, fill find in its ever c'lAnsitig landscapes sub
erts of cntinual admirati n "nd intere-t

I5ag,S i4^e(; J ,<?clt 'ti Through
And Fare always as Low at by any other liouie.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c tn be obtained ;it the Companv 1

8 Offices in Cin-
cinnati, 80 West Fourth Street. 116 Vine St.. 4 Burnet
H use, and foot of Bmadwiy , (Spencer H use Block),
and at all principal Ticket OO'^s in the South and
South-west <V31. B. E ' Kit,W B SHATTUC, Gen'. Pass'r Ag't

Seneral Southern Agent.

Best iiouJe to Si. Loi!i*ai!<i th cage

INDIANAPOLIS,
f CINCINNATI

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINN ATIto

CAIRO, *

C H I C A. G O,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Orriaha

Denver, Sacramento, San Francisco,

And all Rail and Kiyer Towns and Cities Iu the West.
North west and South-west.

TD=The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DKC. 5TH, 1PG9, TRAINS
WILL LEAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ~. .20 am 32 4t' am
St Louis and Sprin^ljeld Ex].ress... 2.40 pin 7 35 am
;:St. Louis and Springfield Express. In 211 pin 3.42 pm
Lawrehceburg Accommodation 10. lUam 2.35 pm
Lawrencehurg Acconiuioa'alion 4.iUpm 8.25am

*The lo.*0 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express G 50 pm g.3o pni

Harrison Accommodation 5.30 pm 7.10 am

ThroughTiekeu can be obtained atthe Burnet House
Office

:
coruer ol Thiid and Vine ; River Ollice, corner of

WalnutStreetacd River; and at Depot, corneiof t'lum

and Peai tstreets. the splendid Passenger Depot of the

I. & 0. Railroad is about a mile neaiei tie businesscenter
of the ci'y iti an the Depot of any other railroad, and « i th-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON .Superintendent.
A. E. CLARK. GeneralfiCKet Agent.

Cincinnati, Hamilton & Dayton Railroad

Trains run to and from Cincinnati as follows:

DEPART. ARR1VB.

Eastern Express (Erie Railway). 7:t:(l A. M. 6:3t>P.M.
do do do ...9:45 P.M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P.'M.
do do do G:3u P. M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25P.M.
do do do .... 2:30 P.M. 5:40 P. M.
do do do . . ti:3HP. M. 7:30A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Sjrinefield flccomnod lion 2:30 P.M. 10:v0A.M.
Sandusky, Cleveland & Buffalo,. 6:?0P M. 10:20 A. il.

Muncie* Indianapolis 7:15 .A.M. 10:25 P.M.
do do .... 5:CU P. M. 1:20 P. M.

Hamilton, Eaten & Richmond.., 7:15 A. M. 10:25 P. M.
do do do. ... 5:110 P. M. 10:2(1 A. M.

Hamiltcn Accommodation 9:311 A. M. £:05 A. M.
do do 6:50 A M.

Trains run SEVEN MINUTES FASTER than Cincin-
,atitiine.

For allinformation and throughtickets, please apply at

taeold office, south-east cornet of Broadway and Front; li.ir

net House Office, comer Vineand Rakerntreets.and at the
respective depots. East Front and Wesi Sixth streets.

D. McLAREN. Oen'l Superintendent.
SAM'L STKPUKNSUN,Gen'lTick'tAg't.

Jmniliuse.-call for passen. er>

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, li-imiUun &
Dajtin, ami Little Miami Railroads, still unut:nue to trans-
jio't pmduce and merchandise between Cincinnati and
L'iitsbusg. Philadelphia. B iltiin*:re t New York or Bu&ion,
and ail Kastern points with the greatest pmmptiturie and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati,

W. P. SHINN, General Freight Agent.
Pittsburgh, Fa.

LOUISVILLE & CIKCINNATI

SHOBT-LIHE RAILBQA9.
On and after June 13, trains will run as follows

:

!%.**"& & JEXI*Ita-:S& l.^ave.- Cincinnati 7.30 A.
X

,%'U?B am M. Daily (except Sundays), stops regularly
at \Valt<m, fclliston, Sparta, Lihi-ity, Wonhville, Camp-
hellaburg, Lagrange, l'ewee Valley, Anchorage ; when
fl -gjied, at South Ct-vingti n Maurice, Indtptrmience, Bcmk
Lick, Veruna, Zicn, Glencue, Udgle, Carrt'llton, Sulphur,
Peii^ileton ; arrivsatL uisville IJ4.05 V . M.

\%i/n. &% &OUTMJEKN FAST LIXE leaves
i\ %Jq VJ Cinciunali at 1-20 P. 31 Daily (except
fjuudayd). Slops only at Walton, Wurlhvule, and La-
grange ; arrives at Louisville 5.20 P. M.

I^Jrfb 9^ JiASL le-jves Cincinnati 5.00 P. M.
l>a<LK« O Daily (except -unday). Stops regularly
at Walton, JiJlist n, Glencoe, Sparta, L berty, Worthvilie,
Uampi ellsburg, Sul|;hur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at Suu;h Covington, Maurice, lode-
pei.dence, Bank Lick, Verona, ^oa. Eagle, C-rollton,
V endletou ; arrives at Louisville 10,00 P. M.

l^jTh "1 i\ A'ltiiST EXPKESK leaves Cin-I«V» Jl str cinnati at 11.15 P. M Daily (evcept
Saturdays). Stops regularly at Worthvilie. Lagrange, and
when flagged a' Walton, Verona, i lliston,* lenc.e, Sparta,
Liberty, La^le. Canipbellsburg, Sulphur, Pendleton rVwee
Vahey, Aucliurage; arrives at Louisville at 5.00 A. M.gj

JJ^p No. H connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14 p. M-, Lexington
7 45 P. M-, QUICK TIME.

U3* The Btst Route to the Sou'h. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY Sl'EFFEE, GeD- Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New Yurk, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Eas'.on
frith the Lehigh Valley Railroad, and its connections,
forming a direct Line to Pittsburg and the West, without
change of cars.

ALLENTCWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati. St. Louis, etc, with but one change of cars.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. isa.- For Easton, Bethlehem, Mauch Chunk,
William sport, Wilkesbarre, Mahoney City, Tuckhaunock
tic.

7:25 a. in —For Somerville.

8:30 a in.—For Flemihgton, Junction, Error Ssburg
Water Gap, Scrantun, Kingston, Pittston. Great BeQd.&c.
IS ail.—For Fleoiugton, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, S'eranton. 'Harrisburg. &c.
3:S0 p. B£i.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 i>. m.—For Somerville.
5:25 |>- in.- For Somerville andFlemington.
6 3>. isa.— For Has ton and interuiediatesiations.

7 gJ.HBi.—For Somerville.

7:20 p. m.—EwniitiNT—Stopping only at the princi
pal statu ns.

0:00 j*. ail.— For PlainfieM.

1E:50 36. in.—For Plainfield, on Wednesday and
Saturdays only.

FOR TOE WEST.
9 a.m.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown. Harrisburg1

, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
WaLer Gnp, Scranton, &c. Connects at Phillipsburg fur
Mauch Chunk, Wilkesbarre, &c.

5 p; an.

—

Cincinnati Express, daily (except Satur-
days,} fur Easton. Bethlehem. Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Steeping-Cara
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-
tion* to scranton, This truin v.ill be run to Easton on
Saturdays asa local train, stopping at principal stations.

8 p. m.

—

Western Express Train, daily, lor Easton'
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at llarrishuig witn tr. tin for Williamsport, trie
&c

"

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains le:«ve for Elizabeth at 5:4j, 6:30, 6:55, 7:35
o:l5., 8:30, it., 9:20, Jtc30, 1 1 S4.1l a- m — 11! m , 1: ID, 5: CO
3:00,3:30, 3:45* 4:15. 4 3u, 4:45, 5:10, 5:2?, 5:45. 6:uo,6:-J5,

7:10.7:2 ,7:40,8: 0:00,9:40 10:45, 1 1 :50 p. m.
Tickets for the West can be obtained at the ofnee of the

Central Railroad of New Jersey, foot of Liberty St., N. Y.;
atNo. I Aster House; Nos. '-'54, 273, 520 Broadway;**
No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER,.*mperintendeiT
fl. P.Baldwin, Gen Pass. Agt,
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CINCINNATI.

Its Growth, and its Needs.

It is underitood, bat the fact is we believe

not officially published, that the population of

Cincinnati is within its present corporate

limits about 220,000. At the same time the

population of Chicago is 297,000; and that

of St.. Louis is 314,000. The census, how-

ever, is not the true indication, for the true

population of a city is not what is within cor-

porate, or even State limits ; but what number

of people do business in it and find their

market there. Now in Boston, New York

and Cincinnati there are great suburb popu-

lations; while in Philadelphia, Chicago and

St. Louis there are not. The three former

do not include their suburbs, because they are

cutoff by watercourses; but Chicago and

St. Louis include all they have. Boston has

full 300,000 people; New York, 1,500,000;

(which includes Brooklyu and Jersey City,)

and Cincinnati full 260,000, (wnich includes

Covington, and Newport,) and with the villages,

near 300,000. But of course, this is not a

matter which the census can consider, but it

is one for merchants and business men to

regard. But there is another point of view

in which the growth of these cities is to be

looked at, and which is the true oue. This is,

that the growth of each of these cities

is the result and necessity of the pecu.

liar region around it. There is not

the slightest natural rivalry, or ever can

be, between Cincinnati, St. Louis, and

Chicago, They are at the angle of a triangle,

whose sides are each nearly 300 miles in length

They are three times as far from each other

as New York, Philadelphia, and Baltimore;

and the regions in which they are placed are

dissimilar, and do not interfere at all with one

another. Cincinnati is the capital, workshop,

and market of the Ohio valley
;

and nothing

can prevent its being so. Louisville, at the

falls of the Ohio, was the only place which

could be the rival of Cincinnati in the Ohio

valley; but Louisville long since ceased to be

a rival, (although always attempting to be

so) and does not keep pace with the growth

of Cincinnati, It is to the growth of the Ohio

valley and its proper development, that Cin-

cinnati must look for its own development;

but any one who looks around Cincinnati, will

see that the Ohio valley has not developed

fast; that its own peculiar resources have

not been developed ; and that Cincinnati has

really little communication with the Ohio

valley,—except on the north side. Hence it

is, that Cincinnati has not grown so rapidly

as Chicago and St. Louis; and this brings us

back to the influence of railroads. The growth

of railroads at Cincinnati practically ceased

fifteen years ago, because that growth was

confined to the north side of the Ohio

Hence all the sluggishness, and the incessant

complaints of that sluggishness in Cincinnati.

Ifa man has but one arm, when he should

have two, it is very evident he will do but half

the work he ought to have done. This is plain

enough, and this is the condilionof Cincinnati,

and will remain the condition of Cincinnati

while Cincinnati allows herself to be cut off

from the direct Southern trade. We say

allows herself, for Cincinnati has capital

enough and to spare, to goon with the South-

ern road, without any aid from the Kentucky

Legislature ; but in the mean time, let us see

what Cincinnati has done with one arm. The

following is the growth of Cincinnati during

the last forty years :

—

1830 24,831

1840 46,338 Increase 90 per cent
1850 115,438

1860 161,044

1870 220,000

Now these figures are not very difficult to

understand, by those who understand any

thing about Cincinnati. The largest increase

was from 1840 to 1850. Now that, and the

next three years to 1853, was the railroad

era of Cincinnati ; and it produced exactly

the same effects as we have seen in Chicago

and St. Louis. From 1840 to 1853, Cincin-

nati, which in 1840 had only 46,000 inhabi-

tants, increased 100,000. But in 1854 there

was a commercial convulsion, and a railroad

stoppage. The result was, that in the next four

or five years, Cincinnati almost stopped growth

at all, and the increase from 1854 to 1860 was

very little. The growth from 1860 to 1870

would doubtless have been much greater, but

for the war. From 1861 to 1864, there was a

positive decrease in the growth of Cincinnati.

150

39
34

But when the war was evidently about to end

in favor of the Union, Cincinnati began to

grow, and in the last three years has fairly

got under headway again, especially in regard

to manufactures. Mechanical industry, and

a variety of manufactures is the forte of Cin-

cinnati; and it has not lost any part of its

power in that respect. From 1860 to 1870,

(as proved by the report of the Board of Trade,)

the manufactured products of Cincinnati have

almost doubled. The total value of products

in Cincinnati in 1870 is about equal to that

of the whole Stale in 1860. , This is beauti-

fully exhibited in the Industrial Exposition.

We doubt whether any greater exhibition of

manufactured products was ever made in the

United States, and wo feel assured that no

other place in the country has better advan-

tages for manufacturing. Even if the South

is to be mainly closed against Cincinnati by

reason of (and we say plainly that is the rea-

son,) the listless apathy of her citizens, and

especially of her men of property. Still Cin-

cinnati will grow, and in less time than New
York took for it, will be as large as New York.

Taking the last two ratios, (39 and 34 per

cent.,) and with it the peculiar drawback of the

war, we may take it for granted that Cincin-

nati will increase at least 35 per cent, decen-

nially. This will make the next three cen-

suses stand thus :

—

1870 „ 220,000
1880 * 300,000
1890 : 406,000

19U0 550,000

But this the reader sees, is very slow growth,

compared with what Cincinnati has had in the

past ; and very slow in comparison with what

it may have. How may it have more ? Sim-

ply by using its other arm; and doing what

ought to have been done thirty years ago,

making by its own citizens, and controlling

the road to the South. This is what New
York, Philadelphia, St. Louis, and other cities

have done, and what commercial communities

must do, if they mean to advance. The Ken
tucky Central road now goes about 80 miles

into Kentucky; why not carry it through

Kentucky ? What is to hinder it? What is to

hindeWts being carried on just where we

intended to go? The truth is, that the origi-

nal plan was right. If Cincinnati will raise

two millions of dollars, (which ought to be a

very easy thing among her commercial men

and property holders,) the Southern road will

be made, and made where it ought to be;

South Carolina, North Carolina, Georgia, and

East Tennessee have been not only willing, but

longing to join hands with Cincinnati, and

pour all their western business into her lap.

But Cincinnati has practically done nothing,

except help make the road to Lexington.

What is the use of resolutions, and plans, and

votes and trustees, if you do nothing? And
yet, nothing is done I He who would thrive,

must put his hand to the plough. Now what

would Cincinnati be if the Southern road was
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made? At leash 50 per cent decennially

would be her growth. What would that be ?

Here it is :

—

1870 220,000
1880 380,00(1

1890 465,000

19U0 700,000

That is, in thirty years the Southern road

would add 150,000 to the population at the

very least, and a much greater proportion to

her manufactures and her commerce. The

value of property in the mean time would be

trebled. Ye men of property, what tbiuk ye

of it?

Cincinnati A Springfield Railroad.

On the 21st of this month, some of the peo-

ple interested in this valuable work convened

at Lebanon for the purpose of apportioning

the amount required by certain parties to in-

sure the construction of the road, and the

distribution was made as follows, upon the

basis of $-1,000 per mile

:

Clarke county $40,000
Greene " 72,000
Warren " 96,000
Butler and Hamilton couuties... 44,000

Total $252,000

And to raise this fund, a committee of seven

was appointed from each county, who are

pledged to go to work, at once, and devote

their time to this undertaking.

From a committee of gentlemen living

upon the line of this road who called to con-

sult with us upon this matter, we learn that

the' proposition made to the people is, that

they shall raise the sum of $250,000, to be

donated when the road is completed and in

operation; or, the sum of $500,000 to be paid

in installments from time to time, as the work

upon the road progressed, and as tbey may be

called for by the managers, and to be repre-

sented as Jtock in the company.

The Erst proposition is equal to about $4,000

per mile of the road proposed to be built, and

the second to $8,000 per mile.

From the distribution proposed at the Lebanon

meeting, it is evident that it is intendaj^to fry

the bonus plan first; and we suppose, if that

fails, then to try the stock plan.

From all we can learn, either from the gen-

tlemen who called upon us or the reports of

the public press, we are unable to ascertain

who is to be the recipient of this handsome

donation, nearly enough to grade the road,

whether it is the contractors, the company, or

those active spirits who are the originators of

the scheme. In the main, it is probably about

the same to the parties who give, provided,

they accomplish their desires by so doing, viz :

to secure the road; yet, we believe it would

be much more satisfactory, and, the amount

could be more readily obtained, if it

can be raised at all, by knowing who the donees

are, and what they give in return.

The stock plan of course, tells its own- story.

Yet it is a little singular that parties should

prefer tog'tfe away one half as much as the

stock in so valuable a work would c,'l t them.

If this road proves as productive as'V^ think

it will, either as a local work, or as a connec-

ting link between this city and any one or more

of the great Eastern lines, or both, there is-.no

doubt if it is properly managed, but that its

stock will be worth nearly,' or quite par. At

any rate, it would sell in the open market any

day after the business of the road was estab-

lished, for more than fifty per cent, of its par

value, and thus there would be something cer-

tainly, and prospectively a large per centum

saved over and above the $200,000 subsidy,

and what we think of considerable importance,

a local representation in the construction and

operation of the road would be maintained,

and local interests in that way somewhat pro-

tected.

There are good reasons why the people

should «eigh well the obligations they incur

by becoming stockholders in a concern of this

character. We intended to speak of these in

this paper, but reserve the subject until the

conclusions of the Supreme Court of Ohio

upon some important point growing out of

such relations. A case, involving many of the

points arising out of the obligations of stock-

holders in an incorporated body under the

laws of Ohio, has passed the subordinate

courts and is now be fore the tribunal of last

resort for a decision that shall be the law of

the State upon such matters.

We shall be glad to learn that this work is

successful. It is an important one, much need"

ed, and talked of as long as our Southern road

has been. The country through which it is to

pass, is one of the most productive in the whole

West; its citizens are numerous and wealthy,

and they appreciate the value this road will be

to them. They ought therefore, to respond

quickly to the requirements that will give them

this outlet, and the sooner realize its rich

returns.

Speed of the Telegraph.—Professor Gould

has found that the velocity of the electric

waves through the Atlantic cables is from

7,000 to 8,000 miles per second, and depends
somewhat upon whether the circuit is formed

by the two cables or by one cable and the

earth. Telegraph wires on poles in the air

conduct the waves with a velocity a little

more than double this; and it is remarked as

a curious fact that the rapidity of the trans-

mission increases with the distance between

the wire and the earth, or the hight of the

support. Wires buried in the earth likewise

transmit slowly, like submarine cables. Wires

upon poles, but slightly elevated, likewise

transmit signals with a velocity of 12,000

miles per second, while those at a consider-

able hight give a velocity of 16,000 to 20,000

miles

The population of Minnesota is esti-

mated at 435,000—an increase of 263,000

since I860. St. Paul has 20,045, and Min-

neapolis 13,014.

The Southern Railroad.

The Commercial'« correspondent " Avery,"

writing upon the present way of reaching

Chattanooga from Cincinnati, calls it "The
Pumpkin Vine Route," and gives the follow-

ing graphic description of how and when the

Cincinnati papers arrive in that city :

Dp to about three weeks ago, they came in

about 7 o'clock P. M. on the seeor d day after

publication. But this quick time over the great
pumpkin vine route, via Louisville, (four hun-
dred and forty miles in tbirty-seven hours, -or
about twelve miles an hour,) was not to last,

for about three weeks ago the- Commercial
ceased to put in an appearance on the second
day afier publication, and did not arrive until

the third, being just forty-eight hours on the
road. Watch its meauderings, gentle reader,

or more particularly its stops It leaves Cin-
cinnati at 6 or 7 o'cl'Ck in the morning, and
arrives in Louisville at 11 or 12. It then lies

over from that time until half past 12 the next
night, about thirteen hours. It then starts for

Nashville, and arrives thereat 9 o'clock the

following morning, or about that time, and
tarries there until nearly T o'clock that night,

when it takes a fresh start for Chattanooga,
arriving here the next morning. "How is

that for slow
"

Such was the rapid schedule that went into

effect about three weeks ago. Captain That-
cher, the express agent at Nashville, was ap-
pealed to to do someihing in the premises,

and he replied that owing to their being but

twenty minutes "transfer time", at Nashville

the papers had to lay over. But he said that

he would give orders to have the papers trans-

ferred if it could possibly be done. He proba-
bly did so, for the Commercial now arrives

here the second night after publication—that

is, when the Louisville train is not behind at

Nashville But still there is a delay of thirteen

hours at Louisville which is very provoking.

There is a remedy for all ills of the sort in

a direct road from ihe Queen City to Chatta-

nooga. The Commercial woi»ld then come
through in about sixteen hours, or but little

more than its present halt at Louisville. Eve-
rything else would come through t:>o,, in from
a tenth to half the time it now takes it. Tne
fact is, every branch of business and all kinds
of business men, from newspaper down to

peanut peddlers, from pig-ironists to milliners,

demand the road. As business increases, this

demand will increase, until it swells into an
irresistible popular clamor at both ends of the

line. "So clear the track, old Keutucky, or

the track will clear you."

Wonderful Bridge—The bridge now
in process of erection across the Mississippi

at St. Louis is one of the wonders of the age
It is to be a tubular, cast steel, arch bridge,

supported by the abutments and two piers;

the latter are 515 ft. apart, and 497 ft each
from its nearest abutment, making three spans
of about 500 ft. each. Its greatest span is the

same as that of the Kuilenberg Bridge over

the Leek, an arm of the Rhine, in Holland.

Telford's suspension bridge across the Menai
Straits has a span of 570 ft. The Victoria

tubular iron bridge of Montreal exceeds this

greatly in length, being 6,600 ft. (11/ miles,)

but it res^ts upon twenty-four piers, and its

spans are mainly only 575 ft. Thesuspension
bridge at Niagara spans 821 ft, , and is 245 ft.

above the water. The Bast River bridge will

span 1,600 ft., at a height midway of 130 ft.
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Small Gauge Railroads.

The ordinary railroad gauge (the width be-

tween the rails) in the United States and
Great Britain, is that affixed by Mr. Stephen-

son, and is four feet, eight and a half inches

This was the gauge adopted for the Liverpool

and Manchester Railway, being that which he

had been accustomed to use in the construc-

tion of the tram roads of the culliery districts.

The gauge of those roads had in turn been

made to conform to the width of track of

the vehicles in ordinary use, the object being

only to make available on the improved roads

the old slock of wagons.

Although Mr. Siephenson afterwards defen-

ded his gauge as being on the whole the most
convenient for transportation of freights, and
as affording sufficient width for the construc-

tion of an efficient locomotive, and his judg-
ment has been confirmed by thirty years'

experience, it did not seem to all engineers

who were called to superintend the construc-

tion of the early railroads, that because
immemorial custom had fixed the widih of

wagons at four feet eight and a half inches, it

followed that that precise gauge was the most
suitable for the building of engines and vehi-

cles to be drawn by them on the newly
devised railroads. So soon, therefore, as the

railway system began to expand, the war of

the gauges broke out.

Mr. I. K. Brunei, Engineer of ihe Great
Western Railway was the foremost champion
of the wide gauge, and built that line seven

feet iu width. Five feet was adopted for the

Eastern Counties' Railway. Some Scottish

lines were bailt six feet wide. On the Conti

nent the usual gauge was four feet eight and
a half inches, although the French lines are

five feet eight and a half inches wide, and the

Spanish lines were constructed on a gauge of

five feet six inches, causing a break of gauge
at the French frontier, commercially inconve-

nient, but considered politically desirable.

In Ireland the gauge question was settled in

a way so characteristic as to be worthy of

mention.

The Ulster Company built twenty-five miles

from Belfast, towards Dublin, on a six feet

two inch gauge, while the Dro^heda company,
which set out from Dublin to meet the Ulster

line, commenced their works on a gauge of

five feet two inches. When the Ulster com-
pany complained of the discrepancy, tbey

were answered by the Irish Board of Works
in 1843, "that though this looked a little

awkward, yet, in fact, the two ends being

completed, there was little chance of the

intervening part ever being finished, and
that, therefore, there was no harm done."

Finally a mean of all opinions, five feet three

inches, was adopted as the national gauge
of Ireland ; which had the recommendation,
satisfactory to all in that land of confusion,

that it differed from all the three gauges then

in operation.

In the United States, the gauge controversy

has borne fruit in the adoption of three prin-

cipal widths of track—4 feet 8J inches, the

usual gauge in the north and west; 5 feet

the width of the Southern roads, and aUo of

the lines in Missouri, and 6 feet the wide

gauge of the Erie railway and of the Ohio and
Mississippi road.

As belore said, thirty years' experience has
justified Mr. Stephenson's opinion, and there

are indications that the broader roads will, at

no distant day, all be altered to conform to it.

The wurk of his great opponent in England

—

tlie Great Western Railway—has already fur

the most part, been changed. A recent publi-

cation refers to it as follows :
" The broad

gauge, as regards the midland dis'ricts of
England, is now a thing of the past, the Great
Western Railway Company having ceased to

run any broad gauge passenger trains between
London and Birmingham, Wulverhampton
and Liverpool. Already too, on the branch
beiween Reading and Basingstoke, the third

rail has oeen removed, thus converting that
line from a ' mixed gauge ' to a narrow gauge
line. In addition to this, the whole of the
broad gauge lines north of Oxford will imme-
diately be taken up, removing in the midland
counties the last trace of the system of one of
the two great rival engineers, whose plans
were so long hotly contested and celebrated
as ihe '' battle of the gauges.' "

In this country public attention was attrac-
ted during the last year by the unexampled
celerity with which the gauge of two hundred
miles of line was changed from broad to nar-
row. A force of 1,400 men in twelve b- urs
changed the gauge of the Missouri Pacific
Railroad without interruption to the traffic

But assuming that the 4 feet Hi inch gauge is

likely to become the standard for the main
railroad lines, it is not demonstrated that
even this width is not much greater than is

necessary for many works, particularly for

branch lines of moderate length, whose utility

is merely as feeders to a main line, and whose
connection with the general railroad system of
thecouniry, is made only at one end Indeed,
the contrary of the proposition may be said to

have been established, and it will perhaps sur-

prise many readers to learn that railroads of

3J feet, 3 feet., and even 2 feet gauge are
in successful operation in Europe for the
transportation both of freight and passengers.
A conviction that there are many districts

in our country where small gauge lines can
be built with great advantage, affording for a
comparatively small cost in construction and
working, a sufficient outlet for products, and
all necessary facilities for passengers, has led

the writer to collect some information on the
subject which may be both interesting and
useful to the public.

The Festiniog railway extends from Port-
madoc in the county of Carnarvon, Wales, to

the slate quarries in the parish of Festiniog,

the distance of 13 miles. It was originally

built as a tram road. The difference in level

between the terminus at Portmadoc and the
mountain terminus is 700 feet. The average
grade being 1 in 92, or about 57 feet per milt,

the trains descend by gravity.

Until 1863, the return trains were taken up
by horses. The gauge of the road was two
feet, and though the praciieabilily of construc-
ting locomotives on so small a scale had ofien

been discussed, it was not till that year that

an attempt was made to build them Two
were then put on the line, and in 1865 four
weie in daily use, and the line wa,s regularly

opened for passengers. It is difficult to rea-

lize even from figures, the actual dimensions
of all parts of this minute railroad. The en-
gines are iu themselves curiosities. They
have four coupled wheels two feet in diameter.
The cylinders, lying but six inches above the

rails, are eight inches in diameter, with twelve
inch struke. The engine, ready for a start,

weighs seven and a half tons, carrying water
in a tank surrounding the boiler. The ave-

rage load taken up by these toy machines,
over grades of 66 feet per mile, and curves of

150 feet radius, is 00 tons gross, at a speed of

10 miles per hour. Although the Board of

Tale regulations limit the speed to 12 miles
per hour, tl e engines hive been run at a rale

of thirty miles per hour with safety.

The passenger cars are 6 feet 6 inches high,
6 feet 3inches wide, and 10 feet long, currying
ten passengers. The wheels, four in number,
are 1 fool 6 inches in diameter, and 4 feet apart.
The floors of the cars are only 9 inches
above the rails. Tbe locomotives cost abo/t
$5,000 each, and the passenger cars $500.
The rail weighs 30 pounds per yard, and is

laid on cr.iss ties four fcei in length.
The width of the works, cuttings, tunnels

and viaducts is about 8 feet.

Near Cologne, is the Brcelthal Valley Rail-
way 12} miles in length, connecting the valley
of the Broel with the Sieg. The gauge is 2 feet

7 inches. The line is laid along the side of
the common road, and has curves of 125 feet
radius, and grades of 66 feel per mile Tt e
engines, in working order, weigh 12} tons,
have 6 wheels, 2 feet 3 inches in diameter,
cylinders, 10J ins. in diameter, and 10 in.

stroke, and are worked at a pressure of 90
pounds per square inch. The freight cars are
10 feet long, <i feet 8 inches wide, weigh
empty 2} tons, carry 5 tons of freight, and
i^osi about $350 each.

The rails weigh 24 pounds per yard, and
are laid on cross ties 4 feet 2 inches long.-
At the Crewes works of the North-western

Railway is a line of 1 foot 7 inches gauge,
worked by engines of 1A tons weight.
On the continent are the Mondalazac Rail-

way of 2 feet 5 inches gauge, worked by en-
gines of 9 tons, on a 33 pound rail ; also the
Aniwerp and Gand line, gauge 3 feet 9 inches;
the Cotnmentry and Monttucon line, gauge 3
feet 3 inches ; and at Tavaux Poutsericourt,
a line of 3 feet 3 inches gauge, worked by
engines of 7} ions on a 26 pound rail,

Iu Norway are laid nearly 200 miles of rail-

road on a gauge of 3^eet 6 inches, with en-
gines of 17 tons, and a rail of 45 pounds per
yard.

At the Thomas Iron works at Hokendaqua,
Pa., engines have recently been put into" a
line of 2 feet 6 inch gauge, formerly worked
by horse power.

These engines weigh a trifle over 8 tons
with a tank full of water, and haul up a grade
of 2 1 1 feet per mile, a gross load of 26 tons.

So far, then, all mechanical difficulties in

the way of working railroads of a gauge even
as narrow as 19 inches have been overcome,
and it remains to examine what has been the
success attending them as commercial enter-
prises aid what may be their adaptability to

the wants of our own countrv.

The immediate effect of the substitution of
steam for horte-power, on the Festiniog Rail-

way was a reduction of the working expenses
22 per cent. In 1868 the gross receipts were,

in round numbers $114,000; the expenses
$48 500, or 42 per cent. Of the expenses,
however, nearly $12,000 were for taxes, royal-

ties and duties; the proper working expenses
being only -36,500, or 32 per cent, of gross
income. Obviously the profits of working
this road aie greatly increased, from
the fact that the greater part of the tonnage
descends the line by gravity, but it is no less

clear that the capacity of the small gauge for

passing a large traffic without interruption is

demonstrated
The freight tonnage amounted to a million

and a half (1,500,000) tons moved one mile;

2,500 passengers were carried over the road,

and the gross receipts reached $9,000. per
mile of line

The Brcelthal valley line is worked under
conditions more nearly corresponding with
those under which small gauge branches
might be used in the United States.

One train per day runs each way over
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Cheap River Freights.—The St Louis

Democrat advocates the ' construction of
steamers for carrying freight exclusively, aa

the most efficacious method to recover the

trade diverted from the Missouri and Missis-

sippi rivers to the railroads, and gives a com-
parison of the cost of building one of the

"river palaces' with the expense of the resular

freight boat "-The new steamer "Grand
Tower," owned and just built by the Memphis
Packet Company, is 268 feet long, 43 feet

broad, and 7 j feet deep, and measures 1,400

tons. The cost was as follows : Hull $28,700
;

cabin, completely fitted up, $56,000; engines,

$25,000, making a total of $109,700. The
monthly wages of the crew, consisting of one
captain, two pilots, two engineers, two strik-

ers, three clerks, two mates, one carpenter,

one watchman, and forty-five men, amount
to $4,200. The wages of each class of em-
ployees, in addition to board furnished, are as

follows: Captain, $200 a month, pilots, $150;
engineer, $108; strikers, $40; clerks, $94;
mate, $93; carpenter, $75 ; watchman, $45,

and deck hands -$45 The board is estimated

at $30 for the superior class, and $25 for the

common hands. Taking various other items

of expenses, -the entire charges, including

interest, insurance, wear and tear upon a pas-

senger steamer, it is estimated, amount to

$6,485 a month, or $77,820 a year, taking no
account of the expenses for provisions for the

cabin, and for waiters, stewards and chamber-
maids necessary lor a first class boat. On the

other hand, it is calculated a freight boat

could be built for $58,700, the hull costing

$28,700, the cabin, with plain wprk, $10,000,

and the engines $20,000. It is believed that

the boat could be built for $50,000, and upon
this sum the charges for insurance and inci-

dentals would be reduced one half, and the

wear and tear of the fine work would form no
item of expense. The crew, it is stated, might

be reduced to one captain, two pilots, one
clerk, one mate, two engineers, two strikers

and six men ; so that the expenses for navi-

gating the steamer would only be $1,610 a

month, or $19,320 a year. The fuel for these

freight boats, it is argued, should be coal

altogether. The hulls of the steamers, it is

stated, could also be widened to sixty feet,

and the tonnage thus increased to nearly

double, without requiring any additional depth

of water to float the boats.

the line, the average total weight being as

follows: ,

Locomotive 1 2 J tons.

Cars 70 "

Freight 140 "

Total 222J tons.

No passenger trains are run. The list of

employees is very small, consisting of a

manager, superintendent, assistant super-

intendent, bookkeeper, three track hands, one

engineer, one fireman, one conductor, four

train hands—or fourteen in all. The
total tonnage during the last year, the

reports of which are made public, was about

33,000; the receipts $14,000; the expenses,

including all repairs of track, $6,650, or 47

per cent. The total cost of line, including

rolling stock, was 1 11,500, and the dividend

paid by the above business more than 6 per

cent.

The three main objections to the small

gauge then have been successfully answered

by practical experiments. ,

It w; s said to be impossible to construct.

an effective locomotive for a track narrower

than the standard 4 feet 8£ inch gauge. But
we point to engines now at work, of various

weights, from the one and a half ton engine

on the nineteen inch gauge at Crewes to the

"Little Wonder," a twenty ton engine on the

twenty-three inch gauge at Festiniog, capable

of hauling oire hundred and fifty tons np a

grade of sjxty-six feet per mile, and whirh has

been timed at thirty-five miles per hour.

It was said that the rolling stock was built

on so small a scale that it would be as useless
' for transportation as a child's toy wagon, but

the toy wagons carried m 1868, over the Festin-

iog railway 126,000 pounds of freight.

It was objected that the cost of working the

small gauge would be nearly as much as for

operating a road of the usual width
; but ex-

perience proves that the expenses decrease

nearly iu proportion to the gauge quite as rap-

idly, including the interest on the difference

in capital.

It is not proposed that a miniature railroad

would generally answer the demands of our
business, but only that in exceptional cases,

where there is no through connection, but

where a branch line is needed to convey to

and feed a trunk line with the traffic of an
isolated district, it will be wise to consider
whether it is necessary to put the same capi-

tal per mile into the branch as into the trunk.

Is it necessary, for instance, that the applian-

ces for conveying the traffic of the Abbeville
branch of the Greenville road should be as

ample and costly as for the traffic of the New
York Central?

An obvious objection will be raised : that

of the cost of transferring freight at the junc-
tion wilh the main railroad system. Under
the most unfavorable circumstances this

would not exceed two cents per ton, and in

many cases, by special appliances, might be
reduced to little or nothing.

For instance, on the fertile plains of Illi-

nois, the transportation of grain more than
ten miles in wagons over, or rather through
the bottomless mud of winter roads, is almust
impossible

But, these narrow lines may be extended
into the remotest parts, conforming to the sur-

face of the ground, costing little or nothing
for grading, taking up grain, which may be

shifted to the main iine simply by running
the small car above the car of the trunk road,

and spouting the grain in. A branch line

constructed on the 3 feet gauge, would not

coal two-thirds as much as one on the 4 feet

8j inch gauge, perhaps not one-half. A thirty

pound rail, a ten or twelve ton locomotive,

cars of half the weight of those now used,

bridges ten feet wide, tunnels, cuttings, em
bankments proportionately smaller, and the

very great advantage gained by the use of

sharp curves; nil these points indicate the

saving in first gauge of the small gauge.

This difference in original cost will be so

large as to greatly stimulate the construction

of branches. A traffic that, won't pay interest

on a capital of $25,COO per mile, will justify

building at a cost of $10,000, and the smaller

road will afford every necessary facility for

intercourse. The introduction of the system

will do for districts, what the general railroad

system has done for the whole country— in-

crease production, invite immigration, raise

the value of land, and bring, into close com-
munion with their fellows, great numbers of

communities destined otherwise to remain
forever isolated.

—

Republican.

Locomotives Without Rails.—The British

War Department has investigated a recent

invention of a locomotive without rails, and

it'is reported in official reports far more use-

ful than any horse. The Supt. of Machinery

says he has come to the conclusion that the

question of steam tracion on common roads

is now completely solved ; that the application

of the India-rubber is a perfect success; that

it opens up an entirely new field, and that he

looks upon this as a discovery rather than

an invention.

In the course of experiments witnessed, the

engine went up a labyrinth of zigzag courts,

and it can describe a figure almost in a space

of twice its length. The boiler employed is

an independent invention adapted to the car-

riage. The chief peculiarity is the copper pot

used for holding the water within the furnace,

and is so contrived that if the boiler contains

any water, the pot will have a full supply

This arrangement keeps the center of gravity

low and allows the engine to run up hills of

1 in 10, or go along an angle of 30°. The
wheel and its tire may be described as con-

sisting of a broad iron tire with narrow flan-

ges, upon which is placed a ring of vulcanized

India-rubber; this ring is about 12 inches in

width, and 5 inches in thickness, which thus

surrounds the iron tire and is kept in its place

by the flanges; then over the India-rubber

there is placed an endless chain of steel plates,

which is the portion of the wheel which comes
in actual contact with the road, the reticulated

chain being counected by a sort of vertebra at

each side of the wheel. The India-rubber tire

and this ring of steel plates have no rigid con

nection, but are at perfect liberty to move
around as they please without consulting each

other, or even without the concurrence of the

inner ring of the wheel which they both iu-

close.

—By act of Congress passed last spring the

tax of 2} per cent, nn the passenger receipts

of railroads is abolished. This wilt be a relief

of about $-1,000,000 peryearonthe railroads

of the Uniied States. The amount of this tax

paid last year, reported by some of the West-'

ern roads was as follows : Chicago & North-
western, about. $95,000; Chicago, Burlington

& Quincy, $42,958; Milwaukee & St. Paul,

$44,528; Chicago, Rock Island & Pacific,

$44,674; Chicago & Alton, $39,789 ; Illinois

Central, $52,575.

—

Railroad Gazette.

Glue Which Will Unite Even Polished

Steel,—A Turkish receipt for a cement used

ti fasten diamonds and other precious stuffs

to metallic surfaces, and which is said to

strongly unite even surfaces of polished steel,

although exposed to moisture, is as follows :

Dissolve five or six bits of gum mastic, each

the size of a large pea, in as much spirits of

wine as will suffice to render it liquid. Id

another vessel dissolve in as much isinglass,

previously softened ic water, as will make a

two ounce phial of strong glue, adding two

bits of gum ammoniac, which must be rubbed

until dissolved. Then mix the whole with

heat. Keep in a phial closeiy stopped. When
it. is to be used, set the phial in boiling water

fi^"The cement for stopping sand-holes in

iron castings is made by mixing one part of

flowers of sulphur and two parts of sal-ammo-

niac with eighty parts of coarsely powdered

iron turnings. Sufficient water is used to

make this compound into a thick paste; it

is used as soon as it is made, and the hole3

are plugged tight with it. This cement

ultimately becomes as hard as the metal it-

self.
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Narrow Gauge Suspension Railways.

We have several times in previous

issues, alluded to that system of rail-

way construction embracing the use of

a single elevated rail, or of two rails laid very

close together, and of carriages running upon

but suspended therefrom. The plan does

away with the necessity of embankments, lev-

eling, and the like, and has the merit of cheap-

ness; bul. the comparative instability of the

permanent way, the inconvenient form for pas-

sengers of the carriages, and the probability

that locomotive propulsion will be lourid prac-

tically unsuited to it, are drawbacks that will

limit its application to thinly settled and un-

even districts. This is self-evident when we

reflect that, in localities where the traffic is

considerable, the greater durab li;y of a ground

track and the rapid and reliable transit aris-

ing trom ordinary methods of propulsion are

all essential ; while in level regions, where

the track may be laid upon a foundation of

quickly shoveled soil, as in many parts of the

further West, the narrow gauge two rail track

now meeting with so much consideration from

engineers will be far the best. Nevertheless,

the cheap and even slovenly system to which

we have alluded is worthy of attention in

many places and for many purposes where

the usual type of railway would, for economic

or other reasons, be inadmissible. Its most

obvious use will be found in the mining dis-

tricts [for the transport of ore from and sup-

plies to the mines. It is for such, indeed,

that it has met with its practical application

abroad, as, for example, in Lancashire, Eng-
land, where a line one mile long, and worked

by a wire rope, is in aelual operation. The
permanent way is a continuous wooded beam,
supported on a single line of posts, and situa-

ted at a height from the ground varying from

three to twenty feet. Upon this are placed

the carrying or bearing rails, eight inches

apart. The beam has at its sides, and below

the carrying rails, supplemental or guide rails.

The carriage bodies are suspended from the

axles of the wheels, which run upon the bearing

rails and are furnished with horizontal wheels

working in contact with the lateral guide rails,

this last mentioned giving steadiness to the

carriage when in motion, by preventing, in a

great degree, the tendency to oscillation; the

same means also sufficing to insure the retention

of the carrying wheels upon the rails, and con-

sequently, this avoidatice of accident. This

line, only recently constructed, is expected to

transport fifty thousand tons per annum, and
the saving in cost of transport, as compared
with that of ordinary methods, is estimated at

sixpence, or, say twelve cents for the eight

furlongs run. The cost of construction, aside

from the stations and rolling stock, was five

thousand dollars, or about one-third that of

the more elaborate but similar elevated way
suggested by Mr. Humphreys, an English in-

ventor, who includes the cost of steel rails and
creosoted timber posts, and proposes propul-

sion by steam locomotives of peculiar construc-

tion. This last, is an item of someimportance,

for as yet no locomotives for this elevated

narrow line system have been made, and, were

their practicability experimentally shown, it

would lead to greater faith in the permanent
utility of such railways than at present ob-

tains.— Am. Artisan.

—Iowa has now in operation about 600

more miles of raijways than Wisconsin, and with

the exception of Milwaukee, Wisconsin has

no city as large as the largest city in Iowa

—

and the. State of Iowa has 300,000 more popu-
lation than the State of Wisconsin.

The Narrow Gauge Railway—It is very
gratifying to perceive that the narrow gauge
railway is growing in popularity because of its

many merits. It is an imnortant discovery in

railroading. Without it, the 35 stem would be
sadly imperfect. With it, the facilities of the

iron track can be bestowed upon every com-
munity.

The cheapness with which the narrow track

can be built and run, will no doubt make it a

great economy in the purposes of Iravel and
transportation. The uses of draught animals
will be confined almost entirely to the farm
Every neighborhood will have its lateral nar-

row track, and will be able to forward its pro-

duce promptly, while its teams may be kept at

work upon the crops, seeoing and tilling and
gathering. This will save both money and
time to the farmer, and increase the steadi-

ness and success of his effective force.

The power of the locomotive upon the nar
row gauge is astonishing, and trains on such
a track can ascend grades that would be im-

practicable upon the wide gauge railways.

It is estimated that $5,1)110 a mile will com-
plete and equip a narrow track. When we
take into consideration the speed aud power
of draft of the railway—the dispensing with

the use of teams, and the gains from safe and
rapH transportation—we see at once what an
immense advantage there is for society in the

narrow gauge iron track over the common
roads

It is surprising that this new railway has

not before now been introduced into this coun-
try, which is generally either in J.he advance
or very prompt to adopt whatever is useful

that may be invented elsewhere. The two and
the three feet gauje have been tried in Eng-
land with wonderful success. Their introduc-

tion here would be an epoch in our commer-
cial and social intercourse. It would he'the

perfecting of the railway as a substitute for

the old mode of transportation and iravel.

It would be a relief to the horse, whose trials

have been great in running in connection
wilh the present lines, which leave such wide
districts of country to make their way to the

railway stations by horse power, in which mode
of traveling the poor horse is too often made
to pour out his life in an effort to make up
for the time lost by men in dallying or sleeping.

Down in Charleston harbor, the Moni-
tor Wrecking Company has already succeeded
in rescuing aboul &2o,000 in value from the lob-

sters and mermaidsoftb at vicinity. Among the

list of articles saved are a bell-metal propel-

ler, a propeller shaft, a banded rifle gun, three

very large anchors, a sternpost, capstan, a
massive chain cable, 1,200 feet long, and a

cook stove. The borer worms have proved
stout enemies. Every plank and post of the

wave-beaten hulks has been perforated and
pulverized by them, but on the bell-metal,

&c, and particularly on the cook stove, they

gritted their teeth in vain ; and the wreckers
1-ooked on to them with great iron clamps,

md raised them unharmed to the surface.

But their feats are as nothing compared to

what we are to behold at the raising of the

Brother Jonathan, which is now sunk in the

Mersey, off' Liverpool. To this unlucky bark

precisely three dozen balloons will be attached,

lifting in the aggregate 6s0 tons. An appa-
ratus will attach the balloons to the sunken
vessel by means of massive iron bolts. Hy-
drogen gas will be generated in the balloons,

and as they fill away aud rise, the vessel will

rise wilh them.

The War and the Iron Trade.—The Iron
and Coal Trade Review, published in Eng-
land, states in' regard to the iron trade on the
Continent and the extent to-which it. is af-

fected by the war: "The Belgian iron trade
is naturally a good deal deranged by the war,
but the Government appears to be helping the
iron masters by-giving out extensive orders
for rails on account of the Stale railways. We
have no very definite information as to what
number of men have been taken away from
the works, but we understand that the produc-
tion of iron in Belgium has certainly been
very much' diminished of late. In Germany
and France, of course, the war has caused an
almost, complete suspension of manufacturing
operations, and as many of the establishments
were largely engaged in manufacturing roll-

ing stoi k and material for the Russian and
Austrian railways, it is highly probable that
many of these contracts will come to this

country to he executed, and that for a long
time to come the production of iron in those
two countries, and especially in Germany,
will be very much diminished. Even should
pence be very quickly restorpd, it will be im-
practicable for the iron masters of Prussia to

get their works in full operalion for a long
time to come, and England will necessarily
have to supply the finished iron which would
otherwise be produced on the continent.

Tramways.—A tramway has been invented

which consists of a single iron or steel rail of

any section, ballasted up to the level of the

road. Upon this single rail tramway vehicles

of any construction, and. driven by any suita-

ble means, may he run, but in order that the

greater part of the weight of the vehicles may
he carried by the rail, one or more double

flanged wheels are fixed on the center line of

the vehicle Each of these wheels work on a

swivel, attached to a screw, in order to raise

or lower the frame work or body of the vehi-

cles above the surface of the ordinary road on
either side, so that the whole or nearly all of

the weight of the vehicles and their contents

would rest on the rail, whilst their balance

would be maintained on eilher side by the

ordinary wheels of the vehicles. The center

doublp flanged wheel or wheels are acted upon
by springs on either side, in order to prevent

jarring and jolting, and to give them a fair

amount of play to suit ihe irregularities of the

road, which would naturally affect the ordi-

nary wheels of the vehicles.

Use of Soluble Glass in Painting—Our
exchanges still continue to suggest, new
applications of water glass in the arts; but

especially in painling, where it appears to fur-

nish a means of applying certain colors to

fresh wood or clean iron in a most efficient

manner, and at a very slight cost compared
with oil. It can also be used advantageously

for painting houses, basket ware, decorations

for theatres, lc, and is especially suitable in

ihe latter case, as it renders wood incombus-

tible to a certain extent, instead of increasing

the danger from fire, as with oil paint. Care,

must of course be taken, to use only such

mineral colors a3 are not decomposed by the

glass, such as ultra-marine, chrome green,

Nuremberg green, yellow and red earth ochre,

green earth, terra de sienna, &c. In coaling

paper with this paint a li l tie glycerin may be

added to prevent its breaking. Coralline,

Ponceau and Vesuvine have also been used

to advantage in connection with soluble glass.

—American Engineer.
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Electric Boot—An electric marine buoy,

the invention of M. E. Dl'chemin, was exhibi-

ted at Cherbourg some time since by order of

tho Minister to the Marine The electricity

was produced by the constantly renewed ac-

tion of the seawater on zinc, but the inventor

has sinne carried on a series of experiments

in order to ascertain if an increase of intensity

could not be obtained as in oidinary batteries

hy means of certain chemical substances held

in suspens-ion around the zinc or charcoal ele-

ir.ent. The new battery resulting from the

experiments, consists of a porous vase fixed

on a wooden buoy or flnater. The vase is

surrounded by a thick zinc cylinder, pierced

with holes, the wire of which represents the

negative pole. Within the porous vase is

placed a slab of gas-retort charcoal, to which

is affixed the conductor of the positive pole:

the charcoal is surrounded by pieces of coke

and perchloride of iron The vase is carefully

closed, and the battery when plunged in the

sea immediately gives forth large quantities

of electricity. A commission consisting of

M. Becquerel, General Morel, and Marshal

Vaillaint, has been appointed to examine this

marine eleutiic apparatus.

fi@™Tlie superiority of iron over stone as a

material for bridges may be best explained by

a brief reference to the cost of some of the ex-

isting structures in London. For instance,

Waterloo and London bridge are of stone

—

the former cost £10 per square foot, and the

latter £11 6s; while the beautiful bridge

built by Mr. Page, at Westminster, cost only

£3 5s. per foot. The following are the total

sums which the chief Thames bridges have

cost; Waterloo, £579,915; London, £542,150;

Souithwark, £384,000; Hungerford, £98,6C0
;

Old Westminster, £280.000 ; Vauxhall, £300,-

000 ; and the cost of the new bridge at Black-

friars is about £320,000.

—A ear built on a new principle by J. W.
Street & Co., for the transportation of cattle,

is described by the Chicago Railway Review.

The length of the car is 36 feet, breadth 8$
feet, good height, and well ventilated. The
inside has adjustable stalls, so arranged as to

accommodate catile of any size—each animal
having its own stall. The oovions advantage

is that cattle can be run to any market with-

out having to stop for rest and feed, as each

animal has its own feed and water trough,

the feed being letdown through a funnel from

the top, and water being supplied from a

small tank attached to the end of the car.

The first car of ibis kind, loaded with 16

head of cattle, was sent recently over the

Pittsburg and Fort Wayne road to Pittsburgh

—In Europe they are building two story

railroad cars.

—Fifteen leading Western railroads report

their gross earnings for six months at $50,-

787,366, as agair st $48,735,475 lor the corres-

ponding period of time in 1869. But this

increase of nearly $2,000,000 is obtained by

the extraordinary gain by the Central Pa-

cific Railroad, which shows the enor-

mous increase of about 50 per cent, com-
pared with last year, the actual figures this

year being $6,142,707 against $4,086,591 in

1869. There has been a decrease On some of

the grain carrying roads for the month of Sep-
tember, because the crops have not come lor-

ward rapidly.

Of James Fisk, Jr., an appreciative

correspondent of an Eastern journal writes:
" It may be said of Fisk, as remarked of

Gen. Butler, that while some might think bim
a knave, no one would call him a fool. He
has undertaken some of the most extensive

speculations ever known, and his ability and
courage have been shown, not only where
successful, but also where he failed. It is a
favorite idea of his that large transactions can
be carried on as e'isilv as small ones, if a per-

son has only sufficient nerve. Few persons
realize the vast, power at his command, or the

tremendous extent of his operations. The
Nation well said that Gould and Fisk had a
rope around the neck of every business man
in the country. They have over 1300 loco-

motives, 50 or more steam vpssels of all kinds,

30,000 employees, with fifty millions capital

to back them. In addition to this the united

strength of the Tammany Ring, which con-
trols the judiciary, city government, and State

legislature, is at their command. Fisk, it is

said, aspires to be a veritable 'prince' in

power as well as name —and there does not

seem to be anything to prevent his being so

Fisk has done not a little good in setting an
example of how the public may be benefited,

by ccnsulting their comfort, etc., in steam-
boats, cars, and other places, and if he will

only keep adding to the improvements he has

effected in this way, he may be looked on in

the light of a public benefactor."

Canal from The Mississippi to Lake
Borgke.—Work is actively progressing on the

new canal which is to connect the Mississippi

at New Orleans with Lake Borgne and the

Gulf of Mexico; and it is stated that the en
terprise will be completed by the latter part

of ifext winter. The canal will be 70 feet

wide and 12 feet deep, and its lake terminus
is to be at Fort Dupries, seven miles distant

from the Mississippi. About 1,000 feet from
that river is to be a lock, 500 feet long by 147

feet wide, and 18 feet deep. For vessels

drawing nearly 12 feet, the distance between
New Orleans and the deep waters of the Gulf
will be shortened about 70 miles. Small craft

from New Orleans for Mobile and Florida
ports will save 15 miles in distance, and the

transhipment of many hulky articles will be
obviated. The transfer of grain in barges to

ships at Ship Island will be facilitated, and it

is claimed that the cost of grain transportation

will be diminished 5 cents per bushel.

—

Monthly Report of Agriculture.

86^°The tin roof of the Westbrook, Maine,

Seminary, boardinu-house, owing to its greater

condensing power than wood, helped materi-

ally in keeping up a supply of water during
the drought. Frequently after a night during
which not a drop of rain fell, it would be found
that a considerable quantity of water had run
into the cistern, and during the continuance
of the dry time, probably hogsheads of water
were caught in tins way.

BSTTn ten years—between 1860 and 1870
—lite insurance as a business, has increased

in Massachusetts from $151,000,000 to $2, OllO,-

000,000, with a net reserve, increased from
$13,000,000 to $200,000,000. In 1869 outside

companies insured through their agents,

nearly $121,000,000, collecting $7,000,000
in premiums, their increase being double over
that of the previous year.

BS?"A barrel of flour weighs 196 pounds, a

bacrel of pork 200 pounds, a barrel of rice 600
pounds, a keg of powder 25 pounds, a firkin

of butter 56 pounds, a tub of butter 84 pounds.
The following are sold by weight per bushel :

Wheat, beans and clover seed, 60 pounds;
corn, rye and flax seed, 55 pounds ; buck-
wheat, 52 pounds; barley, 48 pounds; coarse
salt, 85 pounds.

BAILKOAIMJAZETTE.
The Railroad Man's Paper.

Illustrated
Weekly
Quarto
Journal,
34 Pages.

A

iNews
& Operation,

Engineering,
Reports,
Management,
Advertising.

IV. KELLOGG, Publisher,
Tetjis. S3 per Annum.] 101 Washington St., Chicago.

Z&~ Will be Four Dollars after January 1, 1871. _^J

THE FIRM OF WM. J. TOING & CO.
Mathematical Instrument Makers, consisting: of Wx. J.
Young and Chas. S. Hkllkr, was dissolved shortly he-
fore the death <<f Wm. J Young. The undersigned, the
]ato partner of said firm (who was with Mr. Y< ung con-
tinuously for Fifteen Year*, will continue in the same
line of hufjinr-sp, at JVo. 33 North Seventh street,
Cor. of J?'iibert,

CH1S. S. H£UER.
Philadelphia, August 1, 1870. 29-9-70, 27

BAILROAD TIES WASTID.
Office of theOffice of the )

CHESAPEAK B & OHIO R. R- CO- V

54 Wiiham Street New York.)

This Company are now ready to contr'act for Fire Hun.
dred Thousand

s o o, o o o
RAILROAD TIES, to be deliv red during the ensuing
Autumn and Winter, along the line of their road in West
Virginia Persons wishing to propose for furnishing the
same mav apply in per-on or hy M'erat this office.

15-9 7u,3 C. P.HUNTINGTON, President.

GET THE BEST.
"mm

ll IICTHMIY
,1 ,,.

10, l O Words and Meanings not in other Dictionaries.

3000 Engravings. Id40 pages Quarto.

Glad to add my testimony in its favor.
' Prest. Walker of Harvard.]

Every scholar knows its valut.

I
*~ fl. Prescott, the Historian.]

rhe most complete Dictiona y of the Language.
[Dr. Dii-k, of Scotland.]

The test guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Chahcellor Kent.]
Etymological parts surpasses any thine by earlierlaborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Elihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.

J

Sso far a3 I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teac 1 er

and professional man. What Lib. ary is complete without
the beat English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.—American Educational Monthly.

Published by G. & C. MERKIAM. Springfieia, Mass.

Sold by all Booksellers.
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AMERICAN

STEEL
The andersigned are now ready to contract for the

delivery of RAILS made of

BESSE3IER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesnut St.,PHILADELPHIA.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fullv demonstrated to tie the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known
to '.hem. Opening a new erain Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I,. BOOTH & CO.,
Rochester, JS. T.

HIVES & ALLEN,
72 Broadway, W. T.

HARRiSBUBG FOUNDRY
AND

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

MA QSBBSriSTSP TO C.

SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, $c.

W. T. HILDRUP, Treasurer.

Hawkins- H>rthel & Burrall,

Sibil & KFechwoql l^cjtyeers,

BDILDF.RB OF

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timher Bridtres, Rnols and Tarn Tahles. Cor-
rugated Iron Dnors, Shutters, and Iron Building Ma-

terial generally.' Conductors for Firing, Docking,
and General Railroad Work.

3fain St., Springfield Mass.

R. F. Hawkins. Goo P Herthet. W. H, BurraU.

Le Van's

Impvei Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to gl^e entire satis-
faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at onr ex-
penselfnotas
represented.

Price List and Phofocrraphssent
od application.

"W. Barnet Le Van & Co.

& E. cor. SUh and Wood SU.
I>hiladeLphia.

30 6 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKOnOLITS TRANSITS. LEVELS

DRAFTING INSTRUMENTS, Ac,
67 W. Sixth St., Cinriininti. O.

Cirjularssentfree. Established 1853.
19-.i->0. 18

EDWIS J. HORJTES,

Sv.cceaaor to

McDANEI. * HORNER,

Locomotive and Raifaoad

CAR SPRING MANUFACTURER
Wilmington, Delaware

GRAND SCENERY!
8®"QUICKEIST EUUTE-Sa

59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALT1MOR E,

PHILADELPITIA .

NEW YORK, and

IiOS TON,
WITH TIIE PRIVILEGE OT GOING TOWASHINGTON

TVO CHANGE OXT' CARsS
From Cincinnati Pnl+imnvo and hut 0NK

or Columbus to -Oct! L1I11UX t? CHANGE
lrhilad- Iphia and JSew York.

^GA^c^crsviJBaltimore &Ohio R.R

J. L. WILSON, Masler of Transportation.
L. M. COLE, General Ticket Agent.
G. B.Q1R30N, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chun ye of (Jars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jptforeon City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS nvy AS FOLLOWS
St. Louis, Evaiisville and Cairo
Mall 7:15 A m. 10:55P.M.

Osgood Accommodation. ,, 3:lOI\ M. 8:45 A.M.
Through Western Express 5:IU P. M. fl:3u H. M
Nk'ht Express 10:90 P. M. (i:0() A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

eennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices. 13i Vine
Street. Corner Front and Broadway ; and at Depot, Toot
Mill Street.

E. a. BONDURANT. Superintendent. Cin.O.
C.E. F0I>LET, Gee '1 Tick 't Ag't, Si, Lonis. Mo.

rails ~m ui ttbcks

As in use on the National Despatch Line of
Cars, adapted to two or more gauges. For
inforuintiitn apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents

Wilmington. Delaware, or
CHAS. BOCKUS * CO, Huston, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE I MACHINE
COilIPASfY,

WILMINGTON, DEL.
Established in 1836

Allkinds ofEailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENNAN, Treasurer.
WM. W. LOBDELL. Secretaij,

12-6-70,52
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ERIE Billl-Mf^Y.
1400 MILE8 noder $00 MILES without

0n« Management. Change of Coaches.

BROAD CACGE, DOl BLETRACK ROUTE

KEWYORK, BOSTON,.
Providence, Albany,

PITTSBURG, HARRISBURG
JPliilaclelpliia, Baltimore,

And Principal Points in

NEW YORK, NEW 'ENGLAND
ANDPennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YURK, - 625 Miles.

Dunkirk: toNE^v york, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Hilfii

AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TKAINS DAHT
Leave CINiTNN ATI from DEPOT, corner Fifth

and Hoadlej" Streets, by Columbus, iO., time,

which is 7 ninutes faster than Cin'ii time.

7.00 A. W-,CINOINNATI EXPRESS,
(Sundays 'Icepted.) Arrive Dayton 9. 10 A.

M.; Urban.., 10.29 .A. M ; Galion, 12 57 I.M.;

Mansfield, 140 P. M., West Salem, 2.50 P
M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehauna, 7.55 A. M. ( Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenua with Cleveland* &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

Suuii; at Ringhatnpton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternoon trains and steamerBfor Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Da3r t.ou, 12 03 A. M.; Urban a,

125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.| West Salen,, 5.59 A. M. (Bkfst);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &e. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
* morning trains for Boston and N. England

cities.

New and Improved Coaches of the style peculiar to the

Bro3d G.»U!:e. arrnnped for both Day and Night Travel,

ar? attached to this tiaio at Cincinnati and run through to

lie* York, forming the Only Line running through
S60 Miles without Change.

Boston and Jfew England Passengers,
-with their Baggage, are : ransferretl

£

r(£EE
OF CHARGE in Jfew York.

Try The Erie Railway Company has opened a new
Ferry from their jersey City Depo to the foot of Twenty-
hir'l Sirt-et New York, thus enabling passengers to reach

he i? per portion of the city without the expense and an-
noyaDce or a streetcar or omnibustransfer.

TfF" The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, vill 6nd in its ever clmneing landscapes sub
ects of continual adroirali n and interest

Baggage Check'd Through
And Fare aliraya as Low as by any other Itoute.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c-m be obt^i^ed nt the Company's 0ffice8 in Cin-

cinnati. 80 West F .until Street. 115 Vine St.. 4 Burnet
H use, and Wot of Bmadw-iy, (Spencer H >use Block),
and at all principal Ticket Otf'-es in the Snuth and
South-west. HTn. R. S AfllR,W B SHATTUC, Gen'. PassVAg't

General Southern AgenU

Best Route to St. Louis and Ch cage

I NDIANAPOLIS,
t- CINCINNATI

LAFAYETTERAILROAB
Great Through Passenger Route from CINCINNATJto

«

CAIilO,
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, De& Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Hiver Towns and Citiesin the West,
North west and South-weat.

TO=The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC- 5TH, 1869, TRATNS
WILL LKAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail .... " .20 am 13.40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
''St. Louis and Springfield Express. 1" 2d pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrence'.urg Accommodaiion 4.1 pm 8.25 am
*The 10.20 -pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am J 0.15 am
Chicago Express 6 50 pm g.3'- pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTickets can be obtained atthe Burnet House
Office, corner or Thi.d and Vine ; River Office, corner of
WalnutStreetand River; and at Depot, cornerof Plum
and Peat Istreets. 1 he splendid Passenger Depot of the

I. &r C. Railroad is about a mile neaiei tl.e businesscenter
of the city tl.an the Depoi of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON .Superintendent.
A. E. CLARK. QeneralTicket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVB

Eastern Express (Erie Raiiway). 7:00 A. M. 6:3o p. M.
do do do ..9:45 P.M. 7:00 A M-

Toledo, Detroit & Canada 7:15 A. M J0:2o P. M-
do do do 6:30 P. M. 7:0OA- M-

Lima Fort Wayne it. Chicago 7:15 A.M. 10:2-> P. M-
do do do .... 2:30 I'. M. 5:40 p. M-
do do do . . 0:30 P. M. 7:3oA. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Si rinirfield Aci-ommod .tion .... 2:30 .

J
. M. I0:'.'UA. M.

San<Jusky, Cleveland & Buffalo.. GrSOP M. 10:20 A. A.
Munciei Indianapolis 7:15 A. M. 10:25 P. M-

do do 5:10 P. M. 1:20P.M
Hamilton, Eatnn &. Richmond. ., 7:)a A. M. 10:25 P.M.

do do *do, ... 5:00 P. M. 10:20 A. M.
Hamiltcn Accommrdatton 9:30 A. M. 8:05 A. M.

do. do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

latitime.

For all information and through tickets, please apply at
fieold office, south-eas*. cornerof Broadway and Front; B.ir-

net House Office, corner Vineami Bakerrtreets. and at the
respective depots. East Front and Wesi Sixth streets.

D. MrLAREN. Oen'l Superintendent.
SAM'L STEPHH.NS0N,Gen"l TickH Ag't.

Jmnibuset-call for passen.^rf

The Old And Reliable Route.

Throush to Pittsburg without Change-

The PITTSBURG. FORT WAYNE & CHICAGO RAIL-
ROAD, in connection wiih the Cincinnati, Himilton &.

Dajton, and Little Miami Itailroads. still cout :nue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia. B iliim?re ( New York or Boston,
and ail Kastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.
On and after June 13, trains will run as follows :

TO&ifc 9 EXPRKNS 1-avec, Cincinnati 7.20 A.
!«*'• ^ M. Daily (except Sunday*). fctops regularly
ai Walton, Ellision, Sparta, Libnty, Wonhvilie, Cauip-
hellaburg, Lagrange. Pewee Valley. Anchorage; when
fl gged, at Sooth CovingUn Maur ice, IuUi pentience, B<>nk
Lick, Verona, Zic-n, Gienc^e, fc-agle, Carrollton, Sulphur,
Pen.'lcton ; arrives at Luisville 12.05 P. M.

P\!*» it SOUT1I1SRW FAST JL1XE leaves
1» V» KP Ciucinnali at 1.20 P. M Daily (except
Sundays). Stops only at Walton, Wurihvhle, and La-
grange ; arrives atLouiaville 5.20 P. M.
]^i

tffc
«£ MAIL, leives Cincinnati 5.00 P. M.!*"• ^ Daily (except unday^).. Stops regularly

at Walton, hlhsL n. Glencoe, Sparta, L berty, Worthville,
Cnmpi ellsburg. Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at Soulh Covington, Maurice, Inde-
pei.dence, Bank Lick, Veri.na. 2ion, Eagle, Cinollton,
Pendleton ; arrives ai Louibville 10.00 P. M.

p\i^B ~3 II KltiHT EXPRESS leaves Cin-ilv» JL\f cinnati at 11.15 P.M. Daily (except
Saturdays). Stops regularly at Worthville, Lagrange, and
wben flagged- a< Walton, Verona, i lliston,<- lencoe- Sparta,
Liberty, Eagle. Campbellsburg, Sulphur, Pendhton Pewee
Valley, Anchorage; arrives at Loursvile at 5.00 A. M-^I
TJ^3 No. 6 connects at Lagrange with the Lexington

Trains, «rriv.ng at Frankfort at 6.l4t p. M., Lexington
7 45 P. M-, QUICK TIME.

U^j
3 The Brst Route to the South- More Daily Trains

and Quicker Time than any Line from Cincinnati.

HENRY St'EFFEE, Gen Ticket Agt

CENTRAL R. R. OF NEW -JERSEY,
Passenger, and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lacka^ai.na. and Western Railroad, and at Easion
wuh the Lehigh Valley Railroad and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc-, with but one change of cars.

Silver Palace cars through irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1SG9. Leave New York as

follows .*

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, ilahoney City, TuckhannoCk
&c.
7:15 a- m.—For Somerville.

S:30 a in —For Flemington, Junction, Stror.^sbur?
Wat»-r Gap. Scranton, Kingston. PiUston. Great Betid,_&.c.
12 in.—For Flemingtou, Eastun, Allentown, Mauch

Chunk, tt ilke^barre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, S'cranton. Harrisburg. Ac.
3:30 g>. ui.—For Easton, Allentown, Mauch Chunk "

and Belvidere-

4:30 p. mi.—For Somerville.

5:25 i>- ill.- For Somerville andFlemington.
6 p. in.— For Easton and intermediatestations.

7 p. ill.—For Somerville.

7:20 p. ui*

—

Emigrant—Stopping only at the princi
pal stations.

9:0Op. m.— For. Plainfield.

111:50 p. in.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. m.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroutisburg,

Water Gup, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) f"r Easton. Bethlehem, ftllentown, Reading, Hairis-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pitti-burg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to scranion. This truin nil) be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Extrkss Train, daily, lor Easton'
Allentown, Reading. Harrisburg. Pittsburgh, and the West
—connects at Harrisburg with tr.dn for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

o:15., 8:30, 9., 9:20, ]u:3o, 11:40 a. m — 12 m , 1M0. 2;i0

3:00,3:30, 3:-J5, 4:15. 4 3 \ 4:45, 5: 10, 5:25, 5:45. 6:00;6:-J5,

7:10.7:2 ,7:40,8:0 0:00,9:40 lo:45. 1 1:50 p. m.
Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.,

atNo. I Asior House; Nos. S54, 271. 520 Broadway ;?r

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER,.>uperintendeDr

H. P.BALn\viN,Gen Pass. Agt t
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CINCINNATI, - Thursday, November, 3, 1870.

PUBLISHEO EVERY THURSDAY MORNING,

By WrigMson & Co* 9

OFB'ICE-No. 167 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A square isthe spaceoccopied by ten lines of Nonpareil.

Gnestiuare, single insertion ..... $ 2 00
** *' per month «. 5 00
** ** eix moDths 15 00
** " peraanum 25 00
** column, single insertion " 0(1

** " per month 14 00
" * sir months 55 00
* w per annum 110 00
** page, sinple insertion -. 25 00
*• ** permaDth 40 00
** ** six mouths 135 00
** *

4 per annam _ « —. 2-)n 00

Cards not exceeding four lines, $7 00 per annum.

WRSOHTSOX &> CO., Propr'8.

CINCINNATI.

Its Growth, Manufactures, and
Future.

Id looking over the State of Ohio, a close

observer will see, without any aid from the

census, that the whole growth of the State

has been in four localities ; and that these

localities, when added together, do not make

one-third the surface of the State. The other

two-thirds of its surface, which is mainly the

whole central part of the State, has grown

very little, if at all. If we look into the

thrifty localities, we find them to be the

region round Cleveland ; the iron region of

the south east; the vicinity of Cincinnati, and

the region round Toledo. The last we would

not consider, for, in, the north-west of the

State, the lands were wild and the settlements

few, so that region grew like a new Slate or

Territory. But why did the other three grow ?

Looking into the facts just as we see them,

and as they are testified to by statistics, we

6nd they all grow from one cause

—

manufac-

tures—and when we look into that, we find it

to be simply the deoelopment of coal and iron

Look at this growth a little. Take Cleveland.

Some twenty years ago, the peculiar coal

called the "Brier Hill coal," was discovered,

or at least applied to its peculiar use—smelt-

ing. This coal was on the upper edge of

Mahoning county, near Youngstown, Capita"

lists then made a railroad to it; and the coal

was brought to Cleveland, which thencefor.

ward became a coal depot. Then began iron

works and iron manufactures ou a large scale

have had a great war, which was quite as dis-

astrous to Cincinnati, for a time, as to any
other place. Industry was deranged, machi-
nery stopped, and men thrown out of employ-
ment. Yet see the recuperative power of this

city, and its immense strides at the present

moment. It may be. worth while to look back
and see how Cincinnati has moved on in its

industrial career. Take the figures for the

county (for we have them complete, and the

proportion out of Cincinnati is small) :

Value of Products.

In 1840 $ 17,500,000

In 1850 25,000,000

In 18(10 46,995,000

In 1&70 120,000,000

The first three statements are taken from

the United States censuses, which, however,

excluded some merely mechanical employ-

ments, included in the last. But taking either

statement, it is plain that the industry of

Cincinnati has doubled in the last ten years.

Then we see, that Cincinnati manifests a

tremendous industrial activity. Onwhatdoes
that depend ? Precisely the same thing

which is manifested in Cleveland. It is coal

and iron that moves the machinery of Cin-

cinnati. This coal and iron is found in

illimitable quantities from 100 to 150 miles

from Cincinnati. To manufacture here,

therefore, is an easy thing; and if markets

can be found the increase of manufactures

will be illimitable. But here comes the one

great point of the case.- Can markets be

found for all that Cincinnati can manufac-

ture ? Let us look at the course of trade here.

Cincinnati merchants thought that if they got

railroads into Indiana, and north to Toledo,

and west to Fort Wayne, they would increase

their trade. The fact is, they hardly keep it.

Why? Because north, east and west they

are met with rivals who can sell goods as cheap

as they do. St. Louis, Chicago, Cleveland

all come in to share trade with Cincinnati, and

all that railroads on the north side of the Ohio

have done for them is to enable them to hold

their own. The same would he the case with

manufactures, if it were not that manufac-

tures depend on peculiar materials, and pecu-

liar elements and advantages. Still the mar-

kets for our manufactures do not increase to

the north and east of us. We come back then

to the "old story." On the north side of the

Ohio, Cincinnati can get but a little way be.

yond what she has done. But on the south

side of the Ohio she can command the whole

mzrketfor manufactures. Nobody can com-

pete with her there without coming through

Cincinnati. Local manufactures will spring

up in the south, but tbey will not injure the

great central market; rather the contrary.

As long as there is a great negro population

at the South, and that will be for another

generation, the South will not manufacture

extensively. And thus we have arrived at the

moral of our article. If Kentucky will not

grant a charter or rather right of way to the

Cincinnati Southern road, and we have no

at Cleveland. About the same time, the re

markable iron and copper of Lake Superior

began to be developed, and Cleveland was the

best place to manufacture it, because there

was no intermediate place which had began

to manufacture, or was then fit for it; while

on the other band, from its mines to Cleveland

was a water carriage comparatively cheap.

Thus Cleveland has become a great manufac-

turing place, and enjoys also the advantages

of lake commerce. Thus Cleveland has in-

creased 100 per cent. But this is not all ; Akron,

Youngstown, Canton, Massillon, and the whole

region round about her sprung into activity.

So much for that region. If we go into south-

eastern Ohio, we shall find not near so much
growth; but still a healthy activity, Meigs,

Gallia, Vinton, Jackson, Lawrence, and

Hocking, are all growing. They are

growing from the development of its iron

mines. We come lastly to Cincinnati, and

find that growing. As near as we can find,

the present population of Cincinnati is 220,-

000. Taken with the censuses of the last forty

years the growth stands thus :

1830 ...-: 46,310

1850 115,436 Increase 150 per cent.

I860 161,044 " 40 " "

1870 220,000 " 35 " "

This is a healthy growth, but it is evidently

not a very rapid one in the last twenty years,

nothing like that of Cleveland, Chicago, or

St. Louis. But notwithstanding this, it is a

good growth, and will give the city 400,000

people in 1890; but St. Louis will then have

800,000. Why not Cincinnati ? Now what

we have to say is, that whether Cincinnati

grows hereafter as it did for many years will

depend wholly on herself. We have written

of several things Cincinnati ought to do, but

these things she must do herself. She can not

ever depend on votes, a corporate power or

corporate strength. Her citizens, of talent and

wealth, must wake up and act, as they did in

former days. Nothing else will do. Now
let us see what they ought to do. The recent

statistics taken by the Board of Trade, com-

pared with the census recently taken shows a

most extraordinary fact; that while the growth

ofpopulation has been only 35 per cent, in the

la>U ten years, the growth of manufactures

has been 100 per cent. In other words, the

manufactures have actually forced the growth

of the city, iustead of the people forcing the

manufactures. If the manufactures had not

increased, we believe the city would have been

less popuioustoday thanin 1860. In other words

trade or commerce appear to have done noth-

ing for the city. But before commenting on

this, let us see the growth of manufactures :

Take a single fact and reflect upon it. The
value of products in Cincinnati in 1870 is

equal to that of the whole Slate of Ohio in

I860! The value of products of Cincinnati

in 1870 is $120,000,000, and that is just the

value of the whole industrial products of the

State in 1860. Take that fact and think upon

it. Recollect that in that time (ten years) we ' reason to believe she will, then advantage
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should betaken of the "Kentucky Central

road," or of charters, of which there are many,

to make the "Southern road " by individual

subscription. Do you say the citizens of Cin.

cinnati will not do it ? Very well. Then they

have decided upon their own destiny, and let

it be so. Nobody can force good fortune on

those who do not want it. We say that

Cincinnati can be the greatest city of the

West ; but we also say that if she refuses such

a destiny, nobody can force her to accept

it, and nobody ought to.

Hew Railroad Movements.

Col. Trimble, President of the Hillsboro and

Point Pleasani Railroad, finding after repeat"

ed efforts, that there, is no chance of obtain-

ing aid from the denizens of the Queen city

to bring his road there, has turned his atten-

tion towards Chicago, and called the good

people of Dayton together one night last week,

to consider wherein the interests of that

place will be served, by the construction of

the road to that point on its way to Chicago.

The Daytonians, although in love with their

condition, and hitherto obtuse to all appeals

made to arouse them to action, were some-

what excited by Col. Trimble's proposition,

and turned out, so we are told, reasonably

well at the new rooms of their recently orga-

nized Board of Trade, whereupon Col. Trim-

ble addressed them upon the merits and

progress of his work, and P. P. Lowe, Joseph

Clegg, R. W. Steele, and other prominent

citizens of Dayton expressed themselves upon

this enterprise and such further proceedings

were had as is necessary to raise $700 to

defray the expenses of a survey from Hills,

boro to Dayton.

This is encouraging. We hope the money

will be easily raised, that the surveys will go

on, and show how direct such a line will be,

and that the grades will be easy, the curvature

gentle, the cost comparatively light, and the

business enormously large and productive.

There is one thing certain, if Dayton i3 to

prosper and grow as she ought to by reason

of her fine locality, she must have a direct

connection with the great coal fields that lie

within her easy reach, and she must have

such an interest in this means of connection

as will give her a reasonable influence in its

management, and not allow the work created

in part by her means to be used in discrimi-

nating against her, and in favor of rival

points or individual interests.

The project is a good one for Dayton as a

coal supplying road, to say nothing about the

advantages it offers as a new line to the sea,

and the efforts of Col. Trimble ought to be

seconded 6lrongly, and the people of Dayton

and all those along the line of the road, who

will be the beneficiaries of this work,

ought to work hard and advance money liber-

ally to secure as quick as possible this splen-

did enterprise

Mere speechifying and resolving won't do.

The " sinews of war " are needed, find a long

pull, and a strong pull, and a pull all together

will get them.

The Cincinnati A Springfield Sbort Line.

WHERE THE MONEY IS TO COME FROM.

The parties who are soliciting local aid in

behalf of this work, state at the public meet-

ings held along the line, that this has always

been a favorite route with the Cleveland and

Columbus Eailroad Company, to reach Cin-

cinnati, and that now the following 3trong

parlies had combined to construct it, and had

agreed to contribute the sums hereto an-

nexed :

New York Central, Southern Michi-

gan, & Cleveland & Columbus, £1,500,000
R. M. Shoemaker 300,000

Total $1^00,000

•But it seems §252,000 more are wanted,

and these "strong parlies" concluded at a

meeting recently had in New York city, that

if the citizens along the line of this road,

would just raise these $252,000 and give it to

somebody, not yet named or pointed out to

the contributors, the road should be built.

Otherwise, we suppose of course, these "strong

parties" will keep their $1,800,000, and this

" favorite route "— will not be built, and the

New York Central, and Michigan Southern,

and Cincinnati, Cleveland and Columbus

Railway Companies will continue to languish

for the trade of our city. It's a great pity

these companies have not just a little more

money, so as to make sure the building of

the road, though the local contributions

should not reach the required sum. It might

be well enough, however, to commence the

work with the $1,81)0,0(0 already raised.

This is about $30,000 per mile, and perhaps

under judicious management, the work cun

be done for that sum—we have beard responsi-

ble and experienced contractors say it could.

No time would then be lost, and all the expense

and excitements of a local subscription canvass

would be saved, and the friction that is pro-

posed between Reading and Lockland, and

Sharon and somebody's farm, and Xenia and

the west part of Greene county, with all the

fatal and unforeseen consequences that may
arise from such rubbings, will be avoided,

besides it would add greatly to the public

confidence that these " strong parties " are in

earnest, and if they were really about to fail

in this great undertaking for the want of

$252,000, we are sure the citizens would rush

to their rescue, and the sum would be raised

quicker and cheaper than as now proposed

And as for the location of the line, the com-

pany better place it where it ought to he, and

not allow it to be dragged to any man's door

and aroand any person's farm who will pay a

little something to this building fund. Great

injury has been done to good projects by such

detours from proper courses. We hope this

company will learn something from the ex-

perience of the country, and not fall into

such fatal errore.

I.oveland * Hamilton Railroad.

A correspondent of the Cincinnati Commcr
cial says:

It is understood to be a fact that th° Balti-

more and Ohio Railroad Company has pledged
to the citizens of Hamilton pecuniary aid and
influence t" a company to he formed for the

early completion of this link connecting the
Marietta and Junction Railroads.

The Baltimore ard Ohio Railroad is acling
with its usual wisdom and good judgment in

this movement, which will save over twenty-
iwo miles in distance between Loveland ansl

Indianapolis," and obviate the necessity of
shifting trains in passing through Cincinnati,

which is equal to five mi'es of open track.

On completion of this short link, the Balti-

more and Ohio Railroad must command all

the through traffic centering at Indianapolis

for Baltimore, and the Cincinnati and In-

dianapolis Junction road, which has always
felt the want of a direct Eastern outlet, will

lie immediately benefited, and instead of hold-

ing an inferior position, will at once become
a great through iine.

The town of Hamilton and her adjnining

manufacturing interests would be largely

benefited The advance in real estate alone
would more than pay the cost of the road.

It is proposed to organize a company' with

a capital stock of $250,000, and to issue a
mortgage bond for an equal sum, bearing
seven per cent, interest, which will furnish

ample means to complete the road The an-

nual interest on the stock and bonds, (£500,-

000,) at seven percent, amounts to $35,000.

There is no doubt but that either of the con-

necting lines would readily agree to lease the

road and assnme this amount, of payment;
but a much larger income might he realized

by renting the use of the track for a reasona-

ble toll on the freight and passenger list.

In view of these facts the track should be
completed as soon as possible, and trains

should be passing over the line by the 1st of

next July.

Since the above was written, a company

has been organized to construct this road,

and we understand the work will be com-

menced at once.

Results of One Discovery.—The discovery

of coal oil not only introduced a new busi-

ness, which has rapidly grown to large pro-

portions, but has given rise to more than a
thousand inventions, over three hundred nf

which have been patented for lamps to burn

it in. Manv new and useful chemicals have

also been produced from it. Cochineal, which

was formerly employed in dyeing the various

shades of crimson and scarlet, is now almost

superseded by aniline, a new product from

coal oil, which gives every shade of purple,

every variety of blue, and all the gradations

of scarlet and crimson.

—

Exchange.
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The Atlantic and Great Western Railway

to be Reorganized.

The London Railway News, of September

24, gives tbe particulars of the English plan for

the foreclosure and reorganization of the At-

lantic & Great Western Railway Compauy,
and announces the success of the preliminary

steps in the undertaking. The JS
r
ews says:

On Saturday last, when the time fixed for

receiving the bonds ami debentures expired,

Messrs. liiscboffsheim had in their actual pos-

session about £7,OUU,00l) of the securities of

the company, and assents to the scheme, on

the part of persons who bad not deposited, of

upward of £1,000,000 sterling. The whole

amount of securities of the company out-

standing, including the over due coupons, ac-

cording to the official scheme for tbe reor-

ganization o( the company, is $58,875,910,

or £11,674,582. Messrs. liischoffsheim and
Goldschmidt possessed therefore, about four-

filil.s ol the whole of the securities of the com-
pany. A small tecltbn holding a majority of

the iirstOhio bonds, about $2,000,000, and
held almost exclusively in Holland, have
hitherto opposed the plan, and proposed a

counter scheme, by which the consolidated

bondholders were to be cut down by 50 per

cent., instead of receiving payment in full as

contemplated by the plan which has now re-

ceived the sanction of the majority of holders

of other securities. The representatives of

this party in America, finding that holders of

bonds preferred payment in full to repudia-

tion, and that all their attempts, aided by the

Erie Directors, failed to secure assent to the

principles of confiscation which they pro-

pounded, have now withdrawn their opposi-

tion, and a large portion of the certificates

issued by the Dutch committee, as well as of

the first Ohio bonds, have already been sent

in for conversion.

We may, therefore, fairly congratulate the

bond and debenture holders upon the pros-

pect of a speedy resumption of those coupon
payments of which for nearly four years they

have been unduly and vexatiously deprived.

All the deep laid schemes of the Erie and
adjoining railways to bring discredit upon the

undertaking, to annoy and disgust the bond-
holders, and induce them to throw away their

property, have been frustrated, and the rail-

way will now in a few months pass into tbe

absolute possession and control of those who
have provided tbe means tor its construction

and maintenance. When reorganized, as it

will be before tbe close of the present year,

it will have at its head one of the best and
most experienced railway men in America,
viz.: General McClellan, and he will be as-

sisted by a board in whom the most implicit

confidence may be placed.

At the present time the line is worked by
the Erie under temporary arrangements until

ihe foreclosure is obtained, and tbey pay to

the receiver of the line the paltry sum of

$100,000 per month, alleging, what is palpa-

bly incorrect, that this sura represents the net

earnings of 507 miles of railway running
through the best portions of the three pros-

perous Stales of New York, Pennsylvania
and Ohio, and forming a most important link

in the communication with the West. This
ridiculously email sum is still, however, suffi-

cient to pay the 7 per cent, interest on the

whole of the first and second mortgage bonds
of the company.
No returns deserving of the slightest con-

fidence have been received from the Erie
Company during the three years that they

have usurped the control of the undertaking.
From all the accounts which reacb us, the

road is now in excellent condition, and the

traffic which is now and has for tome time
past been offering, far exceeds the crooked
and unsatisfactory returns made by the Erie
Company. There is one fact which, even
upon the showing of the Erie Company it-

self, affords evidence that the earnings are
greatly understated. The Atlantic & Great
Western, for instance, owns S;BiM cars, and,
according to the figures given in the last re-

turn, they earned on an average only $1,487,
while on the Ohio & Mississippi, whkh is a
continuation of this road beyond Cincinnati,

the average earnings per car were $2,002;
on the Cincinnati, Hamilton & Dayton, which
is a continuation of the Atlantic & Great
Western from Dayton 13 the Ohio, the aver-

age earnings wero $2,759.

The character of the traffic is absolutely

j

the same upon the three roads, and yet we
are asked to believe that the cars on the At
lantic & Great Western earn $1,200 to $1,300
respectively, less than upon their neighbor's
roads. Assuming the earnings per year to

be the same as the average of these two lines,

the gross earnings of the Atlantic & Great
Western would exceed the amount now actu-

ally paid over by the Erie by more than $4.-

000,000, which amount would alone enable the

company to pay within a fraction of 7 per

cent, upon all the first, spcond and third mort-

gages, as well as upon the whole of the share
capital of the company. We have examined
the figures very carelully, and the result has
convinced us that the comparison with the

two roads mentioned is one which may very
fairly be made, and that the details given
fully justify us in assuming that under an
honest and efficient system of administration
the carrying capacity and the supply of traffic

of the Atlantic & Great Western are fully

equal to the payment of 7 per cent, upon the

whole of the bonded debt of the company,
with a very large margin for the- preference
and ordinary shares of the company.

The United States pensioners on the

rolls on June 30, 1870, amounted in number
to 198,686, of which 87,521 were invalid

army and navy pensioners, and 111,165 were
widows, orphans and dependent relatives.

The total amount paid during the fiscal fear

ending June 30, 1870, including the expenses
of the revenue agencies, was $27,780,812, be-

ing $642,072 less than during the year ending
June 30, 1869, although there were 10,723

more pensioners on the rolls. There are now
on the pension rolls 12,086 widows an J chil-

dren of soldiers who were in the war prior to

1861, a decrease of 12. On June 30, 1870,

there were upon the army rolls 86,187 invalid

pensioners, whose yearly pensions amounted
to $7,655,749, and 109^552 widows, orphans
and dependents of soldiers, whose yearly pen-

sions were $14,224,644, making a total aggre-

gate of army pensioners of 195,739, receiving

annual pensions of $21,880,414. There were
also 1,334 invalid naval pensioners on the

foils, and 1,613 naval widows, orphans, and
dependent relatives. These numbers added
together give the 198,686 persons dependent
on the United States.

An acre contains 4,840 square yards.

A square mile contains 640 acres. A mile is

5,280 feet, or 1,760 yards in length. A league
is 3 miles. A fathom is 6 feet. A band
(horse measure) is 4 inches. A palm is 3

inches. A 3pace is 3 feet.

The Gunge for " The Railways of the
Future."

BY R. F. FAIRLIE, ESQ.

[Read before the British Association, at Liverpool, Se9. 1870.]

Apart from tbe important question of econo-
my, the carrying capacity of gauges of less

than 4ft 8J inches has never yet been con-
sidered in its true light. It has been hastily

assumed that a line of narrower gauge than
this would be very limited, both in its carry-

ing power und also as regards the speed at

which trains could be run ; and it has been
argued that tbe saving in cost would be too

small to render it desirable to make a change.
It is not my purpose to advocate such a
change in Great Britain, where a 4 ft. 8J- in.

gauge is actually established and at work,
and where it affords the necessary facilities

for the speed of sixty or seventy miles per

hour that are actually run over it; but only to

take tbe conditions of English railway traffic

as an illustration of my general arguments.
It is admitted that the proportion of non-pay-
ing to paying weight in passenger trains is as

much as 29 to 1, and in goods trains, exclusive

of minerals, as much as 7 to 1. This terrible

disproportion is probably due to the system of

management pursued; but in a far greater

degree to the gauge. The dead weight of
trains conveying either passengers or goods
is in direct proportion to the gauge on which
they run; or in other words, the proportion

of uonpaying to paying weight (as far as this

is independent of management) is increased

exactly as the rails are farther apart, because
a ton of materials disposed upon a narrow
gauge is stronger, as regards its carrying

power than the same weight when spread out

over a wider basis. In proof of this proposi-

tion I need only cite the case of the Fesliniog

railway, with its gauge of 1 ft. 11 J in. The
wagons used upon it for carrying timber weigh
only 12 cwt., and they frequently carry a load

of over 3J tons at a speed of twelve miles an
hour. In other words, these wagons carry as

much as six times their own weight, whilst the

best wagons on the ordinary English narrow
gauge do not carry as much as twice their

own weight. The good management of the

London & North-western Railway is so uni

versally admitted that it will seem almost
presumptuous to select this line as an illustra-

tion of the faults of tbe existing system. I

have, however, selected it, because its man-
agement is such that its shortcomings must be

wholly due l"> its construction; and I shall

proceed to show that if its gauge were 3ft. in-

stead of 4ft. 8£ in., its goods traffic could be
hauled at half the present cost, with half the

present motive power, and in such a way as

to reduce the present tonnage, over the road

by one half, and to remove tbe necessity for

the heavy expense that i3 now being incurred

in the construction of a third line of rails. I

am perfectly prepared for the incredulity with

which these statements wiil at first be re-

ceived; but I shall prove their correctness by
figures that can not err.

The goods and mineral traffic on the Lon-
don & North-western Railway for a single

year amount to about fifteen millions of tons.

I will assume that five out of these fifteen

million tons are minerals, consisting chiefly

of coal ; and I will deal only with the ten mil-

lion tons of goods which are left as the net

residue of the year's carrying. It has been

proved that the proportion of non-paying to

paying weight is about seven tons to one ton
;
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and this would give seventy million tons of

rolling weight employed to carry the ten mil-

lion tons of paying load. In order to avoid

all risk of exageration, I will assume the dead

weight to be only as four tons to one ;
which

reduces from seventy to forty million tons the

weight of the wagons employed to carry the

ten million tons of paying load. The whole

gross weight hauled by the locomotives will

then be fifty millions of tons, at an average

speed of twenty-five miles an h"ur. The
earnings for the goods traffic on this line are

6s. 3d. per train mile; which, at an average

rate all round of 1 kd. per ton per mile, would

give about fifty tons as the paying weight, and

255 tons are the gross weight hauled per train

mile. Dividing this 255 tons into the fifty

millions gives 196,089 trains; which being

divided by the 313 working days of a year,

gives 626 merchandise trains, over all parts of

the North-western Railway, in the twenty-four

hoars. The company's balance sheet shows

that each net ton produces about 4s. 8d. (in-

cluding minerals, but as the net amcunt
earned per train mile in the merchandise and
mineral traffic may be taken as averaging

nearly the same, this does net vitiate the ar-

gument) which, at Hd. per ton per mile,

makes the average distance traversed by each

ton to be about thirty-eight miles ; so that, as

each ton of the total weight hauled runs

thirty-eight miles, and the entire length of

line worked is 1,432 miles, it follows that there

must be on an average thirty-seven merchan
dise trains distributed over the total length.

This number, divided into the total number of

trains per day of twenty-four hours, gives an

average of over seventeen trains per day
running on each mile of the line. My object

in bringing the figures to this point is to show
that, although at first sight the number 626

trains per day, looks large, yet, when divided

over the entire line.it is comparatively small

Having arrived at this conclusion, we are in

a position to see how it would affect the ques-

tion if the gauge of the line were 3ft. instead

of 4ft. 8J in. In the first place, the same or

a greater speed could be maintained, say up
to thirty-five or forty miles an hour. I men-
tion the speed here because I am dealing with

goods trains only. Of course when passenger

trains are considered, the element of speed

tells largely in favor of the broad (i. e, 4ft.

8$ in.) gauge; but this has been already ad-

mitted. My argument is only intended to

show what a 3ft. gauge is capable of accom-
plishing in the way of duty, up to a speed of

forty miles an hour; a speed which on such a

gauge can only be obtained by the employ-
ment of the double bogie engines.

The speeds in each case being therefore

equal, the next point to examine is the result

of carrying on the narrow gauge. The pro-

portion of non-paying to paying load has been

taken at four to one on the broad gauge, al-

though it has proved largely in excess of this.

The wagons employed average four tons in

weight, so that on this reckoning each wagon
carries one ton for every mile it runs. It

would be well to remember here that I am
dealing with things as tbey are, not as they

might be. The wagons for a line of 3 feet

gauge weigh each one ton, and carry a maxi-
mum load of three tons. Supposing that the

same number of wagons and trains were run

on the narrow gauge as on the broad, it fol-

lows that the average one ton of merchandise
now carried would easily be taken in a wagon
weighing one ton instead of four tons, and
that the gross load passing over the line for

one year would be only twenty millions of tons

instead of filty millions; whilst the same

amount of paying weight would be carried in

either case. That is, the small wagons, which
are capable of carrying three times the

weight of goods dow actually carried in a four

ton wagon, would only have to carry one-third

of that quantity, and would produce the same
paying load as the heavier wagons; thus, in-

stead of fifty million tons passing over the line

there would only be twenty millions ; and, as

the haulage cost is precisely the same, whether
the tons hauled consist of paying or non-paying
load, it follows that this expense would be

reduced to two-filths of what it now is We
must also consider the enormous saving to

the permanent way, which would have to

bear the liiction and weight of only twenty
millions of tons in the place of fifty millions

If we assume the same number of trains to

run per day, the weight of each would be re-

duced from 255 tons to 102 tons; or, if the

same gross weight of train were employed,
the number of trains per day would be reduced
from 625 to 250. If there should be sufficient

traffic to load the narrow gauge wagons in

such a way as to require the same number
and weight of trains that are now worked, the

result would be that, without increasing by
one penny the cost of haulage and of the per-

manent way expenses, the 3 feet gauge would
carry a paying load of twenty-five millions of

tons, as against the ten millions now carried.

Here then, we have established the fact that,

so far as capacity goes, the narrow gauge is

superior to the broad one. The former can
produce twenty-five millions net out of a gross

tonnage of fifty millions; whilst the latter, to

produce the same result, if continued to be

worked as it now is, would require that one
hundred and twenty-five million tons should

be hauled, aud that an increased cost in the

same proportion of one hundred and twenty-

five millions to fifty millions.

It may occur to some of my readers to ask

at this stage whether locomotives can be built

to haul large train loads on a3lt. gauge at the

same speeds at which such loads are now ta-

ken on the broad gauge. My answer to this

is decidedly " Yes."

The Fairlie double bogie engine can not

only be made to haul trains fully as heavy and
at the same speeds as those now taken on the

broad gauge, but it will do this on what is

termed a light railway, with rails that shall

not be required to exceed 501b. to the yard,

and that shall he fairly worn out, instead of

being crushed and ground out as the S41b

rails are under the present system. It will be

seen from this that a very large and impor-

tant saving could be effected on the London
& North-western Railway, if its gauge were 3ft.

instead of 4ft. 8£ in., without changing in the

least degree its present system or manage-
ment; and that this saving, divided between

the public and the shareholders, would largely

reduce the tariffs lo the one, whilst it as

largely increased the dividends to the other.
" Before entering on another example of

advantages of the narrow gauge, it will per-

haps be well to explain why it is that the ave

rage paying load now carried on the North
western Railway bears so small a proportion

to the weight of the wagons employed in car-

rying it. The reason is obvious enough.
The railway covers a very large area of coun-

try, and penetrates into districts from which
there is a very unequal traffic; so that there

must be a large average of empty wagons
passing from one place to another in order to

accommodate this traffic. It is impossible to

find the same tonnage leaving the station that

enters it. There is also grent competition for

the traffic; since most, if not all of the large

towns touched by this railway are also supplied
by one or more lines belonging to other com-
panies, and the inhabitants, having a choice,
take care to avail themselves of it by fighting;

one company against the other. The result

is, that each company tries to outbid its neigh-
bor, not only in rates of charge, but also in

affording the greatest despatch. This practi-

cally amounts to a competition as to which
company shall run the greatest number of
half filled or empty wagons. Suppose, for

example, that a person delivers a bundle of
chairs, or a quantity of any goods, at a sta-

tion, to be forwarded lo some other station.

The station-master can not keep the ebairs or
goods until he has a wagon Iliad going to the
same pluce, but must despatch them forthwith,

perhaps alone, in a wagon that ought to carry
ten times the quanlity But whatever may be
the explanation of the small proportion of
paying to non-paying load, the fact must in

any ease tell in favor of the narrow gauge.
Suppose even that the wagons always ran
empty one half their time. Take the case of
coal wagons, which run full only one way, and
return empty. The narrow gauge still has
the advantage, for they are only one ton wa-
gons that run empty, instead of being four
ton wagons. In the case of the bundle of
chairs there would only be the actual weight
of the chairs added to that of the one ton
wagon, instead of to the weight of a four ton

wagon, so that, however the matter is looked
at, it will always be found that the advaniages
on the score of economy are enormously in

favor of light narrow gauge railways.

English Railways.

THB~> LUXURIES OF ENGLISH TRAVEL—SOM5
\

VALUABLE HINTS OS RAILWAY MANAGEMENT-.

[London Correspondencs Loaisville-Coarier Journal.]

Uur railroad system can be vastly benefited

by an adoption of some of the improvements
which England could lend us. Here the
roads are built with the expectation of only

paying three or four per cent, dividends, but

they are made for one hundred years, and not
for ten or twelve, as with us. These substan-

tial constructions can not, of course, be ex-

pected in sparsely populated and new coun-
tries. But the method of traveliug can be
adjusted with equal facility upon permanent
or temporary roads. In America, everybody

is hurried together into a common receptacle,

in which the fceted breath of fifty persons,

together with the fumes cf tobacco juice freely

squirted in every direction, and the odors of

whisky, etc., etc , make a nauseous atmos-
phere, sufficient to stifle anybody with weak
lungs. In one end of this long carriage you
can be roasted by the heat of the stove, and
your head split open with the headache from
its dry air, whilst in the other portions you
can freeze with cold during the winler. To
tnose who like the hot, dry air it would be

a great grievance for any other suffering pas-

senger to open a window for a breath of fresh

air, aud a volley of growls and imprecations

would salute the offender.

In England, and on the Continent every-

where carriages are now built with compart-
ments of four, six, eight, and sometimes more
seats. They are commodious in first-class

carriages, with elegantly arranged seats and
backs cushioned with the best hair and
springs. There is ample room for the largest

sized person, and no cramped position ; for

the legs can be stretched out without coming
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in contact with a hard wood frame, as is

invariably the case in our railway carriages.

I have slept as comfortably in one of these

compartments, as if I had been in a luxurious

bed. Something similar has been adopted on
the road from Boston to New York, and it is

time that our Southern railway officials should
wake up and do something for the comfort

and convenience of the traveling public. The
United States is a republic, but that does not

necessitate the pitching in of everybody to-

gether the same as if they were pigs in a pen.

A party of friends can insure not only comfort

but privacy everywhere, and can bo travel to-

gether as if in their own carriage. Trains are

here made up of three classes—first, second
and third. The speed is the same, but the ac-

commodations are different. The first class,

st) immeasurably superior to anythi ng we have

(palace cars, etc., included,) costs about 4£
cents per mile ; third-class just half the

amount.
Compare it with our prices and accommoda-

tions. With us, one is never secure from hav-

ing a drunken man on the same seat, or a

tobacco squirter flooding the floor beneath
one's feet with his spittle, or something else

disagreeable. There is no more objection to

a man choosing his traveling society and pay-

ing higher for comforts, than there is in secur-

ing any other privilege that money commands.
It would, therefore, be eminently appropriate

for some of the railroads centering in Louis-
ville to inaugurate a system similar to the one
in vogue here. There should also be parties

at every station to show passengers a seat,

and not leave them to grope around hunting

up one for themselves. No person is ever

allowed to enter a train here when it is in

motion; and in cases where injuries have en-

dued from violations of this rule, not only is

there a kink of -sympathy, but the offenders

are prosecuted and fined $10. Jt would am-
ply repay our railway officials to send some
one to examine these points and put them in

force in America.

TUe Manufacture of Tar Pavement.

In most provincial towns there are two impor-
tant bodies of men, the paving commissioners
and the gas directors. The one is pledged to

keep the rates low, and the other to

keep the price of gas as will enable
•them to provide the statutory dividend. As
one means of ensuring a cheap supply of gas
is to create a greater demand and obtain a
better price for the residual products, it is of
advantage to consider a subject the adoplion
of which would be advantageous to both of
these bodies. It is not a new one, but has
hitherto been a neglected source of revenue to

gas companies, and will also be a great bene-
fit to the public. That subject is tar pave-
ment. In some countries, such as Yorkshire,
where stone is as abundant as brain is said to

be, tar pavement will receive but little atten-
tion

; but in the eastern and some other
countries where the same conditions do not
exist, but where York flag costs 7s per yard,
tar pavement is a desideratum. In such dis-

tricts there is a scramble for pavement ; and,
on account of the high price, unless a paving
commissioner reside in the street, it remains
unpaved.
Tar pavement may be made of the ordinary

cinder dirt produced in gas works, of shingle,
or of a mixture of both. The material is

burnt in heaps like ballast, and when hot is

mixed with hot tar. In practice a small fire

of coke is made on the ground, and covered

with cinder dirt or shingle. When this layer

is hot another is added, and bo on in succes-
sion until a large enough heap has been pro-

vided. The tar is now boiled in an iron cop-
per, and taken when hot and mixed with the
hot material from the heap already described,

in quantities of two bushels at a lime, in

about the proportion of one gallon to every
bushel of cinder dirt, and slightly less than a

I

gallon for the gravel. It is turned over and
over with the shovel until every part of the

material has got a covering of tar. Then the

whole is passed through a sieve
-f
inch mesh,

and part of it through another | inch mesh,
and put in heaps until required. Indeed, it

may be kept for months before being laid

down.
Before the pavement is laid, an edging

should be provided about 2 inches thick, and
projecting 2 inches above the surface of the

ground to be covered, which should be tolera-

bly even. It is advisable to have the ground
next the curb well trodden on and rammed
before the pavement is laid, otherwise there

will be an unseemly hollow next the curb. In

laying, the rough stuff is put, down first and
rolled tolerably firm, ihen the second quality

is put on, then the third, and when the whole
hae been raked level, a bale of the finest ma-
terial is sifted on through a sieve with J inch
meshes, and a little fine while shingle or

Derbyshire spar is sprinkled on the top. The
whoie must now be well rolled. The best rol-

ler is a water ballast roller, which at first is

used without ballast, and well wetted to pre-

vent adhesion of the material, and when the

pavement is slightly consolidated, the full

weight should be applied.

For heavy cart iralfic, the material should

be made of shingle only, heated and mixed as

above, and well rolled. Both descriptions of

pavement are laid best and most easily in

warm weather, and should be rolled when the

sun has warmed it well. Those parts in angles

should.be well rammed and trimmed off with

a light shovel.

Though apparently a simple manufacture,

there is a little difficulty in ascertaining the

proportion of tar to gravel or cinder dirt. A
little experience will only be necessary in

this, as well as in all other manufactures, to

enable auy one to carry it out successfully.

This pavement can not be spoken of too

highly, as it is cheap, wears well, and can be

easily repaired. The color, which never can

be made to equal York flag, and the smell

for some time after it is laid are the only ob-

jections to its use ; it can be laid with a good
profit in any district at Is 4d per yard ; and
besides-being a boon to the public, who must
otherwise walk on gravel, is a great advantage

to gas companies. To them it provides a

remunerative outlet for their tar, which often

otherwise must be sold at a low price to dis-

tant distillers.

A late paragraph, which appeared in the

daily press, states that it is proposed to pave

the streets of London with stone laid in as-

phaltic instead of lime grout. This is just a

more systematic application of the above de-

scribed plan; for the tar, by being boiled and
thrown on hot stones, becomes an elastic as-

phalte.

—

Nature.

J5@" The cost of the improvement of the

Sault Ste. Marie Canal, it is estimated, will

reach $240,000. The work can not be com-
pleted short of two years.

J8@°
>During 186?, there were sold by twelve

manufacturing companies in this country

320,600 sewing machines.

Cotton Seed and its Uses.

Since the war the South has derived income
from many sources hitherto unnoticed or un-
known. Among these articles which are
constantly adding to the old or creating new
wealth is one which, though known and manu-
factured before, was then struggling against
prejudice and in obscurity, but now takes a
leading rank. This article is the oil derived
from the seed of the cotton plant, and though
the manufacture has increased rapidly since
1H05, it has but lately been regularly quoted
in the market reports of the city papers.

Previous to i860 there was invested iu the
manufacture of this oil about $200,000.
There is now about twice that sum in the city

of New York alone. At the South, there is

iu Memphis about $2j0,000, as much or mure
in New Orleans; while St Louis, Mobile,
Yickaburg, Galveston, all have large manu-
factories, and there are others in smaller
towns. We may safely say that $2,000,000 of
capital is now invested in machinery and fix-

tures for the manufacture of this ofl. One
may form some idea of this business by the
fact that 17,163 bags of seed were received
at the Port of New York from January to
March, 1876, and but a small part of the oil

made is pressed from the seed here. These
bags average 100 pounds each, hence we have
for ihe three months a total of 1,716,300
pounds.

The cotton seed, as it comes from the Whit-
ney gin, has considerable lint on it and a
lough, close fitting hull. Previous to the war
this hull was seldom laken off and the lint

never, hence there was a considerable loss of
oil and an interior cake produced. The
manufacture at present is conducted as fol-

lows : The seeds, as they come from the
plantations, are first passed through a " linl-

er," thence directly into the hulling-machine.
Then, separated tiotn the hulls, the kernels
are ground and pressed to extract the oil.

The presses used are the improved hydraulic
presses, usually of three colums or series of
cases of five each. The cake, after pressure,
is usually shipped in its thin, oblong shape,
but is ground to meal before use. This press-
ing produces the crude oil. Its quality, val-

ue, and color are due entirely to the Ireshness
of the seed, the amount of heat put on the
kernels previous to and during pressure, also
care iu operation and cleanliness of bags, etc.

There is a patented process in which the oil

is extracted Irom the seed by maceration in

bi-sulphide of carbon or light dydro-carbons.
It has not yet been operated here on a large
scale, owing to the enormous rates asked by
the patentee, but it is said a firm is this year
to erect works at New Orleans to work under
his formula.

We submit an estimate of the machinery
for a factory, which will at least answer as au
approximate for any one desiring to go into
the business: One press of three tiers of
cases (5 each), usual size, with ram, ban's,

squeezers, seed heater, hydraulic pump, pipe
and connections, driving shafts and gear,
seed rullers, stone crushers with gearing,
clarifier, revolving screen, elevators, and pow-
er to drive— $12,000. Size and cost of build-

ing will vary with amount of work to be done.
Plenty of airy room is necessary for storing
seed, and, if more than one press is used,
still more room; in fact, in all such opera-
tions, it is belter to have too much than too
little room. A building 40x60 is small enough,
and 00x100 is better, and at least three sto-

jies high.
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Mitchell, Indiann, to be a Grant! Railroad

Junction.

[Correspondence Cincinn ti Commercial.]

Mitchell, Ind., October 28, 1870.

The crescent little city of Mitchell seems
destined to be one of the great railroad junc-
tions of the State. This assumption is groun-
ded upon the fact of its already being the

crossing point of two of those stupendous lines

connecting the North and South, East and
West, with very flattering prospects of two
other roads being immediately built to make
their terminus at this place, one being from
Terre Haute via Bloomheld, the other from
Rockport. Dr. Sabiu and Mr Bowers, with a

corps of engineers, have just comp'eted
the survey from this place to Rock-
port. The route is considered entirely

satisfactory and practicable tor a road bed,

there being nu tunneling, and the highest

grade on the route but forty feet, with abun-
dance ofconstructing material and the co-ope-

ration of the counties through which it will

pass, makes the project feasible. A two per

cent, tax has been already voted (in accor-
dance with the provisions of law iu [his State,)

in this township and a great many other town-
ships on the proposed route. Besides this,

a large amount of private subscription can be
raised with a certainty of the road. The sur-

veyed route is from this place through the

southern portion of this counly, through
Orange, Dubois and Spencer. The two latter

have not, at present, a railroad anywhere
near them. Mitchell, the farmers, and the

counties through which the road will run will

not be the only ones benefited by its building.

That fertile region of this State which has
been so long lying dormant tor want of facili-

ties for shipping, will be opened up to traffic

with Cincinnati. The route surveyed is just

70 miles from here to Rockport, via Jasper,

and from here to Cincinnati 126 miles, making
a total of 1H6 miles from Cincinnati to Rock-
]jorl. via Mitchell.

There has also been another road agitated;

to leave Rockport, run 60 miles and strike the-

Ohio and Mississippi road at Loogootee,
which is 169 miles from Cincinnati, making a

total from Cincinnati to Rockport, via Loo-
gootee, of 217 miles. Now, would Cincinnati
rather run to Loogootee, make an elbow down
to Rockport, and travel 217 miles, or come to

Mitchell, take an oblique course, and reach
Rockport by traveling 196 miles? This is a

subject for Cincinnati's reflection. As for the

citizens of this place and along the line, they

are determined to have the road built to this

place, and will use their resources to accom-
plish this end.

FLINT-LOCK

Waterproof Paper—Tre ammonia oxyd
of copper is a solvent for silk, paper, and cel-

lulose. If its action be limited to a few mo-
ments, it converts the surfaces into a gelatin-

ous mass; and Scoffern proposes to employ
this property to render the paper waterproof.

If in the mill the endless sheet of paper is

made to pass at a proper velocity through the

ammonia copper solution, and is afterwards
dried and pressed, the surfaces will be con-
verted into a species of parchment, and will

be water ti;;lit. The rate of speed for the

rollers must be a matter of experiment.

J6@°" Fourteen steamboats, with an aggre-
gate capacity of 10,000 tons, are engaged in

the Lake Surerior carrying trade.

American Product or Gold and Silver.

[From the N. Y. Shippipg List.]

Notwithstanding the large exports of gold
and silver during 1869 and 1870, the supply
of the precious metals is considerably larger,

through the steady rate of production, than
at the corresponding period last year. It is

evident that we have the ability to resume
specie payments without much longer delay.
The estimated production of gold and silver

in the United States in 1869 is stated by the
Commissioner of Mining Statistics, upon a
bullion basis, at $68,500,000, distributed as
follows: California, $20,000,000; Nevada,
$14,000,000; Oregon and Washington Terri-

tory, $+,000,000; Idaho, $7,000,000; Mon-
tana. $12,000,000; Colorado and Wyoming,
$4,000,000; New Mexico, $500,000; Arizona,
$1,000,000; other sources, $1,000,000. There
has been a considerable falling off in the pro-

duct of the placer mines of California, Ore-
gon, Idaho and Montana, but this has been
more than met by the increase arising from
quar'z mining. This fact|goes to prove the
necessity for the introduction of proper ma-
chinery and scientific knowledge into the

mining regions. Placer mining bears about
the same relation to quartz mining that primi-

tive systems of agriculture bear to the scienti-

fic methods of modern times. Quartz mining
is the hope of our future bullion supply. Sci-

entific schools are graduating accomplished
engineers. The moment they are seconded
by capital, this kind of mining will rer-eive an
impetus never before experienced. Well edu-
cated men, who have ability to prospect and
locate mines, direct operations, employ ma-
chinery, and attend to every detail, will invite

an influence to the gold bearing regions which
has hitherto kept aloof. The day is fast com-
ing when the paper corporations, that actually

prevent development by their imaginary
claims, will pass away, and actual corporate
energy will be substituted. The Government
has been importuned to establish a national

school of mining and metallurgy, but it has
thus far refused. Some of our colleges how-
ever, have taken the matter in hand, and the

country will profit by the knowledge thus des-

seminuted.

E@r"The value of the telegraph lines and
property of the country is put down at $9.-

000,000. By an expenditure of $9,000,000,

says a cotemporary, the present lines could be

put in order to do three times their present

business, or 45,000,000 messages per annum,
which at the aggregate rate of thirty cents per

message, would yield a revenue sufficient to

pay all expenses, including interest on invest-

ment, and leave a profit of six or seven mil-

lions per annum.

8®t"'Population of the leading cities in the

Old World: London, 3,2 14,000 ; Paris, 1,950,

-

000; Constantinople, 1,500,000; Berlin, 800,-

000; St. Petersburg, 667,000; Vienna,

605,000; Naples, 600,000; Liverpool,. 520.-

000; Moscow, 425,000; Glasgow, 401,000;

Madrid. 390,000; Dublin, 392,000 ; Manches-
ter, 340,000; Lisbon, 340,000; Amsterdam,
250,000.

figfTwo iron steamships are about being

built at Belfast, Ireland, for service between
Liverpool and Baltimore, under the auspi-

ces of the Baltimore and Ohio Railroad Com-
pany.

fl@-California has produced $75,000,000
worth of manufactures during the past

year.

figj^-In 1785, when the population of New
York was about 23,000, the annual tax
amounted to $2,500, or about 1 1 cents for each
person. In 1870, the population, according to

the figures of the census takers, amounts to

930,856 souls, and the annual tax is $23,566,-
240, or $25 31 for each individual. This rate
is two hundred and thirty times that of eighty-
five years ago.

^ET
The Railroad Man's Paper.

News & Operation,
Engineering,
Reports,
Management,
Advertising.

Illustrated 1

Weekly
Quarto
Journal,
24 Pages. J H S B B GL D

A. IV. XtELLOGG, Publisher,
Terms. S3pe.-Annum.J 101 Washington St., Chicago.

C2T" Will be Four Dollars after January 1,1S71._£E5

THE FIRM OF WJT. J. XOTJKTG A CO.
Mathematical Instrument Makers, consisting of Wm. J.
Youno and Cuas. S. Heller, was dissolved shortly be-
fore the death f.f Wm. J. Young. The undersigned, the
late partner of Paid firm (who was with Mr. Young con-
tinuously for Fifteen Years, will continue in the same
line of business, at No. 33 North Seventh street,
Cor. of filbert.

CISAS
. S. H£LLER.

Philadelphia, August 1, 1870. 29-9-70, 27

BAILROAB TIES WANTED.
OFrire or the

CHESAPEAKE & OHIO R. R. CO-'
54 William Street, New York..

This Company are now ready to contract for Fire Hun.
dred Thousand

s o o, o o o
RAILROAD TIES, to be deliv-red during the ensuing
Autumn and Winter, along the line of their road in West
Yirginia Persons wishing to propose for furnishing the
same tnav apply in person or by letter at this office.

15-9 70,3 C. P. HUNTINGTON, President.

k.)

GET THE BEST.

TIBTil'S iffilll DUMMY
10, i. O Words and Meanings not in other Dictionaries.

3000 Engravings. 1<*40 pages Quarto,

Glad to add my testimony in its favor.

;Prest. Walker of Harvard.]

Every scholar knows its value.

[
*' II. Prescott, the Historian.]

'"p he moat complete Dicti na y of the Language,
J_ [Dr. Dick, of Scotland.]

The lest guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Chancellor Kent.]
Etymolngical parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing re'ation to Language Principia does to Philo-
sophy. [Klihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.]

Sao far as I know, beat defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teacKer

and prsfessional man. What Libiary is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a aem of a Dictionary, just the thing
for the million.

—

American Educational Monthly.

Published by G. & C. MGRRIAM, Springfield, Mass.

Sold by all Booksellers,
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AMERICAN

RAI
The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesnut St.,PHILADELPHIA.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I,. BOOTH & CO.,
Rochester, IV. Y.

HAVEN & ALLEU,
T2 Broadway, IV. Y.

HARRISBURG FOUNDRY
AND

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MACHX2TXST2' TOOLS,
SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, tfc.

W. T. HILDRTJP, Treasurer.

Hawkins- E>rthel & Burrall,

Sibil k ^ec^niieql Engineers,
BUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridjres, Rools and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Fil'ing, Docking,
and General Railroad Work.

Main SU 9 Springfield Mass*

B, F. HauJcins. Geo P Herthel. W. H. Burrall.

Le Yan's
IMPROVE!) BOILER

Feed Pnip,
Single Acting for Hot
or Cold Water; com-
plete in Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.
jB®"Fastand Loose

Pulleys, Steam Metal
Valves and Boxes fit-

ted up In the bestman-
ner.

JS65~Photographs &
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan&Co
S. £. Comer

24th & Wood Sts.,

PHLLADA.

30 6 70,70.

T. F- RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS. TRANSITS. LEVELS

DRAFTING INSTRUMENTS, Ac,
67 W. Sixtb St., CinoiBinati, O.

Cirsulars sentfree. Established 1853.
19-.S-70. lti

L.RAND SCENERY!
^QUICKEST ROUTED
59 Miles ip Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILA I)ELPITTA

,

NEW YORK, and

BOSTON,
WITH TI7E P1UVILEI3E OF GOING TOW^SH TNGTON

NO CHANGE OF CAKS
From Cincinnati "Ro 1+1T"n^T»o an<^ hal O-^ &

or Coluuilms to XJdl U11I1U1 C CI) A NOB
J'/iilud- Iphla timl JVeur York.

AskforTICKKTS»nd Ra 1 1 imnrp & fl'lio R R
B.\l)OAGi-.CllECKSvidDalllm0re0iU 'll0n ' r'

J. I,. Wf' SON, Master of Transportation.
L. M. POLK, General Ticket Ajrent.
•}. It QtHSON, GeneranVestern Passenger Airent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. .Joseph

J**fersoi] City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Centra] Railroad.

TA4ISS RUJV AS FOLLOWS
St. Lnuis, Evansville and Cairo

Miil 7:15 A M. 10:55P.M.
Osgood Arcoram-Vtation... :1:10P.M. 8:45 A.M.
Through Western Express flrin P. M. P:3»l P. M
Night Express 10-20 P. M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

(jenries time, 12 minutes slower than Cin'ti time.

For tickets or information, apply at Offic's, 13'j Vine
Street Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. a. BONDURANT. Superintendent, Cin.0.
C.E. FOLLET.GenVI ick't Ag'i, S:. LouiB, Mo.

EDWIST J. HOKSfE?!,

Successor to

McBASF.l & HORSER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware

dimm tm tu inns
As in use on the National Despatch Line of

Curs, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manulacturing Agents

Wilmington, Delaware, or
CHAS. BOCKVM A CO, Boston, Mass.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836

Allkinds ofBailroadMachinery
GEORGE G. L0BDELL, President,

P. N. BUENNAN, Treasurer.
WM. W. LOBDELL. Secretary

12-5-70,52
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ERIE RAIIaWiLY.
1400 HUES under

One Iinagcment.

JIILE8 without

Change of Coaches.

BROAD GAUGE, DOUBLETRACK ROUTE

KEWYORkT BOSTON,
Providence, Albany,

PITTSBURG, HARR1SBURG
Philadelphia, Baltimore,

And Principal I'oints in

NEW YORK, NEW ENGLAND
ANDPennsylvania,

j This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTE.

TWO EXPRESS TRAINS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 ninutes taster than Cin'ti time.

7.00 A. If.,CINCINNATI EXPRESS,
(Sundays ^tcepted.) Arrive Dayton 9.10 A.
ST.; Urban.., 10.29 A. M ; Galion, 12 57 I.M.;

Mansfield, 140 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
f>.10P. M.; Meadville, 8.00 P. M. (Supper);

Susquehanna, 7.65 A. M. (Breakfast) ; Tur-

ners, 1.40 P. M. (Dine); New York, 3.00 P.

fci. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Etmira for Williamsport and the

South; at liinghampton for Cooperstown,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urban*,
125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

J morning trains for Boston and N. England
cities.

New and Improved Coaches of ttie style peculiar to the

Broad Gauge, arranged for both Day and Night Travel,

ar^ attached tn this train at Cincinnati and runthroughto
Nerf Tork, forming the Only Line running through

S60 Miles wilhout Change.

Boston aswl New England Passengers,
with their Baggage, are 1 ransferredFREE
OF CHARGE in Sfew York.

TO3 The Eric Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hird Street. New York, thus enabling parsengers to reach

he i? tier portion of the city without the expense and an-
noyance ot a street car or omnibustranafer.

YC~F The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admirati. n and interest

BaggageCheck'd Through
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which cho be ohtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
Hiuse, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
South-west- iVJI. R. BARK,W B RHATTUC, Gen\ Pase'r Ag't

General Smthern Agent.

Best Route to St. Louis and Ch.cago

[NDIANAPOLXS,
J- CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Great Through Passenger Route from CINCINNATIto

CAIRO, '

O HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

TO='The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am 12 4<» am
St Louis and Springfield Express... 3.40 pm 7 35 am
*St. Louis and Springfield Express. 1".20 pm 3.42 pm
Lawrenceburg Accommodation 10.10 am 2.35 pm
Lawrenceburg Accommodation 4,'.

;-0 pm 8.25 am
*"The 10.20 pm. train will leave Sundays, but not ou Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7.00am 10.15 am
Chicago Express 6 50 pm o.3ii pm
Harrison Accommodation..... * 5.30 pm ".10 am

ThrougbTicketsean be obtained althe Burnet House
Office, corner ot Third and Vine ; River Office, corner of
WalnutStieetand River; and at Depot, corn er sof Plum
iind Pearlstreets. I he splendid Passenger Depot of the

I. &C Railroad is about a mile nearer the bu-sinesscenter

of the city than the Depot of any other railroad, and with-
in a' few squares of the Postofficeand principal hotels and
Stearoboatlandings.

J. F. RICHARDSON Superintendent.
A. E. CLARK. General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati asfollows:

DEPART. ARR1VS.

Eastern Express (Erie Railway). 7:00 A. M. 6:30 P.M.
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada. 7:15 A. M 10:25 P. Mi.

do do do 6:30 P.M. 7:00A.M.
Lima Fort Wayne & Chicago.... 7:15 A.M. 10:2a p. jf.

do do do .... 2:30P.M. 5:40P.M.
do do do ... 6:30 P. M. 7:30A. M.

Sandusky. Cleveland & Buffalo... 7; 15 A. M. 5:40P. M'.

Springfield Accommodation 2:30 P. M. I0:vfl A. M :

.

Sandusky, Cleveland & Buffalo.. 6-.30P M, 10:20 A.M.
Muncie&Indianapolis 7:15 A.M. 10:25P.M.

do do 5:C0 P. M. 1:2GP,M
Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20 A- M.
Hamilton Accommodation 9:30 A.M. 8:05 A.M.

do do 6:50 A M.
Trains run SEVEN MINUTES FASTER than C'incln-

jatitime.

For allinformationand throughtickets, please apply at

tneo Id office, south-east corner of Broadway and Front; Bur-
net HoascOffice, corner Vineand Bakerctreets.and at the
reapective depots. East Front and Wesi Sixth streets.

D. MnLAREN, Gen'l Superintendent.
SAM'L STRPHKKSON,Gen-lTick'tAg't.

Omnibuses call for pasaenLers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont :nue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Bultimore

t
New York or Boston,

and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHDBT-LINE RAILROAD.
On and after June 13, trains will run as follows :

T^Jtffe *? KXPHKSS leaves Cincinnati 7.20 A.
1™ "• ^t M. Daily (except Sundays). Stops regularly
at Walton, Elliston, Sparta, Liberty, Worthville, Canip-
bellsbnrg, Lagrange. Pewee Valley, Anchorage; when
fl igged, at South Covington, Maurice, Independence, Bank
Lick, Verona, Zion, Glencue, kagle, Carrollton, Sulphur,
Pendleton ; arrives at Luuisville 12.05 P. M.

N^ ** SOUTHJERM FAST LINE leaves
Cincinnati at 1.20 P. M. Daily (except

Sundays). Stops only at Walton, Worthville, and La-
grange ; arrives at Louisville 5.20 P. M.

T^Ta a£ MAUL leaves Cincinnati 5.00 P. M.
1™ "• ^ Daily (except r-undays). Stops regularly
at Walton, tllist. n, Glencoe, Sparta, Liberty, Worthville,
Campbellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zioo, Eagle, C&riollton,
Pendleton ; arrives at Louisville HMM) P. M.

IWtffc "B-ft NIGHT EXPRESS leaves Cin-l«v« _M.V cinnati at 11.15 P. Mf Daily (except
Saturdays). Stops regularly at Worthville, Lagrange, and
w>en flagged, at Walton, Verona, Elliston, Glencoe, Sparta,
Liberty, Eagle, Campbellsburg, Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A. M.§g

H~p No. 6 connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14 p. M., Lexington
7 45 P. M., QUICK TIME.

1177= The Best Route to the South. More Daily TraioB
and Quicker Time than any Line from Cincinnati.

HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk.
Williamsport, Wilkesbarre, Maboney City, Tuckhannock
arc.

7:15 a. m.—For Somerville.

8:30 a iu.—For Flemingtun, Junction, Stroniteburg
Water Gap, Scranton, Kingston. Pittston, Great Bend, t&c.
12 ill.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, PottsYille, SVranton. Harrisburg, Ac.
3:30 p.m.—For Easton, Allentown, Mauch Chunk

and Belvidere-
4:30 p. m.—For Somerville.

5:25 p- m.- For Somerville and Flemington.
6 p. m.— For Easton and intermediatestatioos.

7 p. ill.—For Somerville.

7:20 p. in.—Emigrant—Stopping only at theprinci
pal stations.

9:OOp. m.— For Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Saturdays only

.

FOR THE WEST.
9 a. m.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown, Harrisburg, and the West wilhout
change of cars to Cincinnati or Chicago, and but one-
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsbnrg,
Water Gap, Scranton, <&c. Connects at Phillipsburg for

Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion*to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. »i.

—

Western Exprees Train, daily, for Easton
Allentown, Reading, Hairisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c

Sleeping cars through from Jersey City to Pittsburgh
every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
e:l5., 8:30, 9., 9:20, ln:30, 11:40a. m—12m., 1:00, 2:c0
3:00,3:3(1,3:45, 4:15, 4 30,4:45, 5:10,5:25,5:45.6:00,6:25,
7:00,7:2' ,7:4O,8:i'0, 9:00,9:40, 10:45, 1 1:50 p. m.

Tickets for Hie West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty st., N. Y. t

atNo. I Astor House; Nos. 254, 271. 526 Broadway;?!
No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER, Superintendent
H. P.Baldwin, Gen Pass.AgU
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E. D. MANSFIELD, - - - - I Editors.

W. A. MUNSELL, Associate Editor.

CINCINNATI, Thursday, November., 10, 1870.

&t)t Mnilvoutt mtovVf,
PU8LISHE0 EVERY THURSDAY MORNING,

Bij Wriyhlson & Co.,

OPB'ICE-No. ley Walnut Street.

Scbscbiptioxs—$3 per annum in advance.

ADVERTISEMENTS.
A square is the space occupied by ten lines ~A Nonpareil.

One square, single insertion—.. .......... «

—

$ 2 CO
** " per month 5 If
" " six months _ 15 Otl

** '* peraunum 25 00
** column. single insertion , ' "0
*' " per mouth 14 l<*

'• ' six months 55 00
*' ** per annum - 110 00
*' page, single insertion 25 Oil

" " permarth 40 OH
*• " six months _ 135 00
" " per annum 240 00

Cards not exceeding four lines, $7 00 per annum.

W1MGHTSON *> CO.. Propr'S.

The Bridge Business in Cincinnati and
the Interests of the City.

It is very obvious that those who have been

getting up a fiurry on the bridge question are

much more attentive to their own interests

than they are to those of the city; and equal-

ly obvious, that they do not understand the

real elements of the question. They set out

without knowing what the law is; and after

finding out that the law is with the compa-

ny, they set about asserting, not how the

bridge ought to be built, or how it ought to be

raised, nor the real reasons which induced

the company to make it low, with a draw.

And finally, to settle the whole matter conclu-

sively, they called in the men of Pittsburg and

Louisville! Pittsburg and Louisville have

been and are obstructing the Ohio, and Cincin-

nati calls them in to arbitrate the matter! It

is, therefore, obvious that those men who are

making an outcry about the bridge neither

consider the interests of Cincinnati or under-

stand the real difficulties of the bridge. Now
to set ourselves right upon the matter, we think

the bridge ought to be raised, and that it is

clearly the interest of the Pennsylvania com-

pany to do it. The grounds of this opinion we

can briefly show. In the first place the bridge

entanglement arises from the same cause

which has embarrassed almost every rail-

road enterprise in Cincinnati, viz: the want

of foresight and of plan as to the future

wants of the city. It has been obvious for

many years that the Ohio river must be

what conditions bridging should be accom-

plished, in order to better accommodate both

the land and water commerce. But no; the city

goes blundering on, without seeing or attempt-

ing to foresee any thing in the future. The

same was true, even to a greater degree, in

regard to railroad entrances. Nature pro-

vided but one railroad entrance for the north

side, viz: by the valley of Mill creek, besides

the narrow bank of the Ohio on the east and

west. The result is what we see, a perfect

choking up of the narrow outlets and the con

flicting interests of the various companies.

To avoid this the tunnel was planned, and it

would have relieved this question of all dilli-

cuhy, and made much the shortest and best

entrance to the city, and we say the cheapest,

for we think that the cost of running the new

Baltimore track into the city will be more

than to complete the tunnel.

But the city cared nothing for these things

Every thing went on higgle-ty-piggledy, heads

and feet together, till we see now a perfect jar-

gon of questions relating to bridges, rail-

roads, streets, etc. But it is in vain to rem-

edy this evil, although much may be done by

foresight in the new city on the hills- Let

us proceed to the bridge question. The com-

pany ought to raise the hridge for three rea-

sons : 1 Say wliat we may, a draw-bridge at

high water will be excessively inconvenient and

unsafe, not only to the commerce of the river

but to the company itself. At high water, or

at a good stage of water, the passage of boats

is very frequent, and will present a great in-

convenience to the railroad itself. The lia-

bility to accident will be great, and since it" is

clear that the bridge can be raised without

any unreasonable expense, the company will

be liable for all damages. 2. All corporations

should pay regard to pub'ic opinion, and il

the men engaged in the commerce of the

Ohio river universally demand a high bridge,

it will be the interest of the road to regard

that opinion. 3. Most important of all to the

company is what we think a clear fact, that

the company can not get along conveniently

or even sajely on the present plan. Here we

come to what was the difficulty in the compa-

ny, and which those who denounce the com-

pany and the bridge utterly ignore. This is

the difficulty oj grading up to a high bridge,

we might almost say impossibility on the plan

the company is now going on. A bridge one

hundred feet high, will be nearly if not quite

forty feet above Front street. The Little Mi-

ami R. R. depot is on that street. How will

you grade up to it? But this difficulty works

nearly or quite as strongly with the track the

company are now laying. We have looked

at it, and we undertake to say the track now

laid to the bridge will not work safely or even

cheaply. A very short curve and a very steep

grade are made up to the bridge. The result

will be accidents and extra cost. The com

there no other plan? The very best plan is

to resort to the one planned thirty years ago

;

complete the tcnnei. and make the city dis-

tributibn on the upper plain. People start

back from bold ideas, but if any practical

railroad man examines the question clearly, he

will find it the cheapest as well as the best plan

for the Pennsylvania road. 1. The bridge at

100 feet will be nearly on a level with the up-

per plain of Cincinnati, and the route will be

direct through Eggleston Avenue, the right to

use which the city will readily grant. 2. The

line through the tunnel direct to some point

on the Miami river, will be five miles shorter

than by the main route. 3. These two facts

being given, the time, and friction, and wear,

in taking freight cars over the river by the

tunnel route will be far less. If these things

are true, then, although more capital will be

required to make the improvements, in the

end it will be the cheapest plan. Suppose

the river bridged, and the road made through

tie tunnel, as we suppose, look at the result.

With a shorter and far better line, with no

high grades to obstruct, no obstruction to

navigation, the cars of the Pennsylvania road

will enter Cincinnati and go over the Ohio

much cheaper and better than can be done on

any other route, and will gain about one

hour in time. We say, and it can be demon-

strated that with this advantage the Pennsyl-

vania route can not be Hoaled by any other

one. If a tunnel route be secured, no other

company can get one equal to it. We make

these suggestions because they meet the case

exactly, both for the city and the company.

The plan looks bold only because it requires

new capital; but the company have the capi-

tal, and it will be the best invested railroad

money that ever was laid out. To make the

bridge 10U feet high will probably be a neces-

sity of the company ; and if so, how else can
.

she meet the case?

bridged, and before any company undertook ,.,,,

to bridge it, the city should have had its I pany must adopt some other plan, or they will the lower Peninsula of Michigan, and that

Board of Improvements determine upon sooner or later fail iu the bridge business. Is finds its Northern terminus at the Straits of

Pitliia, St. Mary's A- Celina Railroad.

The certificate of incorporation of the

Piqua, St. Mary's & Celina Railroad Compa-

ny was filed to-day. The proposed road runs

through Miami, Shelby, Auglaize and Mercer

counties. The corporators are J. F. McKin-

uey, Henry Flesh, William Scott, John G.

Young, Charles C. Chute. Capital stock,

$400,000

The object of this scheme, so far as we can

see, is first to head off the Stillwater Valley

Railroad, as that project can not very well

terminate at Piqua; second, to combine the

material aid that may be furnished for rail-

way building by both St. Mary's and Celina

and their surrounding localities; third, to

make this the outlet for that unfortunate

though none the less valuable enterprise now
partially made, and some day to be finished,

that extends from Celina northward through
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Mackinaw; and fourth, to give Piqua a new

line of railway to tbe vast interior we have

spoken of.

If we are right in our conjectures, the first

object we have assigned concerns the local

interests of the new line and those of tl e

Stillwater Valley scheme; as the success of

either supersedes the necessity and probably

the possibility of building, the other, as both

make Celina a point, and both expect and in

deed must be sustained by the great northern

line beyond.

The second object is all right, both as re-

gards the loca ion of such a line of road, and

in a financial point of view ; and the fourth

is quite creditable to the enterprise and saga-

city of the good people of Piqua.

It is the third object we wish to dwell upon

a few moments.

Is this the proper outlet to the great North-

ern line we have mentioned ?

When this grand scheme was concocted, it

was intended to be the northern half of an

axia! line that should extend from the Gulf of

Mexico to the head of the great lakes, and

that the city of Cincinnjvti should be the cen-

tral point. One of the editors of this paper

wrote the first report upon this work, and set

out its merits with more than even his usual

clearness and ability, and excited so much

general interest in it that measures were taken

in a short time afterward that resulted in

the opening of the work (by sections) upon

more than two-thirds of the entire line. And

more than three-fourths of what was therein

predicted would occur in the development of

the country this road would supply, and that

would add value to and make necessary this

great work, is to-day a recognized fact, not-

withstanding it was then regarded as Uto-

pian, and there happened disturbing influ-

ences not to have been expected and not

taken into the account.

But it is of the northern half we are to

write now, the original plan for which was to

obtain as straight a line as possible from the

Ohio river to the head of the lakes, and it was

not only possible, but it was as practicable lor

all the purposes of construction, and to supply

all the principal business places in its course,

and the very best interests of the country it

was intended to serve, to have had four huu-

dred miles of road so nearly straight as not

to have deflected a mile from an air line, a

feature not then possible to any road made or

projected iu the world. This line would have

extended from Eaton, in Preble county, to the

Straits of Mackinaw.

But at the southern terminus, Eaton, a road

already existing was intersected, that was it-

self checked again by another road at Hamil-

ton, and no arrangements could be effected by

which this northern road could Gnd its natur;,]

southern terminus, the city of Cincinnati,

without which it was but a fragment and a

contributor to other less important interests.

To obviate this the first sacrifice was made,

and the line was stopped at Greenville, 22

miles north of Eaton, and some sort of mean-

ingless arrangements were made with the

Greenville & Dayton road to reach Dodson's

station, and thence over what was known as

the Twin creek road to reac'i Carlisle, on the

C , H. & D. road, a most senseless and im-

practicable zigzag, and that still left the

northern project without the credit and

strength i/f a head, or the support such a

scheme would receive had it found an inde-

pendent entrance into the then rapidly grow-

ing city of Cincinnati.

At this point, Greenville, the road was

never welcome. It was never encouraged,

except in the beginning, and then only with a

few hypocritical huzzas. It has been the vic-

tim upon which a lot of legal leeches fastened

and fattened, and therefore it did not receive

even the feeble aid such a place could have

given it. There was nothing gained by the

change from Eaton, but on the contrary the

road was plunged into difficulties that checked

its progress, impaired its credit, and brought

r lin upon many of its most ardent supporters.

This state of things, therefore, compels an-

other change of bise.

Where shall it be ?

Piqua is a beautiful place, the center of a

rich section of country—a manufacturing

point of importance, a thriving, enterprising,

go-uheadcity, and worthy of every improve-

ment and all the business it can secure. But

for this great northern artery it is too far east.

A detour of this line from Celina to St. Mary's

and Piqua breaks up the very purpose of the

scheme. It would no longer be the northern

half of the project we have spoken of. It

would be sacrificing the body to the arm, the

trunk to a branch. From Piqua, to reach

Cincinnati, is more difficult than from any

of the other points named, because the dis-

tance is greater, and other roads intervene.

And besides, it is not such a business and rail-

way center as would give strength and charac-

ter to this enterprise. It would still want for

the proper head that would make it complete

and profitable, instead of a fragment and of

doubtful productivity. We think it would be

difficult to sell the bonds of the road with

such a terminus at other than speculative

and therefore ruinous rates, This of itself

is sufficient to demand the most thorough

consideration before the venture is engaged

in.

We think this road should continue upon the

original straight line as far as possible, con-

sistent with the physical features of the coun-

try through which it is to pass, and the point

of deflection it must make in order to pass into

the valley of the Mi am is. And that it should find

in this valley some point as a terminus that

is of such magnitude and importance as to

give the scheme the character it has always

wanted in this particular, and that offers pos-

sibilities, at. least, of some day when it has

gathered strength and reached an importance

that its merits are sure to give it, of finding

an independent and commanding entrance

into tbe city of Cincinnati. And this route is

unquestionably to be found down the beauti-

ful and productive Stillwater valley.

Tbe Baltimore &- Ohio Cnl-Offi

It is rumored in railroad circles hereabouts,

that the Baltimore and Ohio Railway Com-
pany propose making a direot throrigh ronte

from Baltimore to Indianapolis and St Louis,

by constructing, or having constructed under
their auspices, a link from Loveland, on the

old Marietta road, to Hamilton, and connect-

ing with the Indianapolis and Cincinnati

Junction Railroad.

This link, we are informed, will be less

than twenty miles long, and will have a dis-

tance of twenty-two miles from all points west

to Loveland as a central point.

This is a gain of considerable importance

when the immense business that will be done
by this line is considered. It will probably

equal a saving of from two to three hundred
mites a day for a single train.

This is a cut-off from our city to which we
would object, if we saw that it would do any
good. But as we can't figure out the distance

in our favor, and these great companies have
a way of doing about as they please, and our

city is not in a railroad way just now, we sub.

mit to being hedged in, and hope we may
receive some indirect benefit at least, by the

growth of Hamilton.

It is suggested that a division of the business

between Hamilton and this city is worthy the

consideration of this company, and that this

may be had, and the direct line west retained

with but a few miles additional distance, by

making the proposed link from some point on

its line nearer this city than Loveland, to

Hamilton.

There is something in this idea, and if the

valuable local trade, and the probable con-

nections with southern roads are considered

in addition, we may yet be in the great chan-

nel of eastern and westeru traffic, and not

completely surrounded.

Mew General Ticket Agent.

We are officially informed that Mr. A. B.

Southard has resigned his position as General

Ticket Agent of the Indianapolis, Peru and

Chicago Railway, and that Mr. C. A. Lynch, a

most worthy and excellent gentleman, has

been appointed to fill the vacancy.

All reports and correspondence therefore,

relative to the Ticket Department of this

Company, should be addressed to Mr. Lynch.

—They have found gas coal along the line

of the Pacific Railroad that yields 10,000 feet

of gas to the ton.
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Cincinnati, Indianapolis A. Lafayette

Railroad.

NEW BOARD OF DIRECTORS ELECTED—HENRY C.

LORD LEFT 00T IN THN COLD—A THOROUGH
EXAMINATION ORDERED.

The stockholders of the Cincinnati, Indian-

apolis & Layfayette Railroad, met yesterday

at Morris, Indiana, for tke purpose of effect-

ing a new organization. 80,797 shares were
represented, and the following gentlemen
were unanimously elected to constitute the

new Board of Directors :

M. E. Ingalls, William P. Harries, Thomas
H. Perkins, Boston; John S. Kennedy,
George Bliss, William A. Booth, New York

;

W. O. Rockwood, Indianapolis; L. B. Lewis,

Lawrenceburg; W. W. Smith, Cincinnati.

The new board organized by electing M.
E. Ingalls President pro tern, and A. Worth,

Secretary.

On motion, the Directors were instructed

to institute a thorough examination into the

conduct and management of the road, from

its inception to the present time, and it's pres-

ent condition, as regards material and finan-

ces.

Hon. Aaron P. Perry and Hon. William S
Groesbeck were appointed a Stockholders'

Committee, to advise with the Board of Direc-

tors in relation to the examination.

Tbe New Railroad Enterprise.

The enterprise of building a north-west road,

of which we spoke some weeks since, has at

last assumed a somewhat definite shape, and
the surveyors are now out on the line. The
road as contemplated, will leave the Ohio ri-

ver at a point near Ironton, pass through the

iron and coal regions of southern Ohio on to

Hills'ooro, through Vienna, to Wilmington,

crossing the Little Miami Railroad at Clinton

Valley; thence to Dayton, where there will

be connections to Chicago and Toledo. The
road, if built, will be an important one, as the

southern end will no doubt soon connect with

the Chesapeake & Ohio Railroad, when a

complete line of road will be opened from

Chicago to Norfolk. This enterprise should

meet from our citizens every encouragement
in their power. The route is a practicable

one, and would develop the interests of this

county to a great extent, besides opening up
the rich mineral fields of south-eastern Ohio.

Coal would be cheapened and manufactures
encouraged. Let the road be built by all

means, and whatever is necessary to be done
let our citizens actively encourage. We un-

derstand that $4,000 per mile will grade the

road, and that the Chesapeake and Ohio
Company will finish it. We shall know more
definitely the shape matters will take when
the engineers repurt.— Wilmington Jour.

Operations of the Free Delivery Sys-

tem—The Post-office Department has com-
pleted its synopsis of the operations of the

free delivery system in the cities of tbe United

States for the fiscal year ending June HO, 1870.

It appears that during that period there were
mail letters delivered, 97,811,881; local let-

ters delivered, '21,807,649. Newspapers deliv-

ered, 27,8157,023. Total cost, $1,230,079 85.

New York city—Mail letters delivered, 19,-

500,962; local letters delivered, 9,303,345;
newspapers delivered, 4,950,563. Total cost.

$29,629,007.

Tbe Illinois Central Railroad in Iowa.

The Illinois Central Railroad Company
recently took possession of the Iowa Falls and
Sioux City Railroad from Fort Dodge to
Sioux City. This completes a line from Du-
buque to Sioux City, directly across the State
of Iowa, at a distance of about 70 miles from
its northern boundary. This line, which is

leased and operated by the Illinois Central
Company, was constructed and is owned by
two separate companies, who receive a- per-
centage of tbe earnings as a rental. The Du-
buque and Sioux City Railroad Company
owns that part of the line between Dubuque
and Iowa Falls, 143.} miles, and the Iowa
Falls and Sioux City Railroad Company the
183 miles between Iowa Falls and Sioux City,
The entire line has been called by the mana-
gers the " Iowa Division" of the Illinois

Central, but it is best, known to the public as
the Dubuque and Sioux City road, and this

probably will continue to be its popular name.
This is the fourth great railroad stretching
across Iowa from east to west, all having di-

rect connections with Chicago. It is notice-
able that the distance to the Missouri river
from Chicago is nearly the same by all four
of these routes, the variations not being mure
than 25 miles, and the distances varying
from 490 to 514} miles. So far this is' the
most northerly of the routes, but the Milwau-
kee ahd Si. Paul Company is constructing a
line nearly parallel with and about 40 miles
north from it. On the south the nearest line
is that of the Chicago and North-Western,
distant generally from 30 to 40 miles. Thus
it has a broad belt of country on each side of
it whose traffic it will naturally obtain. There
will soon be three lines crossing it from north
to south, but these can draw "very little from
its business, as they will form routes to the
south rather than to the east. It has itself

one feeder from the north, the Cedar Falls
and Minnesota Railroad, which extends from
Cedar Falls, 98 miles west of Dubuque, in a
north-westerly direction to Mona, on the
Minnesota line, a distance of 74 miles. Thus
the entire length of line in Iowa operated by
the Illinois Central is 400} miles. These
lines pass through an extremely fertile coun-
try, of which a very small percentage is waste
laud. As far as to Fort Dodge it is pretty
well setllel, but beyond, most of the land is

yet to be occupied, and east of Fort Dodge
even, there is room for double the present
population in the country, to say nothing of
the towns. The country on the western half
of the road is one of the most attractive to

settlers in America, the land being fertile and
cl/eap, and provided with excellent routes of

transportation.— Chicago Jour, of Com.

Mobile and New Orleans United by Rail
—It is not quite ten months since work was-

commenced on the Chattanooga Railroad,

and to-day the whole distance of one hundred
and thirty-nine miles is completed The last

rail was laid yesterday at 10:30 o'clock, and a
few hours afterward the ceremony of driving

the last two spikes into the road was to take

place. Trains, with invitea guests, left Mo-
bile and New Orleans to meet at a point in

the vicinity of Chef Mentuer, some twenty-

seven miles from this city.

The train from our city started from the

foot, of Canal street shortly before 2 o'clock.

The trains arrived at the place of rendez-

vous shortly after 4 o'clock, and at 5 o'clock

the ceremony of driving the last spike took

place. A golden spike was driven into the

road by Mr. Martin Van Brocklin, the Division
Engineer of the Mobile Division, and a silver
spike by Mr, R. W. Rogers, the resident En-
gineer.

There was a silence almost solemn, when
the slow, measured strokes of the hammer
which adjusted the last two spikes in their
places announced tha,t the Crescent City was
united with the Gulf City by strong iron
bands. Every one present felt the importance
of the event, and all appeared rejoiced at the
opening of this new highway of travel.

—

N. O. Picayune.

Railroad Building- in Iowa in 1870.

The number of miles of railroad in opera-
tion in this State at the beginning of the pres-
ent year was 2,094, of which 643 miles were
built, during the year 1869. Last year was
considered an exceptional one, as it witnessed
the completion of two of the great east and
west lines across the State, and few, even of
the best informed of our citizens on this sub-
ject, supposed that the number of miles com-
pleted in 1869, would be surpassed or equaled
by the operations of 1870. But the prospect
now is, notwithstanding the check several en-
terprises have received on account of the Eu-
ropean war, that the number of miles comple-
ted this year, will be greater than that of last.

The following table is our estimate of the
number of miles that will be finished this year
by the different companies named:
Burlington & Missouri river 65
Chicago & Southwestern 100
Midland 25
Iowa Falls & Sioux City. 120
Milwaukee & St. Paul 87
Davenport & St. Paul 40
Burlington, Cedar Rapids and Minn 105
Iowa Central 125
North Missouri , 25
Des Moiues Valley 15

Total 70S

There are several other companies who
have the work of grading and bridging well
advanced on their several lines, and may get
down more or less iron this year, but as we
wished to give none not reasonably certain to

accomplish what we slate, we have not inclu-

ded them in tbe above estimate. Of this

number are the Burlington & South-western,
which will have forty miles of grading done
before the close of the year, with a fair pros-
pect of having twenty iron down within that
time ; the Keokuk, Iowa City & St. Paul, who
also have a considerable amount of grading
done

;
the Sabula, Ackley & Dakota; the A.1-

bia, Knoxville& Des Moines; the Des Moines
& Indianola; the Dubuque & Minnesota, and
some others.

The year 1870 will close with not less than
2,800 miles of completed railroads in Iowa,
and enough more graded or under contract
with a fair prospect for completion in 1871 to
make the whole amount up to 3,500- miles.

This wonderful development of our railroad
system can but have a powerful influence
on the growth and prosperity of our State.

The test of war has shown the Chasse-
potgun to be effective at 1,880 yards and
easily able to fire five times a minute The
same test puts theeffective range of the needle
gun at 600 yards. Thus, if the Germans
move in a charge, the French can fire upon
them effectively over two-thirds of a mile, be-
fore needle guns can be used iu return.
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Pittsburg- In a Xulsnell.

[Condensed from the Philadelphia Press.]

Perhaps do American city combines greater

natural advantages for trade Its water com-
munications consist of (he great Misssissippi

river system, 1,700 miles long, with every part

of which the Ohio preserves communication
at all seasuns. The two great confluents of

that river—the Alleghany and Monongahela
—penetrate a splendid region, teeming with a

productive population. These natural com-
munications have been supplemented by an

extensive railway system, placing Pittsburg

within striking distance of all the great com-
mercial points of the country. Yet with all

those advantages this iron city finds her voca-

tion less in trade than in production.

The Youghiogheny valley, penetrating

lengthwise the mountain range through Fa-
yette, Westmoreland, and Alleghany couniies,

a hundred'miles, brings down the richest bitu-

minous coal, with iron ore of a very superior

quality. The Monongahela gives access to

extensive coal beds from four to ten feet thick.

Other streams penetrate a grand coal region

of 8,000,000 acres. The Alleghany brings

down annually ten billion feet of pine timber,

worth $12,000,000.

In the coal mines around Pittsburg, $12,

169,000 are invested, covering 22,710 acres

under development, and giving employment
to 8,000 miners in 113 colleries. The annual
production is 100,000,000 bushels, or 4,000,000

tons, of which 30,000,000 bushels are con-
sumed in Pittsburg. Of the remainder, 52,-

000,000 bushels are exported by water and
18,000,000 by rail. The results of this enor-
mous "Eotive power are exhibited in a manu-
facturing industry of magnih'cent proportions.

The iron mills embrace 524 boiling furnaces,

172 heating furnaces, 510 nail, tack, and
spike machines, 69 steam hammers, and 195
steam engines- The production of the past
year was $20,000,000. Pittsburg furnishes 38
per cent, of American iron ; 68 per cent, of

our steel, and 46 per cent, of our glass. The
latter embraces 69 factories, producing annu-
ally 70,000,000 bottles, 600,000 boxes of win-
dow glass, and 12,000 tons of glass ware,

worth $7,030,000. The grand total of manu-
facturing interests, show an invested capital

of $106,000,000, and an annual product of

$80,000,000.

Codorus Ore.—Considerable has been
published recently concerning the "Codorus
Ore," as it is styled, found in York county,

Pa., for which it is claimed that by mixing
with an ordinary pig iron in the reverberatory

furnace, a good quality of steel bloom is

produced. We are informed that steel rails

made from these blooms have been in use on

the Baltimore and Ohio Railroad for eighteen

months, and as yet, show but little signs of

wear, also on the Cleveland and Pittsburg

road, and on the Eastern Division of the

Pittsburg, Fort Wayne and Chicago Railroad,

for eight months, and as the report says :

"although in a position favorable to a quick

test, are yet as good as new." This is pretty

strong evidence in favor of this new process

for making steel, and we trust the subject

will he thoroughly investigated, and if it is

found that nature has provided us with an

ore that furnishes us with these results, the

sooner the iron interests of the country adopt

it, the more speedily will they themselves,

and the whole country, reap the benefit of

this remarkable discovery.

—

Iroii Age.

The New American Steel Again.

[From the New York Tribune, Sep. 5]

The account which lately appeared in the
Tribune of a remarkable development in the

manufacture of steel by the use of the Codorus
ore found in York Co, Perm., has brought to

notice a second discovery by which "speci-

mens of steel of good and uniform quality

have been made at about the same expense
as that of the York steel, viz : between 3 and
4 cents per pound." The novel feature in

this case is the fact that this steel is made di-

rectly from the ore, at one fusion, and without
making pig-iron at any stage of the process.
The process eliminates sulphur, phosphorus,
and all other impurities it is claimed, "from
the ore itself," prior to its conversion directly

into steel The second peculiarity, is the

fact that the ore is such that it has heretofore

resisted all known processes, and has been
regarded as worthless, because so full of im-
purities. The 200th part of one per cent of
phosphorus is said to unfit iron for conversion
into steel by the Bessemer process. It is

claimed for the new process, that the metal-
lized ore prepared by it is chemically pure and
ready for conversion into steel of absolutely
uniform quality.

The discovery of an inexhaustible bed of

iron'ore at Port Leyden, Lewis Co., 40 miles

above Ulica, a few years ago tempted cuizens
of the latter named place to invest about $500,-

000 in the effort to manufacture iron there

The "Port Leyden Iron Works" were a sad
failure, and the money invested was lost, as

pig-iron could not be produced from the ore.

From this impraciieable ore, steel is now
produced at one fusion, by a process invented
by Prof. E. L. Seymour, a metallurgist and
chemist. The ore is crushed, in something
like an ordinary quartz-crusher, until reduced
to about the fineness of rifle powder. It is

then thrown into a revolving cylinder, in

which are set numerous magnets. The ore

is of the kind known as "magnetic." By an
arrangement of small brushes, the metallic

particles are separated from the refuse, which
is principally siony and earthy matter in the

shape of fine dust. The apnlication of certain

chemicals and fusion by charcoal are the next
steps, and the immediate product is pure
steel, ready for molding into "injols." Speci-
mens of steel thus manufactured and conver-
ted into finely tempered table cutlery, and
other articles, and the certificate of a well

known cutler of Brooklyn, who made the

articles, that it is as good steel as he ever
worlred, and adapted to all cutlery purposes,

have been exhibited. The estimaled cost of

this steel is less than four cents. By the Sey-

mour process it is claimed that the aim of
ironmasters and chemists for the last 200
years is accomplished—viz.: to rid iron of its

arch enemies, sulphur and phosphorus—the

former rendering the metal what is technically

called "red short," so that it flies to pieces

under the hammer when at a red heat, though
it may be quite strong when cold; while the

least quantity of phosphorus renders the

metal "cold short," making it weak and brit-

tle when cold, though q n ite strong when hot

In regard to Prof. Seymour's claim as set

forth in the above article, the Iron Aye re-

marks :

"Not to put too fine a point upon ii, this is

certainly modest; and yet it would appear
that the manufacture of cast steel of perfect

uniformity has been within the range of

human possibility hitherto I The miners of
the Pacific Slope have a holy horror of the

reports of what they term a "scientific cuss,"

and we must confess to a grpater faith in the
indorsement of some practical workers of
steel, than in the grandiloquent assertions of
the Professor alluded to. And yet, from all

these crnde and ill-digested wonders, will one
day spring the " subtle alchemy" which we
sorely need, and cheap steel be the rule, and
not exception, in our market."

Discoveries and Inventions.

Violins invented, 1477.

Pumps invented, 1425.

Camera obscura invented, 1515.

Engraving on wood invented, 1460.

Roses first planted in England, 1522.

Paper first made of linen rags, 1417.

Shillings first coined in England, 1501.

Diamonds first polished and cut, 1439.

Almanacs first published at Buda, 1470.

Gun locks invented at Nuremburg, 1517.

Printing invented by Faust, Ger., 1441.

Watches first made at Nuremburg, 1477.

Hals first made iu Europe, at Paris, 1504.

Soap first made at London and Bristol,

1524.

Slops and pauses in literature first used,

5520.

Theatrical performances first given in Eng-
land, 1378.

Muskets invented and first used in Eng-
land, 1421.

Post offices first established in Europe, ia

France, 1464.

Printing introduced into England, by Cax-
ton, 1474.

Maps and charts first brought to England,
1489.

Fortifications first built in the present style,

1500.

Sugar refining first practiced by a Vene-
tian, 1503.

Chocolate introdncpd iDto England, from
Mexico, 1520.

Turkeys introduced into England, from
America, 1520.

Engraving on copper invented by Fimmi-
guerre, Italy, 1451.

Canals in modern style first made in Eu-
rope, Italy, 1481.

Algebra introduced into Europe by the Sa-
racans, 1412.

City streets first lighted in Modern Europe,
Paris, 1523.

Greek language introduced into England,

by Grocyu, 1491.

Casts in plaster, first invented in Florence,

by Verichio, 1470
Copernicus discovered the true theory of

the solar system, 1582.

Gardening first introduced into England,
from Netherlands, 1509.

Playing cards invented, for the amusement
of the French King, 1390.

Dice invented, 1500 B. C.

Shipping wheels invented at Brunswick,

1530
Air guns were invented as early as 1645.

Balloons were invented by Gusmac, a Jesuit,

1729.

Guillotine, the inventor of the guillotine,

the dreadful instrument of punishment in

Prance, was born it Saintes, 20th March,

1738. It is a false rumor that he perished

by his own devices. He died in his bed.

Battering rams were used 441 B. C.

Bellows invented. 554 B. C.

Hats invented, 1404.

—

Economist.
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Extraordinary Discovery in the Air we
Breathe.

Professor Tyndall, in a recent lecture deliv-

ered before the Royal Institution, has given to

the world some very important and remarkable

revelations, concerning the atmospheric air

which we breathe. The subject of the lecture

was " Dust and Disease," and its object was

to show that this dust is the prime cause of

epidemic disease. Everybody has seen the

innumerable particles of dust in what is popu-

larly called a sunbeam, this dust is not

atmospheric air, but consists, as the Professor

conclusively proved, of organic matter. In

order to test the nature of these infinitesimal

particles, they were first submitted to the

action of powerful acids and alkalies, which

appeared to have no effect in diminishing

them, they were then submitted to the action

of beat in the flame of a spirit lamp, when
they all instantly disappeared, thus proving

that they were composed of organic matter.

He also proved that these beams of light, owe
their light entirely to the dust contained in

the atmosphere, and that when the dust is

removed there being nothing to reflect the

light on the eye, that perfect blackness is the

result. He said further, that "the air of

London is filled with this organic dust, nor is

the country air free from its pollution. It

only needs a sufficiently powerful beam to

make the air appear as a semi-solid, rather

than a gas." He then went on to prove how
disease was set up by malaria, which consisted

of this dust, and also how ferments and putre-

faction owe their existence to these fine

organic particles, and that when atmospheric

air is deprived of this fine dust, both propaga-

tion, decay, and disease are arrested in its

presence. Thus meat may be preserved in

an atmosphere previously made red hot, and
putrefaction is impossible iu a vessel where
the air has previously been submitted to a

very high temperature. Dr. Tyndall then

went on to show how we may get rid of these

obnoxious and polluting particles, in our

atmosphere, simply by filtering the air through

cotton wool, and proved the efficacy of this

process by a very simple experiment. When
we breathe through an ordinary glass tube

warmed to prevent condensation, and at the

same time keep the tube in a beam of light

where the dust becomes visible, we will per-

ceive that the dust in the tube is considerably

diminished at each exhalation, thus showing
that a large portion of these particles remain
in the lungs. If, however, we place some
sotton wool in oue end of the tube and breathe

through the other, all the particles instantly

disappear. Dt Bence Jones repeated Dr.

Tyndall's experiments with a silk handker-

chief, but not with such marked results.

Cotton wool is at present considered the best

filter. The Professor concluded his valuable

and interesting lecture as follows :

" After the revelalions of this evening, such

respirators must, I think, come into general

use as a defense against contagion. In the

crowded dwellings of the London poor, where
the isolation of the sick is difficull, if not

impossible, the noxious air around the patient

may, by this simple means, be restored to

practical purity. Thus filtered, attendants

may breathe the air unharmed. In all proba-

bility the protection of the lungs will be the

protection of the entire system. For it is

exceedingly probable that the germs which

lodge in the air passages, and which at their

leisure can work their way across the mucous
membrane, are those which sow in the body
ep'demic disease. If this be so, then disease

can certainly be warded off by filters of coiton

wool. I should be most willing to test their

efficacy in my own person ; and time will decide

whether in lung disease also, the woolen res-

pirator can not abate irritation, if not arrest

decay. By its means, so far as the germs are

concerned, the air of the highest Alps may be

brought into the chamber of the invalid."

—

National.

Free Canals.

It is of the utmost importance to the Great

West that its products reach a market as little

burdened with transportation costs as possible,

and that the price of one bushel of wheat be

not consumed in marketing another bushel.

Hence, the West is full of projects for reach-

ing the seaboard cheaply, and it welcomes
each and every improvement that promises

the relief desired. We here at the East, have

little faith in the route by the Mississippi l

river, and indeed at the West little practical

faith is shown in it. It is long, arduous, ex-

pensive, and exposed to tropical heats that

war against the durability of grain and flour.

The St. Lawrence route is a more threatening

rival, and that would carry Western products

away from us entirely. Now, the Chicago

pecple have a plan before them for a new
ship canal ut Niagara, to cost a 111 tie over

five millions of dollars, and they are enter-

prising enough to push such a work along, if

it can be made of any service to them. We,
however, iu New York, hold a check upon all

these new routes and shun pikes. We have

the Hudson river and the Erie canal, and be

yond that, continuous water to the great grain

elevators of the Lake ports. But we have

also tolls on the Erie Canal, and an insuffi-

cient capacity for that great artery of com-
merce. These tolls and this limited capacity

burden transportation with delay and expense,

and give nerve to railroad competition on the

one hand, and plausibility to new routes on

the other. The course for this State to pursue

is, in the langauge of the resolutions of a

meeting in Buffalo, to make the Erie and Os-

wego canals "the channels of a free, unbur

dened traffic, subject to no higher tolls than

are necessary for their repair, and to give

them such ample capacity that steam vessels

of large burden can be employed in their

navigation, to the end that their full useful-

ness, as the conservators of cheap transporta-

tion between the farms of the West and the

markets of the East, may be developed and
maintained." A free water way was the origi-

nal thought of the earliest projectors of these

canals. It has been the hope of all the most

sagacious statesmen of New York since. It

is a dream, soon, we trust to be realized by

the acceptance by the people of this State of

the canal funding measure that last winter

received in the Legislature the almost unani-

mous vote of all the members. It was then

and there made a non-political measure, and
such the people should regard it.— Commer-
cial Adoertiser.

gfgfThere are fourteen steamers engaged
in the trade of Lake Superior, of a total capa-

city of nearly 1U,000 tons. The five largest

of these steamers run from Cleveland and De-
troit, five from Chicago and Milwaukee, two
from Buffalo, and two from Collingwood,

Canada. They make each two trips per

month, passing through the Sault Ste. Marie
Ship Canal. There are 110 vessels of other

descriptions engaged in this trade,

The Sim's Radiant Heat—Remarkable
Experiments.

The Engineering and Mining Journal con-

tains a drawing of a " calorimeter" contrived

by Captain John Ericsson, who says:

Preliminary experiments, conducted very

carefully, having disclosed the startling fact

that the real intensity of solar radiation

marks a point on the thermometric scale seve-

ral hundred degrees below the freezing point

of water. 1 resorted to the expedient of con-

centrating the sun's rays by such a method

that the degree of concentration could be ac-

curately measured. Investigations conducted

in conformity with this method of determin-

ing the true intensity of the radiant heat

proved the temperature to be nearly identical

with that shown by the preliminary experi-

ments referred 10. The extraordinary fact

was accordingly established, that the intensity

of the sun's rays before gaining by terrestrial

radiation is so"fe»ble that fluid mercury con-

tained in an exhausted shallow vessel covered

with a thin lense of about fifty inches focus,

and exposed to the full power of a clear sun,

will very rapidly become solid, provided the

vessel is prevented from receiving heal from

surrounding substances. It matters little

whether the molecular action within the mass

of mercury necessary to keep it in a fluid

stale is checked by the slower undulations of

the solar ray, as waves of a rapid motion are

checked by'mingling with waves of less mo-

tion ; or whether the molecular action within

the mass of mercury is communicated to the

surrounding cold vessel. In either case, the

reduced molecular force within the freezing

mercury proves the inadequacy of the action

produced bv the sun's rays to maintain the

metal in a fluid stale.

Incidentally the experiments thus instituted

to demonstrate the leeble po.ver of solar ra-

diation before its intensity is augmented by

the intervention of the earth's atmosphere

have established the fact that the suiface of

the moon, being devoid of any gaseous en-

velope, is at all times, even under the vertical

sun of the long lunar day, intensely cold.

I object to the inferences, which Pouillet,

Mayer and others have drawn from our

knowledge of the dynamic force of solar ra-

diation on a given surface of the earth Un-
questionab y the amount of heat transferred

from the sun to the earth may be accurately

computed by means of the solar calorimeter;

but to infer from the point thus established

that the sun parts with as great an amount

of beat in all directions on an equal aiea as

that which the earth during its orbital motion

receives by intercepting and successively ar-

resting the solar wave is a mere gratuitous

assumption. The practical mind refuses to

accept a theory which involves such a vast

disproportion between the means and the end,

as the assumption that 20(1,000,0110 times

more heat is wasted than that which is em-

ployed to animate the planetary worlds of our

system, more especially as improbable and

extravagant, not to say absurd, speculations

which have been put forth by Mayer, Helm-

holtz, and others all fail to suggest any mode
of supplying the assumed enormous waste

which does not point to a speedy extinction

of the central force.

figs" The English wheat crop, it is esti-

mated, will fall 8,000,000 bushels short of last

year's, increasing the market for American

grain.
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The European War and its Influence upon

tbe Trade of this Country.

There is great diversity of opinion as to

the probable effect of tbe early adjustment of

war differences in Europe on our trade with

those countries, as well as on the national

credit, as evinced in the prices of United

States bonds. All our corporate securities,

or nearlv all, are reported without sale abroad.

The activity that is likely to follow peace, it

is thought, will create a demand for money,
and to this end even Government bonds will

be sent home and realized on, and thus nar-

rowing the market, will lessen their prices.

If the premises of this kind of reasoning were
really conceded as true, such a result might
be admitted. But there is no probability that

there will be in any event an immediate de-

mand for money there in the industrial pur-

suits Our war was followed by moderately
easy money markets all over the country, and
there is no reason to suppose that it will be
materially different with the warring coun-

tries of Europe Much of property has been
destroyed, and production in the meantime
has ceased, but it is to be remembered thai

many consumers have been removed, and a
much greater number so reduced in means as

to necessarily narrow them to the smallest

possible expenditures. Any change in trade

interests abroad will be slow; not faster than

the demand for consumption, with which the

necessary capital will keep up without materi-

allv disturbing investment securities, paying

so liberally and certainly as do our gold

bearing bonds It may be some time, before

there is a demand for the more uncertain

loans of companies, and those 1 now held

abroad are so generally out of credit here at

home, that they would take little of our means
awav if they should be returned and sold.

Peace itself, is still quite uncertain. There
are thickening rumours of intended mediation

between Prussia and France, and dispatches

from London, Vienna and Tours point, with

various degrees of definiteness, to the com-
bined action of England, Austria, and Italy in

favor of an armistice; but we see nothing in

it all to justify the hope that this action will

be of a character to extort respect from Prus-

Eia. A mere recommendation will amount to

nothing. Prussia is too intent upon the ac-

complishment of a purpose to heed the propo-

sals of outside Powers, under a leadership

which shrinks from every thing but the most
timid and harmless diphmacy. There is no
peace vet, and when it comes, United States

trade interests and United States credit will

be all right.

—

Public Ledger.

The Ixiiiam Territory.—The Indian Terri-

tory lies west of Arkansas, south of Kansas,

and north of Texas. It is the only spot on

the broad continent which can yet be called

Indian land, and it ought to be vigilantly

guarded for them by the General Govern-

ment, according to promise. The inhabitants

are no longer hunters and warriors. They
live by farming and stock-raising. If they

fish and hunt at all, it is for recreation.

In the Cherokee Nation, the amount of

ground seeded in corn this year is greater

than it was last year, though less than it was

before the war. It will probably reach 50,000

acres, which at 40 bushels per acre, will yield

2,000,000 bushels of corn. This must be a

low estimate. Uats, wheat and potatoes are

also cultivated to a sufficient extent for home
use. The latter, particularly, grows well, and

is a favorite vegetable everywhere.

The principal reliance of a Cherokee for an

income is upon stock—cattle and hogs. Be-
fore the war the number of both was immense.
It cost almost nothing to raise them, and
Northern buyers among us every spring gave
good prices for all the surplus. Hogs were
most profitable, though it took more work to

prepare them for market. They only required
to be fed six weeks or two months before kill-

ing
; the rest of the time they were suffered

to range in the woods.— Cherokee Advocate.

Results of Farming- in Kansas.

We desire to show by facts and figures to

the farmers of the Eastern States, some of the

practical results of prairie farming in Kansas,
collected and averaged from personal investi-

gations and data, furnished by some of the
most reliable and intelligent farmers in the
State.

The following estimates include first pay-
ment on land and are also made upon the
value of the labor performed, or at the price

which a farmer would pay for the work, if he
employed other hands :

160 acres railway lands at $5 per acre
First or fifth cash payment $160
House 1 story 2 rooms (estimated) 200
Fencing , 250
Breaking 80 acres at $4, 320
120 bushels seed wheat at $1 50 180
Sowing and harrowing per acre $1 80
Harvesting and stacking $2 50 200
Threshing 2,400 bushels at 12c. bushel... 288
Drawing to market at 5c. a bushel 120

Total outlay $1,798

RESULT.

The farmer receives for 2,400 bushels wheat
sold at one dollar per bushel $2,400
His total outlay, first year $1,798

Giving net profit of $602

These figures are no exageration. We
know of many farmers who have done better

through exercise of greater economy in labor

and superior farming.

8@"The present population of New Eng-
land can not be less than 3,500,000. There
has been a slight falling off in ten years in

New Hampshire, and possibly Vermont; but

the other four States have gained, and Massa-
chusetts shows again of nearly 16 per cent.

Maine and Rhode Island have gained rather

less and Connecticut rather more than this

percentage, and the percentage of gain in

New England, as a whole, is more than 10.

The area of New England is 62,116 miles, of

which nearly a fourth part is uninhabited—so

that the density of the population in the hab-

itable portions is greater than almost any-

where in the country. Massachusetts with

less than 8,000 square miles, has more than

1,425,000 people—showing a density to the

square mile of 183, or greater than that of

most European countries. And it is con-

stantly increasing at a rapid rate. Within

the last five years, the gain of population in

Massachusetts has exceeded 30,000 a year, or

four to the square mile.
. m

Manufactures of Great Britain.—The
articles produced in Great Britain and Ire-

land, and exported from the United Kingdom
during the last three years, amounted to the

following values: In 1867 the exports of do-

mestic products amounted to $1,808,767,710;

in 1868, to iBl,905,62rt,750, and in 1869 to $1,-

914,915,900.

J8§2p"The returns published by the British
Government show that, the United States have
now quite eclipsed Russia in the English
wheat market, and forwarded to the United
Kingdom more than a third of its whole sup-
ply. In five years the increase amounts to

123 per cent., the largest increase in propor-
tion to the quantities sent having been in the
import from the Southern ports on the Atlan-
tic. For the present, the States return to the
second place on the list of the countries who
supply England with cotton—British India
being still at the head.

—The earnings of the Union Pacific Rail-
road for September, as officially reported were
$728,520 93; expenses, $286,158 08; net
earnings, $452,362 85.

—It has been dec ded to build the Union
Pacific depots in Omaha, thus making that
city I he terminus of the road.

BAILEGABGA1ETTE.
The Railroad Man's Paper.

INewH
& Operation,

Engineering,
Reports,
Management,
Advertising.

A. M. KELLOGG, Publisher,
Terms; S3 per Annum.] 101 Washington St., Chicago-

C2T" Will be Ibur Dollars after January l, 1871. _^J

THE FIBOI OF WSff. J. TOCNG «fc CO.
Mathematical Instrument Makers, consisting of Wm. J.
Younq and Chas. S. Heller, was dissolved shortly he-
fore the death of Wm. J. Young. The undersigned, the
late partner of said firm (who was with Mr. Young con-
tinuousJy for Fifteen Years, will continue in tbe same
line of business, at No. 33 North Seventh street,
Cor. of Filbert.

CHAS. S. HELLER.
Philadelphia, August 1, 1870. 29-9-70, 27

GET THE BEST.

IS

10, v O Words and Meanings not in other Dictionaries.

3000 Engravings. ia40 pages Quarto.

Glad to add my testimony in its favor.

'Prest. Walker of Harvard-]

Every scholar knows its value.

I
vi" II. Prescott, the Historian.]

The most complete Dicti na y of the Language.
[Dr. Dick, of' Scotland.]

The test guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Chabcellor Kent.]

Etymological parts surpasses anything by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Klihu Buiritt.]

Excels all others in defining scientific terms.
[President Hitchcock.]

Sbo far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teacher

and professional man. What Libiary is complete without
the best English Dictionary V

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

for the million.

—

American Educational Monthly.

Published by G. &. C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.
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AMERICAN

d B Eato!

The undersigned are now "ready to contract for the
delivery of RAILS made of

BESSEMER or

PJSTEU3IATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnr.l St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesnut St.,PHILADELPHIA.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Sail,
Now fully demonstrated to be the TRUE STEEL
BAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. Li. BOOTH & CO.,
Rochester, W. Y.

HAVEST & ALLES,
1iZ Broadway, IV. Y.

HARR1SBUBQ FOUNOR

MACHINE WOKKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

MACmmSTS? TOOLS,
SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, cfc.

W. T. HILDRUP, Treasurer.

Hawkins- E>rthel & Bnrrall,

BUILDERS OF

HERTHEL'S PATENT TRUSS,
And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timher Bridces, Rools and Turn Tallies. Cor-
rupated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Hil'ing, Docking,
and General Railroad Work.

Main St. 9 Springfield Mass*

,F, IXawJcins. Geo P Herthel. W. Bt Bnrrall.

lie Van's

Improve} Governor,
Wits

BALANCE VALVE COMBINED.

Warranted to give entire satis-
faction. One will be sent to
any responsible party oq
30 days' trial to be re-
turned at our ex-
pense Ifnot aa
represented.

Price List and Photographs sent
on application.

"W". Barnet Le Van & Co.

8. E. cor. fUth and Wood Sts.
j

Philadelphia,

30 6" 70,70.

T. P. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,

67 W. Sixth St., Cincinnati, O.

Circulars sentfree.
19-.i-70. 18

Established 1S53.

EDWIN J. HOBSE5,

Successor to

McDASII & HOR9TER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
WiIniingto!a,.Delaware

GRAND SCENERY!
{©"QUICKEST ROUTED
59 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADELPHIA

.

NEW TOSS, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

NO CHANGE OW CARsS
From Cincinnati "Rc> 1-f-i vn r-vT>Q an(1 ,,ut ON R

or Columl.us to JJCIJ. L1I11U1 C CHANGE
J'hitad* Iphia and A'ew YnrJc,

ifrU'fyf&SS, vill Baltimore & Ohio R.R

J. L. WILSON, Master of Transportation.
L. M. COLE, HenenilTicket Aitent.

G. B.GIRSON, General Western Passenger Atrent.

JANUARY 1st, 1870.

Cincinnati to tit. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J.t Person City, and all points on the- Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUFf AS FOLLOWS
St- Louis, Evansville and Cairo

Mail 7:15A M. 10:55P.M.
Osgood Accommodation. ., 3:10 P. M. 8:45 A. M.
Through Western Express 5:10 P. M. 8:30 P. M
Night Express 10:20P.M. 0:0OA.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

oennes time, lil minutes slower than Cin'ti time.

For tickets or information apply at Offices. 13^ Tine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

K. G. BONDURANT. Superintendent, Cin.O.
C.E. FOLLKT.GecMTlck't Ag't, Si. Louis, Mo.

EiiiiriiiGnMTffls
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents.

Wilmington, Delaware, or
CHAS. BOCKUS A CO, Koston, Mas*.

2-12-9, 62

THE LOBDELL

CAR-WHEEL, TIRE S MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofBailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENNAN, Treasurer.

;
WM. W. LOBDELL, Secretsij:

12-6-70,52
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ERIE BAILWAY,
U00 MILES under

Use Management.

860 MILES witEout

Change of Coaches.

BROAD GACGE, IKHBI.ETK.UH ROUTE
FOB.

—

KEW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia Baltimore,

And Principal Pointa in

NEW YORK, NEW ENGLAND
AND—

IE*ennsylyania.
This Railway exteuds from

CINCINNATI to NEW YORK, - 860 Milee.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESSTKAISS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'li time.

7.00 A. If., CINCINNATI EXPRESS,
(Sundays ^tcepied.) Arrive Dayiou S). 10 A.

M.; Urban.,, 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. Ms; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.65 A. M. (breakfast) ; Tur-
ners, 1.40 P. W. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Eltnira for Williamsport and the

South; at liingbamptou for Coopersiown,
Alhany and the celebrated summer resort,

Sharon Springs, and at New York with
a!ternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. A!.; Urbana,
125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'si);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadvillp, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pitlsburg,

Harrisburg, Philadelphia, &c; at Meadville
with Frauklin Branch for Oil City; at

Elniira with Northern Central Railway for

Harrisburg and the South, and at. N. Y. with

^morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Giuvre. arranged for both Day and Night Travel,

are attached to this traio at Cincinnati and run through to

New Yttrk. forming ihe Only Line running through
860 Miles without Change-

Boston anal New Englnnd Passengers,
witfi their Bassaei'. are l ranslern <l I'ltliE
OF CHAK«E iu New York.

TO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
iiird Slrret. New York, thus enabling parsengers to reach

he l? per portion of the city without the expense and an-
noyance ot a street car or omnibus transfer.

fr~

r

5 The scfcnery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, *mII find in its ever changing landscapes sub
ects of continual admiratr n mid interest

Baggage Check'd Through
Atul Fare always as Low us by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c»ii be obtained at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
II- use, and foot of Broadway , (Spencer House Block),

and at all principal Ticket OtP-ces in the South and
Sooth-west- ffM. R. KAI&K,W B. SHATTUC, Gen'.Pass'r Ag't

General Sjutheru Agent.

Best Route to St. Louis aud Chicago

I NDIAWAPOLIS,
1 CINCINNATI

LAFAYETTiTrAIXROAD
GreatThrougL Passenger Route from CINCINNATIto

caiho, "

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Kiver Towns and Cities in the West,
North west and South-west.

JCpTheT.SSA. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail ";.20am 52.40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
-St. Louis and Springfield Express. 1"20 pm 3A2 pm
Lawrenceburg Accommodation 1U.1U am 2.35 pm
Lawrenceburg Accommodation 4.30 pm 8.25 am

*Tlie 10.20 urn. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail "00 am 10.15 am
Chicago Express 6 50 pm g.3ii pm
Harrison Accommodation.. 5.30 pra 7.10 am

ThroughTickeis can be obtained atthe Burnet House
Office, corner oi Third and Vine ; River Office, corner of

Walnut Street and River; and at Depot, cornerof Plum
and Peai Istreets. The splendid Passenger Depot of the

I . 8c C. Railroad is about a mile neaiertl.e businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON ^Superintendent.
F. B . LORD, General Ticket Agent-

Cincinnati* Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows;

DEPART. ARRIVE.

Eastern Express (Erie Railway;. 7:00 A. M. 6:3l» P.M.
do do do ..9:45 P.M. 7:00 AM-

Toledo, Detroit &l Canada 7:15 A. M 10:26 P. M-
do do do 0:30 P, M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 p. M-
do do do .... 2:30 P. M. 5:40 P. M.
do do do ... 0:3" P. M. 7:30A. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40P. M.
S(iringfield Accommodation . 2:30 P.M. 10:u0A. M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 30:20 A. 1.1.

MuiictedE Indianapolis •••• .... 7:15 A. M. 10:25 P. 31.

do do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton & Richmond.., 7:1a A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20 A.M.
Hamiltcn Accommodation 0:30 A. M. 8:05 A. M.

do do 6:50A M.
Trainsrun SEVEN MINUTES FASTER than Cincin-

jatitime.

For allinformationand throughtickets, please apply at

tneold office, south-eas'.eomei of Broadway and Front; Bur-
net House Office, corner Vineand Bakerrtreets.and at the
respective depots. Fast Front and West Sixth streets.

D. MrLAREN. Gen'l Superintendent.
SAM'L STKPHfcNBUN, Gen'l Tick't Ag't.

Jmn ibusef call for passen.ers

The Old And Reliable Route.

Through to Plttsbure without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-
port produce and merchandise between Cincinnati and
Piltsbusg. Philadelphia, B;ihimcre t New York or Bobton,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,
shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SH0RM1NE RAILROAD.
On and after June 13, trains will run as follows :

"KM** fc> EXPRESS leave* Cincinnati 7.20 A.
Lm "• m M. Daily (except Sundays), ttops regularly
at Walton, Elliston, Sparta, Libetty, Worthville, Camp-
bellsburg, Lagrange, Pewee Valley, Anchorage; when
fl g^ed, at Si,uth Ccvingt< n Maunce, Independence, Bank
Lick, Veruna, Zion. Gleucoe, Eagle, Carrollton, Sulphur,
Penoleton ; arrives at Louisville 1/3.05 P. M.

lid"a £* KOUTHKH5 EAST LINE Itav . j

i^i tMm \* Cincinnati at I.2« P. M DLl.y (except
Sundays). Stops only at Walton, Worthvhle, ana La-
grange ; arrives at Louisville 5.20 P. M.

IWfc 9& MAIL, leaves Cincinnati 5.00 P. M.
1tBv» ™ Daily (except .-unday-). Stops regularly
at Walton, hllist n, Glencoe, Sparta, L'berty, Worthville,
Camptdlsburg, Sulphur, Lagrange, Pewee Valley. Anchor-
age, and when flagged, at Sou;h Covington, Maurice, Inde"
pel dence, Bank Lick, Verona, 2ion, Eagle, C&riollton,
Pendleton ; arrives at Louisville 10.00 P. M.

I%l*fc ~B tfb M«HT EXPRESS leaves Cin-
1^ \V9 JL\W cinnati at 11.15 P. M. Daily (except
Saturdays). Stops regularly at Worthville, Lagranve, and
when flagged, a'. Walton, Verona, J lliston,<-- lencoe. Sparta,
Liberty, Eajile. Campbellsburg, Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A. M.^
IO"" ^°- O connects at Lagrange with the Lexington

Trains, arriving at Frankfort at 6.14t p. M., Lexington
7 45 P. M-, QUICK TIME.

U77=The Best Route to the South. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY SL'EFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna- and Western Railroad, and at Easton
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTCWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc, with hut one change of cars.

Silver Palace cars through troni New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1B09. Leave New York as

follows :

6:55 a.m.— For Easton, Bethlehem, Mauch Chunk)
Williamsport, Wilkesbarre, Mahoney City, Tuckhaunock
Arc.

7:15 a. m.—For Somerville.

S:30 a lit.—For Flemington, Junction, Stronflsburg
Water Gap, Scrantun, Kingston, Pittston. Great Bend, m&.c.

12 1U.—For Flemington, Easton, Allentown, Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, S'cranton, Harrisburg, &c.
3:30 p. ill.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 fi>.
m.—For Somerville.

5:25 p- m.- For Somerville and Flemington.
ti p. sib.- For Faston and intermediate stations.
7 p. Ul.—For Somerville.

7:20 p. m.—Emigka-mt—Stopping only at the princi
pal stations.

9:00 p. in.— For Plainfield.

11:50 p. eu.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. m.—Western Express, daily, (except Sundays',)

for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Eri« and
the Oil Regions. Connects at Junction for Stroudsburg,
Water tfap, Scranton, Ac. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Exprkss, daily (except Satur-
days,) for Easton. Bethlehem, Mlentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
tu Pittsburg and Chicago.. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to titran ton; This train will be run to Easton on
Saturdays asa local train, stopping at principalstations.

8 p. in.

—

Western Express Train, daily, for Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the WeBt
—connects at Harrisburg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
d:15., 8:30, 9., 9:20, ]i>:30, 11:40 a. m —12 m , 1:1)0, 2;t0
3:00,3:30,3:45.4:15, 4 3d, 4:45,5:10,5:25, 5:45. 6:00,6:25,
7:00,7:2 ,7:40,8:'0 9:00,9:40 10:45.11:50p.m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. I Astor House; Nos. 254, 271, 526 Broadway ^f
No. 10 Greenwich st., and at the principal hotels.

R. E. RlCKEli,.SuperintendeB*
H. P. Baldwin, Gen Pass. Agt.
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Piqua, St. Mary's <fc Celina Railway-

Since our article upon thia road in last

week's issue of the Record, in which we gave

our views of the purposes of this organization,

and our ohjections to it, we have learned thdt

this is a scheme entirely in the interest of the

city of Piqua and that section of the country

along its line that it is intended to serve; and

that it is desired to be what is known as a

narrow or small gauge road, adapted to the

local business, we suppose of the Festiniog

pattern, or something of the kind.

Tnis statement of things changes our views

entirely. We have long been the advocate of

these narrow or small gauge enterprises, and

have made the Record the avenue for com-

municating to the public all the facts and

arguments that we could gather in favor of

tbem.

The narrow track lines are undoubtedly

the "coming railways" for all branches to

and from main thoroughfares, and for ave-

nues of local traffic. They are no longer

experiments, having been thoroughly tested

in various parts of Europe, and examined by

the best engineers of the civilized world, and

found to be all that can be desired from such

works, and much more than was expected of

thera.

The best commendation they can have, is

that every one yet constructed, whether in

the hilly distiicts of Wales, or the level dis-

tricts of the Briiish kingdom, has proven a

financial and practical success. Whilst roads

of the larger gauge, heavier machinery, and

greater cost, have failed, these have met the

requirements of the country and returned

large profils upon the investments in them
To such an extent is this true, that capital

flows readily into any meritorious narrow
gauge enterprise in the kingdom, as soon as
projected

; whereas roads of the ordinary

kind are subjected to the great expense of

commissions and discounts to coax capital

enough into their coffers to secure a poor
construction

We know all about the troubles and perils

of railway investments, and we believe we
know the measures of reform that must be

adopted before they will be productive. We
have studied this question of the "gauges,"
and the battle of light and heavy machi-
nery, and we are firmly convinced that the

narrow gauge is the coming road—the paying
road, and that will supply the growing de-

mands of our country for railway facilities.

We are pleased to learn that the trial is to

be made in Ohio. There can be no doubt
about its success. We know the country well

from Piqua to Celina and westward, and
know that it offers peculiar advantages for

the construction and support of such a road
Its cost is entirely within the capacity of the

people directly interested in it, and they ought
without delay to supply the means and push
the work ahead. Their outlay need be but

little or no more than what is necessary to

construct a turnpike, and these are being

made by the farmers all over the State, and
yet this railway will be in all respects as val-

uable to the country through which it is to

pass as though it would cost 140,000 per mile.

In our last week's article we said, " Piqua
is a beautiful place, the cpnter of a rich sec-

tion, a manufacturing point of importance, a

thriving, enterprising, go-ahead city, and
worthy of every improvement and all the bu^i

negs it can secure." Such a point will do for

the terminus of a local road, such as the one

proposed. At this point connections can be

made with roads leading to Columbus and the

East, with Indianapolis and all points West,

and with Dayton and Cincinnati and all pointn

South. This will give the counties of Auglaize

and Mercer railway connections with all parts

of the country. And when the road is con-

structed to Celina, and found to be what, we

assert it will, it will soon be pushed on to Ft.

Wayne, and there connect with Chicago and

the North-west and the western slope of the

lower Michigan peninsula.

Push the work along. We bid it God speed

A New Railroad Opened —The First Divi-

sion of the St. Louis and Southeastern
Railway, extending seventy-six miles from
this city, crossing the Illinois Central at

Ashley, Illinois, and running thence to Mount
Vernon, was formally opened to-day, by an
excursion, participated in by many leading
citizens of St. Louis. The new road is sub-

stantially constructed in every respect, and
well equipped, and is now ready for business.

It ruus through a rich and populous country.

The Stillwater Valley Railroad.

We notice from our exchanges that some of

the people of Dayton are moving in this

Siillwater Valley scheme, and we understand

that certain influential gentlemen of that

place have taken the matter in hand and are

bound to push it through.

We are glad to hear this news and hope

there will be no relaxation in the efforts of

these enterprising men until they accomplish

something substantia!, and place the work

beyond the talking and resolving point, where

nine-tenths of the railway projects nowa-days

stick.

This scheme is a good one, and if properly

managed can be cheaply made and so located

as to command a large and paying traffic.

There is a large area of country lying

north-west of Dayton that is without railway

facilities, and that is iu such a state of devel-

opment as to be of importance to any busi-

ness center that can command its trade.

Hitherto the trade of this section has been

divided between Toledo, Dayton and Cincin-

nati, because it was about as convenient to

one as the other, freights were about the

same, and there was but little or no difference

in prices. But the point that pushes a railway

through this region will command its whole

business and hold it against any competition

that will be likely to seek it.

There is beginning to be a strife for the

the trade of this part of the country. A year

or two since Toledo was considering the pro-

priety of reaching down from some eligible

point on the Wabash Valley road to Dallas, a

point on the Bellefontaine road. It was then

demonstrated by an able writer in one of the

Toledo papers, that by this route Toledo

would have as good an Indianapolis line as

any she now possesses, besides controlling

the growing business of the timber and agri-

cultural counties of Williams, Defiance,

Paulding, Van Wert, Mercer, and the north

part of Darke.

Recently the enterprising little city of

Piqua has been considering the propriety of

making a small gauge railway into this section

of country that can make a northern connec-

tion at Celina with the long contemplated

road to the Straits. We speak more particu-

larly of this movement in another part of this

paper. It is a most commendable undertak-

ing, and we shall be glad to see it a success.

But the StillwatPr Valley scheme is directly

in the interest of Dayton. It passes from that

city, now a prominent railway center, np a

most beautiful valley, well developed and rich

as any part of the Miami country, touching

the most important towns in its course, thence

it should cross the ridge that divides the

drainage of the Wabash from the Stillwater,

continuing northwesterly until it intersects

the old C. & M. line; thence it should take

that road bed and bear directly northward,
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reaching Van Wert, on the Pittsburg, Ft.

Wayne & Chicago road, thence by sections to

the crossing of the Wabash Valley, and so on

into Michigan, connecting with the system of

Peninsula railways.

Such a line will command the traffic of a

larger belt of country than any other; it will

be reasonably distant from competing outlets,

and will be in the direct course for the trade

of that northern section of country, that will

sooner or later find its way southward.

Wbat a stimulus this work will be to the

business of Dayton. What a field for her

manufacture!. She is wise in moving in this

project, and will be more so if she completes

it and controls it for her own growth and

profit.

At another time we may give our views of

the best plan to build this road.

The Southern Pacific Railroad Company
of Texas.

We have just received a most elegantly

printed report of the affairs of this company

for the year ending April 30, 1870, from which

we make the following extracts and conden-

sations.

The President of the company, Mr. W- A.

Hauser, says

:

" The present company bought and took

possession of the road in May, 1868. While

the sale might appear to have worked injury

to many of the old stockholders, by causing

them to lose their stock, yet, in point of fact,

they lost nothing of value. Some of the

members of the present company were the

largest owners in the old one, and they lost

theirs also in common with the rest. The

sales of the road were public, and after full

notice to all, and every person wanting to bid

had the chance of doing so. Moreover, the

road was sold for its full value. At the time

ot the sale it was very much in debt, and una-

ble to pay, and the company had no credit

either to borrow or to buy. The locomotives

and rolling siock were worn out and unfit for

use, and nearly every cross-tie on the road

was rotten, and could not hold the spikes.

The trestle works were all in the same bad

condition, and it was very unsafe to run over

tl e road. In many places it needed ditching

very much, and sometimes the trains were

as long as a week in making a round trip.

"About the very first thing you did after

coming into possession of the road was to

reduce the charges on the transportation of

goods and merchandise This you did to the

extent of about sixty per cent. During the

year from May 1865 to 1866, the earnings of

the road from freight and passengers were

hut $37,395 98 ; from 1866 to 1867, $100,282,-

50; from 1867 to 1868, $104,474 08 ; from

1868 to 1869, $161,687 18, and from 1869 to

1870, $284,133 86. The increase in the earn-

ings is as great as ever, and since May last

the grass earnings for every month are two-

thirds greater than for the corresponding per.

iods of last year.

" We have now two new, large, powerful lo-

comotives, which will draw forty loaded cars

over the road, and three others which are as

good as new, and also between forty and fifty

freight cars, and a new bagsage car, all built

in our simps here, and which will compare

favorably with any on the best roads, We
have also two fine passenger coaches, a large

round house, blacksmith and carpenter shops,

and a large machine shop with all the neces-

sary tools, in which wo cao not only repair

but rebuild an engine. The road bed is also

in excellent condition, and trains could safely

run over it at n speed of fifty and sixty miles

per hour, while atone time in the history of

the road, accidents, delays, and trains off the

track, were the usual orders of the day. It

is very rare now that they ever occur. In

short, the road and its equipments may be

well set down as of the first class. In May,

1868, by the purchase aforesaid, you acquired

a road forty-two miles in length. During last

summer and fall, you built fourteen miles

more to this place, and in a month or so there

will be ten miles additional west of this to

Longview, in Upshurcounty. The contractor

has a large force at work and is anxious to

cooiplete it. The road is at present fifty-six

miles long, and when finished lo Longview

will be sixty-six. By the laws of this State

we are entitled to sixteen sections per mile,

or 10,240 acres of land for every mile of road

we build. When the road is finished to Long-

view we will be entitled to 198,400 acres of

land under said laws, and will apply for the

same. The road and appurtenances, with its

chartered rights and franchises, is worth over

two and one half million of dollars, and is

owned by 6861 shares of stock at $100 per

share

"The road owe3 no debt except that due

the State of Texas for money borrowed of the

special school fund, and amounting, principal

and interest to about $222,000. This is se-

cured by a mortgage on the road. By an act

of the late Legislature, the debt was funded,

and the time of payment extended indefinitely

upon condition of semi-annual payments of

the interest, 1st November and 1st May, and

iwo per cent annually to the Sinking Fund

For the purpose of extending the road to

Hallsville and Lorgview, various sums of

money were borrowed at one and two years,

chiefly of the stockholders, amounting to

$209,270 20. To these several lenders the

notes of the road are executed.

"It may be proper to observe that the line

of our road, the thirty-second parallel, is the

favorite and popular southern route to the

Pacific Ocean throughout the entire country,

North and South, and indeed it is the only

one which, by its connections, could be truih

fully called the "Southern Pacific Route,"

and when completed can afford to carry

freight and passengers at one-half the rates

now charged on the northern roads to the

Pacific.

"The Legislature of the State at its last

session, passed by more than a two-thirds vote

in both houses, a bill for the benefit of the

company, thus showing the friendly spirit of

that body. This bill, however, failed to become
a law, owing to certain objections of the

Governor of the State. I have no doubt,

however, but tbat at the next session such a

bill will be presented as will command the

cordial support of the Legislature as well as

of the Governor.

" Our line of road is also evidently the favor-

ite route of the Congress of the United States.

During the last session of that body a bill passed

the Senate called the Texas Pacific, authoriz-

ing the company to build a road from Marshall

to San Diego, on the Pacific, via El Paso

and along our line. It makes the same do-

nations of land, and grants the same rights

and privileges as were given to the Union Pa-

cific and Northern Pacific Railroads. That

bill is on the Speaker's table in the House,

and liable to be taken up and passed in

an early part of the next session of that

body.

"The members of Congress generally seem

to think it right and proper that a Southern

road to the Pacific Ocean should have the

same Government aid and assistance as was

given to the roads from the middle and nor-

thern States. As a principal of law and right,

no road chartered either by a State or the

United States can run over the line of our

road without our consent, and as it is the wish

of that body to have such a road built, there

can be no doubt tbat we would be the benefi.

ciaries of such a charter if the members of

Congress could be made acquainted with our

ability and the certainty of our building the

road."

The Superintendent of the road, Mr. John

F. Dickson, in his report says :

"Our total earnings for 1868 and
1869 were $161,687 18

For 1869 and 1870 they were... 284,133 Sfi

Making an increase of 122.446 60
Our working expenses were 123,460 81

Leaving a net balance of 1611,673 05

" The organization of a competent bridge

force was a necessity, and was promptly done.

Our trestles have been thoroughly overhauled,

and are now safe and substantial.

" We have had to spend a good deal of

money in ditching and widening cuts, but

much remains to be done.

"One mile of new rails, of the fish-bar

pattern, has been laid east of Marshall. The

best of the old rails were used in replacing

defective ones along the line, and these again

were used in making sidings at the several

stations.

" Our business was much interfered with for

the want of these siding-i, having had to keep

trains wailing on the main track while we
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loaded cotton or unloaded freight. This

defect is now obviated at all points except

Scott's, new sidings have been put in, and at

Scott's we will have one ready for the cotton

season.

" We have put in twelve miles of " continu-

ous lip" chair, together with some 10,000

cross-lies, all of which adds much to the safety

of your road, but necessitated an increase of

expense over previous years.

n While I have built with a view to conve-

nience for having work done with dispatch

and economy, I have also guarded against

undue expense. The shops, therefore, while

being substantial, are the reverse of costly.

The round house, for instance, cost $300 per

stall—accommodations for five engines costing

usfl.oOO. The Louisville and Cincinnati

round house cost $2,000 per stall, or $36,000

for house room for 18 engines, while the stalls

of the Pennsylvania Central averaged $4,000

each.

" Our equipment now consists of five loco-

motives, fifteen flat cars and twenty eight box

cars, with trucks and irons for twenty-eight

more; one new baggage car, and two passen-

ger cars.

..." Our passenger travel last fall was very

large, and proved our capacity totally inade-

quate to the demand upon it. We have not

bad time to build any passenger cars this

summer, the freight cars being needed most,

and our force of car builders somewhat limited.

By next summer we will be fully prepared for

all that may offer. We carried in 1869, 20 765

persons; in 1870, 38,871 persons—being an

increase of 18,106, or nearly 100 per cent.

"With regard to the working expenses of

our road, I would say that while they compare

favorably with other roads, yet even were the

cost mu,ch more, we would still be excusable

for the outlay. Much of the expense, instead

of being charged to "Maintenance of Way,"

might with more propriety be charged to

"Construction." We now line and "tamp" up

stretches of track that go down with the first

rain, instead of remaining good for many

months, and all for want of ballast. We have

paid for the past year about $1,000 per milei

for "track repairs," or not quite twenty per

cent, of our gross earnings. The Louisville

and Cincinnati Railroad spent thirty-eight

per cent, on theirs, and the Louisville and

Nashville, with all the advantage of cheap

labor, spent $900 per mile, while their ave-

rage for the past nine years has been $1,-

373 31 per mile.

"If the same ballast that is found in such

quantity along the line was properly distribu-

ted, instead of having to pay out $50,000 per

annum for track repairs as we now do, the

same work might be easily done for $25,000

or $30,000.

Onr net earnings were $3,213 per mile.

Louisville and Nashville 2,732 "

Louisville and Cincinnati... L731 "

We have carried 27,392 tons of freight

"

RECEIPTS SOUTHERN PACIFIC RAILROAD COMPANY

FOR THE YEAR KSIMNG APRIL 30th, 1870.

From passengers $ 74,097 90
From freight 196,467 55
From mail 3.574 16

From mis. sources... 9,994 25

Gross earnings $284. 133 86
Exp. 45} per cent 123,460 81

Net earn for vear end.

April 30, 1870 $160,673 05
Rec. year end. April

30, 1868 $104,474 08
Rec. year end. April

30, 1869 161,687 18

Percent of increase 45 6-10

Rec. year end. April

30, 1869 $161,687 18

Rec. year end. April

30, 1870 284,133 86

Per cent, of increase 75 7-10

During five months of the year 1869-70 the

company operated fifty-six miles of road, in

place of forty-two miles in previous years.

The officers of this company are W. A.

Hauser, President ; Volney Hall, Vice Presi-

dent ; A. T. Smith, Secretary ; John F. Dick-

son, Superintendent ; Geo. R. Wilson, Chief

Engineer. Directors, J. M inks, W. C. Hall

John S. Long, W. C. Hite, J. M. Barbour, w!
A. Hauser, Volney Hall, B. M. Johnson, J. N.

Howell, J. W. Howard, W. T. Scott, A. M.

Burnham, Chas. Cobb.

Chas. Cobb, Secretary Louisville Board

of Directors.

e take pleasure in inserting the fo'-

lowing announcement from our old friends

Messrs Thomas Prosser & Son of New York,

whose enterprise and energy seems equal to

any emergency :

Cast Steel Works of Fried. Krupp,

ESSEN, RHENISH-PRUSSIA.

American Office, 15 Gold Street, New York.

We take this opportunity to announce to

our friends that our business Suffers no inter-

ruption from the war in Europe. We are

receiving goods from Essen regularly as usual,

at ante-war prices.

During the war, our goods will come out in

Neutral Steamers from Neutral Ports, so that

our customers need not entertain any fears

about delay in delivery of orders.

We make this statement in order to remove

a misapprehension which appears to exist in

the minds of some of our customers, caused

mainly by the fact of the German Steamers

having stopped running regular trips, in con-

sequence of the blockade.

Thomas Prosser & Son,

Sole Representatives in America of

Fried. Krupp.
November 7, 1870.

A Sew Railroad In the Miami Valley.

We clip the following from the Gazette oi

yesterday, and have only to say upon the sub-

ject at present that this is undoubtedly a cor-

rect movement on the part of the Pennsylvania

Central Co., and that the wonder is that this

missing link has not been supplied long ere

this:

A railroad rumor was in circulation, yester-

day, which, though it may not be entirely

true, is of considerable importance. It is to

the effect that the Pennsylvania Central Rail-

road had determined on building a railroad

from Deertield, on the Little Miami Railroad,

to Dayton, via Lebanon and Centreville.

This suggestion is not a new one. The road
has been regarded as among the probabilities

by some persons for many years, and has, it

is known, been somewhat considered by gen-
tlemen in the interest of the Little Miami
Itailroad and the Pennsylvania Central. It. is

an important proposition, inasmuch as the

roud has not only great local advantages
connected with it, but would also become a
cunnecting link that would perfect a general
system.

At present, to reach Dayton from this city

by the Pennsylvania Central, it is necessary to

go by way of Xenia The new line would ap-

proach Dayton by following the hypothenuse
of a right angle triangle instead of pursuing

ihe other two sides To Deerfii-ld, by the Lit-

lie Miami read is thirty-two miles instead of

twenty three, as published yesterday in the

Dayton Journal.

From Deerfield to Dayton, according to the

Journal, it is twenty-six miles, making the

total distance fifty eight miles, two miles less

than by the Cincinnati, Hamilton St, Dayton,

with the probabilities of a material reduction

in the distance hy the proposed straightening

of the Little Miami road. It would be a road

easily built, on the uplands of the Miami Val-

ley, away from all considerable streams,

through a beautiful and rich country, and, be-

sides, would pass through the great Centre-

ville white limestone fields, which are of the

greatest local importance.

But there is another feature connected with

this movement, which is more general, as

well, perhaps, as more important. It is that

the build ng of this link of about twenty-six

miles would furnish another direct route to

Chicago and the north-west via Dayton, Union
and Logansport. The Dayton & Union road,

forty-seven miles in length, would at once rise

to importance, and would, of course, favor

the movement, while the road beyond isal"

ready controlled by the Pennsylvania inte-

rest.

But this new route to Chicago is not all.

The road west from Logansport to Galesburg

is already, if we mistake not, >n the same In-

terest. So that this would immediately open

a direct route to Omaha and the eastern termi-

nus of the Union Pacific, by way of the Bur-

lington & Missouri River Railroad from Bur-

lington, Iowa, to Omaha.

Population of Cities —The recent census

reports the population of Xenia, Ohio, at

6,337; Nashville, Tenn., 25,880; Fond du

Lac, Wis., 12,777; Atchison, Kansas, 7,064

;

Corry, Pa, 6,817; New Bedford, Mass.. 21,-

232; Lynn, 28,231; Haverhill, 13,100; Gales-

burg, III, 11,038; Columbus, Onio, 31,336;

Washington, D. C , 111,195; Cleveland, Ohio,

92,985,—a gain in ten years of some 50,000;

Cincinnati, 215,000.
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Cincinnati and Springfield Railway.

DIBECTOBS AND OFFICERS ELECTED.

Pursuant to notice, a meeting was held on

the 14th at No. 31 J West Third, in the office

of the Cincinnati and Springfield Railroad

Company, of subscribers to the capital stock

of the same, for the purpose of electing Di-

rectors and duly organizing in accordance
with law. There were 10.100 shares of fifty

dollars each, voted for the following gentle-

men for Directors. •

Horace F. Clark, of New York, President

of the Lake Shore and Michigan Southern
Railroad ; James M. Marvin, of Saratoga

Springs, a Director in the New York Central

Railroad : J. H. Devereux, of Cleveland, Vice

President and Manager of the Lake Shore

and Michigan Southern ; Selah Chamberlain
of Cleveland ; Oscar Townsend, of Cleveland,

President of the Cleveland. Columbus, Cin-

cinnati and Indianapolis Railroad ; L M.

Hubby, of Cleveland ; R. M. Shoemaker, Seth

Evans, and J M. Kinney of Cincinnati.

The Board of Directors organized by elect-

ting R M. Shoemaker President, and Murray
Shoemaker was appointed Secretary.

Some of these are strong names, but we

have seen them before, and in about the same

arrangement and then they amounted to noth-

ing.

We hope it will be better this time.

Toe Union Railroad Depot.

The magnificent depot now in course of

construction at Forty-second street and Fourth
avenue for the accommodation of the Harlem
and New Haven Railroad, when finished, will

surpass in size and grandeur anything of the

kind in the United States, if not in the world.

The expense of erecting and finishing this

mammoth structure will amount to nearly

S3.UOO.000. It is to be constructed of i.ron

and brick, with stone trimmings and facings,

and will be perfectly fire-proof from attic to

cellar. It will have a frontage on Forty sec-

ond street of 240 feet, and a depth on Fourth

avenue of 700 teet. The arches are to be a :

l

of cast iron of great strength, and ivere cast

and put up by a leading firm in this city.

The engineers, mechanics and laborers em-
ployed on this building at the present time

number about 3,000, who are using every ef-

fort to complete the building and have it rea-

dy for occupancy by January 1st, 1871. The
basement of the building is to be set apart for

restaurants of the first order, which will be
really a great accommodation to travelers by
these roads. The first floor will be fitted up
as waiting and retiring rooms for ladies and
gentlemen, together with ticket offices, bag-

gage rooms, etc. The second floor will be

used for the offices of the company, and will

be fitted in a style surpassing in elegance
anything ever attempted in this line, not ex-

cepting the princely offices of the Erie, third

story and top floors are to be used for rail-

road stores, and will be very commodious.
The roof is to be of solid curved iron, and is

being set in position as rapidly as needed.

This building is intended to be an ornament
to the city for all time, and if finished accord-
ing to the plans certainly will be. 1 he clock-

towers, of which there are to be two on Forty-

second street, will be, when completed, 130
feet high.

—

New York Daily Bulletin.

Ohio Railroads.

We give below a condensed exhibit of the

coming report of General George B. Wright,

Railroad Commissioner for Ohio.

The report promises to he the most valuable

and interesting yet issued from this depart-

ment :

Marietta and Cincinnati Railroad, amount
of capital stock paid in, $14,620,865 ; amount
stock per mile, $52,821. Total funding and
floating debts, $7,996,096. Increase of debts
since June 30, 1869, $739,100 Total amount
of debt and stock, $22,616,962. Total cost of

entire road and equipments to June 30, 1870,

$20,622,750. Length of single main track

laid with iron, 190 8 10 miles; length of

branches, 86 miles; sidings, Ac, 40 miles.

Total length of iron, 316 miles. There are

on the road 55 wooden bridges, with an aggre-

gate length of 8,701 feet; 3 stone bridges

with length of 90 feet, and 264 wooden tres-

tles with length of 31,195 feet. There are

on the road 52 locomotives, 24 passenger cars

14 express and baggage cars, 618 freight cars,

and twenty-three other cars. Total number
of persons employed in operating the road in

Ohio, 2,478. There were carried during the

year 339,245 passengers, 109,605 tons ot

through freight, and 282,738 tons of local

freight. The earnings for the year are $1,-

381,935; operating expenses, $1,382,093 89;
deficit of expenses over earnings, $157 87;
amount of damages paid, $6,634 89.

T'ledo, Wabash and Western—Total amount
of stock, $8,500,000 ; increase of stock since

June 30, 1869, $1,500,000; amount of stock

per mile of road, $6,1'34 78; proportion of

stock for Ohio, $1,231,765 89, Total fuhded
debt, $15,000,000; no floating debt; amount
of debt per mile of road, $28,790 78; total

stock and debt, $25,500,000; total amount of

stock and debt for Ohio, $3,405,470 53; total

cost of entire road and equipment up to June
30, 1870, $23,500,000; cost of road and equip-

ment per mile, $45,105 57; length of main
line, 476 miles ; length of branches, 45 miles

;

length of single main track in Ohio, 75J
miles ; total length of road in Ohio, 85J miles.

There are on the road 15 locomotives, 50 pas-

senger cars, 29 express and baggage cars,

2,177 freight oars, and 78 other cars. Num-
ber of persons employed in operating the road

in Ohio, 725; number of passengers carried,

665,234; tons of through freight, 253,726;

tons of local freight, 541,314; earnings for

the year, $3,946,242 85; operating expenses,

$3,354 442 75; net earnings, $591,800 10.

Total payments in addition to operating ex-

penses, $1,832,472 68. Total receipts from

earnings and all other sources, $5,186,916 43.

Operating expenses and other payments, $5,

186,915 43.

—It is estimated that, in round numbers,

110,000 tons of steel rails, equal to 1,100 miles

of steel road, were laid in the United States

up to the close of 1860. These rails are in

use on more than 50 roads, chiefly of English,

partly of American, and some of Prussian

manufacture.

—The earnings of the St Louis and Iron
Mountain Railroad during the month of Octo-
ber, 1870, were $127,069, against $33,197 in

October last year, on the same number of
miles in operation.

Baltimore and Oblo Chicago Extension.

In a general article on the proposed Western
connections of this Co. in our issue of Sept.

15, we spoke of Chicago as the objective first

claiming attention. This, we siaied, was the
principal occasion of Mr. Garrett's visit to this

city; and it is proponed to accomplish it by
building a line from Pittsburg to Chicago, be-
tween the P, Ft W & Ch. R, and the Like
S. & M. S. R. A lively interest is manifested
in various localities along different practicable
routes

; delegations being appointed to uree
their respective claims, and surveys made by
local suoscriplious. The object was to have
the proposed line to diverge as to take in the
several towns adjacent thereto, and thus create
a local rather than a through line.

The readers of our article above referred to,

—in which we gave an authoritative state-

ment of Mr. Garrett's policy in relation to new
lines in connection with the road, will not be
surprised to learn that the preference of that

Co. is fur the shortest line,—which is that
known as the Air Line, located as we have
described. While almost all our great West-
ern lines derive 75 per cent, of their earnings
from local traffic, there are peculiarities about
the projected extension of the B. A R.

(shared, in greater or less degree, by the other
Eastern Trunk lines.) which render the short-

est possible cut the chief desideratum.
In recognition of this fact, at a meeting of

the Board of Directors of the Chicago rfoard

of Trade on Monday afternoon, S. H. McGrse,
Esq

,
presiding,—the following preamble

and resolutions were unanimously adopted -:

Whereas, This Board has learned that the

project of opening a new line of railroad from
this city to Pittsburg, to connect at that point

with the Baltimore A Ohio Railroad, has as-

sumed features that mark it as a success; and
Whereas, This Board ate evidently ef opin-

ion that such line should be as near an air

line as possib'e; and,

Whereas, From a recent map of the pro-

posed route, published by authority of the Bal-

timore and Ohio Railroad Co., it appears that

an almost air line from the head of Lake
Michigan to Akron, O, is in contemplation by
that Co., the said line passing through terri-

tory about midway between lines now in ope-
ration, and passing near or through Albion,

Auburn, Ind., and Defiance, O , securing easy
grades and a good local traffic; therefore,

Resolved, That this Board most emphati-
cally endorses such proposed rouie, as being the

most desirable of any projected, and, as the se-

curing of an air line is to this city of the first

importance, we earnestly recommend theadop-
tion of the line as marked out on the map re-

ferred to.

Resolved, That while this Board most hearti-

ly sympathizes with the original conception of

the enterprise to shorten the distance over ex-

isting routes, they believe that such distance
should be made the shortest possible and prac-

ticable.

Resolved, That the President of this Board
be instructed to communicate a copy of these

resolutions to Hon. Jno. W. Garrett, President

of the Baltimore A Ohio Railroad.

We stated in the previous article that the
estimated cost of this road, for which a favora-

ble route is practicable, is $9,0O0.O0J. Of
this, $2,000,000 will be contributed by the own-
ers of the B A O R ; it is expected that the

people along the line will raise $3,000,000;
and of the remaining $3,100,000, Chicago
ought certainly to provide a liberal share,

and theie would now seem to be promise that

abe will do so.
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Economy of Narrow Gangs Railways.

The two feet gauge railway in north Witles,

constructed for the purpose of transporting
elate and atone to the seashore, is now used as
a regular goods and passenger line. The traf

fie it is asserled, in consequence of the dimin-
ished expenses of construction and working,
yields a revenue of thiny per cent on the
capital The reason assigned for this large
amount of earnings is, that the proportion
between the dead weight and the paying
weight is much less than on other railways.

Thus, the engine and tender weigh ten tons,

against forty tons on wide gauge roads. The
carriiges on the Welsh road, transporting
twelve passengers, weigh Ihirty hundred
weight, or two and a Half hundred weight
per passenger, while the broad gauge car-
riages, transporting thirty-two passengers,
weigh seven and a half tons, or nearly five

hundred weight per passenger. The London
Railwag News, in commenting upon this two
feet gauge, asserts that "its economy and
efficiency will cause it to be extensively
adopted." Why should not this description
of railway economy find favor in this coun-
try, especially in the construction of branch
lines of roadway to points and through re-

gions naturally limited in the amount ol their

business ? We have in mind several instances
in which much capital has been sunk in rail-

way construction, not because railways were
not important nor needed where built, but be-

cause they were conducted at too great a cost

for the business at the time to be accommo-
dated. Whereas if roads had been constructed
embracing the principles of economy sug-
gested in the ''Two Feet Gauge Railway of

North Wales," they would not only have paid
fairly on the capital invested at the beginning,
but have g adually developed ihe region pene-
trated, to the great advantage of the neigh-
borhoods as well as the main lines of rail-

roads from which they were branched and
were to be tributary. In the immediate vicini-

ty of Philadelphia there are several well-

known cases in point. We need but name
the Old Chester Valley Rai Iroad, an extension
of the Norristown Railroad to Waynesburg,
which swallowed all the capital put into it;

The Rbensburg road, and the old West Ches-
ter Railroad, branching from the Pennsylvania
Railroad, less disastrous, perhaps, but both
working a similar result. Some trunk lines

were guiliy ot the same error. The North
Pennsylvania cost the amount of its funded
debt more than it should have done for the
amount ot business it had at the time and
the then near future to accommodate. The
withholding of unnecessary capital invested

in its construction would have enabled the
shareholders to receive dividends steadily

from its completion, and the company con id

have increased its capacity to a gradually de-
veloping business. A cheaper road from
Camden to Atlantic City than was built would
also have shown more wisdom. A dozen
others might be mentioned, all demonstrating
the same fact, that too much money was ex-
pended in advance of the development of busi-

ness ; the mistake being that the roads were
made to create the business necessary for their

support, rather than to accommodate business
in freight and passengers already in existence.
A branch road from the West Jersey Rail-

road to Swedesborough, some ten miles 1 >ng,

just put in operation, is another instance in

which the cheap principle in railway con-
struction on some similar plan to that men-
tioned in North Wales might have been ad-
vantageously followed. It is contemplated

to ultimately extend this branch to various
towns live to fifteen miles further south, which,
if done on the cheap principle suggested, may
not only pay on their own immediate lines,

but make the branch already constructed pay
on it? cost. The day. we believe, is not dis-

tant when cheap railroads will be as common
all over the country as common wagon ways
were half a century ago.

—

Phila Ledger.

Color-Bltnduess In Railroad Employes.

To Dalton and Herschel belong the credit

of first directing attention to persons suffer-

ing from color-blindness, who may even
themselves be in happy ignorance of the fact,

because of this peculiar condition of vision

not necessarily delecting the eye or interfer-

ing with the ordinary requirements of sight.

We understand that those practitioners who
examine men for employment upon railways
and who take trouble of testing whether the

person before them suffers from colorblind
ness or not, discover it no unusual fact to find

them erroneous in recognizing certain color

rays, and that the shades wherein most err

are red, yellow, green and blue—the red be-

ing mistaken for yellow by some, the yellow
for green, the pale green for cloudy white, and
the blue for black, the very shades upon which
all persons working upon or connected with

railways, or holding situations wherein col-

ored lights are employed, as in vessels at sea

or light-houses, should be perfect in, as a mis-

take might prove disastrous to many. In-

deed, very few persons are perfect in their

color vision. Dr. Wilson, who is an authority

on the subject, states that one person in everv

eighteen is culor-blind in some marked degree,

and that one in every fifty-five confuunds red

with green. Any one of this fifty-five must
needs be a dangerous person if entrusied

with the working of colored signals; accord-

ingly it behooves railway companies to test

periodically through their medical officer, the

condition of vision in detecting colors of their

operatives, for if color blindness exists we
know education of the eye or treatment will

not improve it. We know a gentleman who
always recognized light red as violet, and
when lightning existed in the atmosphere the

flash assumed a violet hue to him. Men.
then, who pace the deck of a steamer on
watch, signal workers, and railway guards
should be even above suspicion of being color-

blind, for an obvious reason, and to avoid dan-
ger their efficiency should he properly tested.—Medical Press and Circular.

Steel Ttpe.—According to the specifica-

tions in the patent just taken out by Mons.
Bauer, of Paris, the machine for making steel

types is similar to that for making pins or

nails; a roll of wire being placed on a reel,

the machine nips off a piece of a given length

and forces one end of it into the steel die.

Fine soft iron wiredrawn to the shape of the

body of the type is used for the purpose. Af-

ter leaving the machine, the types require

trimming by hand. When this has been ef-

fected, they are placed in metal boxes with

the materials used for hardening, and are

heated to a proper temperature hi a furnace.

The inventor says that, with a single machine
and steam to the extent of one nominal horse

power, he can produce 35.000 types in 12

hours, and that while the faces are far more
perfect and more durable, the types themselves

are cheaper than those in general use. There
remain, however, the objections of over sharp-

ness and rusting.

American Product of Gold and stiver.

Notwithstanding the large exports of gold
and silver during I8li9 and 1870, the supply
of ihe precious metals is co .sidembly larger,

through the steady rate of production, than
at the corresponding period last year. It is

evident that we have the ability to resume
specie payments without much longer delay.

The estimated production of gold and silver

in the United States in 1809 is stated by the
Commissioner of Mining Statistics, upon a
bullion basis, at $03,500,0110, distributed as
follows: California, $20,000,000; Nevada,
$14,0011,000; Oregon and Washington Terri-

tory, $4,000,000 ; Id.iho, $7,000,000; Monta-
na, $12,00(1,000; Colorado and Wyoming,
$4,000,000; New Mexico, $500,000; Arizona,

$1,000,000, other sources, $1,000,000. There
has been a considerable falling i>ff in the pro-

duct of the placer mines of California, Ore-
gon, Idaho and Montana, but this has been
more than met by the increase arising from
quartz mining This fact goes to prove the

necessity for the introduction of proper ma-
chinery and scientific knowledge into the
mining regions. Placer mining bears about
the same relation to quartz mining that, primi-

tive systems of agriculture bear to the scien-

tific methods of modern limes. Quartz min-
ing is the hope of our future bullion supply.

Scientific schools are graduating accom-
plished engineers. The moment they are
seconded by capital this kind of mining will

receive ar. impetus never before experienced.
Well educated men, who have ability to pros-

pect and locate mines, direct operations, em-
ploy machinery, and attend to every detail,

will invite an influence to ihe gold-bearin"
regions which has hitherto kept aloof. The
day is fast coming when the paper corpora-

lions, that actually prevent development by
their imaginary claims, will pass aw iy, and
actual corporate energy will be substituted.

The government has been importuned to es-

tablish a National school of mining and met-
allurgy, but it has thus far refused. Some of
our colleges, however, have taken the matter
in hand, and the country will profit, by the
knowledge thus disseminated.

—

Shipping list.

Liability for Fikes fhom Locomotive
Spakks— The following wc-re the instructions

of the Superior Court of Chicago in the case
of Christian Weldt vs. the Pittsburg, Cincin-
nati and St. Louis Railway Company, where
suit was brought to recover the value of hay
alleged to have been burned upon plaintiff's

farm, by emission of sparks from a locomotive,
negligently allowed. The court instructed

that if toe hay was the property of the plain-

tiff, and that it was destroyed by fire commu-
nicated from defendant's locomotive, which
was up n its right of way, there lining no neg-
ligence on the part of the plaintiff then neg-
ligence is chargeable upon the defendant,

unless defendant affirmatively prove that it.

used, as far as possible, ail means to prevent
the injury; wherefore if defendant permitted

weeds and grass, after being cut, to lie along
its right of way, which communicated fire,

which destroyed the property, then there is a
liability. The corporation, is, moreover,
bound by law to use all mechanical appliances

used by like organizations to prevent the

spread of tire from its locomotives, and, in

default, it may be liable for damages resulting.

But a railroad company has a right to use fire

for the purpose of generating steam, and is not
liable for injuries unavoidably produced by
keeping up such fire, if, however, proper care

is exercised in the construction of the ma"
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chine and in the use of the fire. So, if the

particular engine had the most approved ap-

pliances, was in good repair, and was properly

used, and if otherwise due diligence was used

to prevent injury, then there could be no
recovery.

•Jailways are fast encompassing the

world, and are, indeed, the heralds not only

of active commercial enterprise and pros-

perity, but also of advanced civilization. Last
spring a new railroad was opened in India,

which, foreign journals say, promises to mate-

rially affect the relative standing of two of tl e

chief cities This road, as we learn, connects

B'-mbav with Cahutta, the capital of India.

The distance is nearly fourteen hundred miles,

and is made in sixty-two hours, which is a

little over twenty-two miles per hour The
fare for first class is about §75. A great ru-h

of passengers through Bombay to all parts of

India has commenced, and the road will soon

possess an important attraction by the intro-

duction of American palace cars, which will

vastly add to the comfort of travel. This

road traverses the principal cotton districts of

the country, and Bombay must become the

cotton port for the large European trade.

This will materially affect the prosperity of the

capital, Calcutta, ar.d prognostications are very

freely indulged in that she will pale fast before

the rising glorv of her rival on the Sea of Ara-

by. Railroad development has proceeded very

activelv in India for some years past, and,

of course, has m'-st essentially benefited the

country. It has made accessible quarters

that were previously quite shut out from the

world for lack of transport, and has increased

cultivation considerably, and brought in-

creased wealth to the people. Another new
road, called the Chord Line, will be available

for traffic shortly, and will open up a country

teeming with mineral wealth and agricultural

resources. Others, on both the great Indian

and East Indian lines, are being pushed into

districts where the name of a locomotive here-

tofore was scarcely known.

—

Philadelphia
Ledger.

figg-A remarkable physiological discovery

has been made regarding the properties of

marrow. M. Gorijon has won the prize of

five hundred francs, grant* d by the French
Academy of Sciences, for demonstrating that

the marrow of bones has the same power of

reproducing bony substance as the periosteum

— that engrafted elsewhere in the body it pos-

sesses the extraordinary quality of reproduc-

ing bone, as the author showed in the rabbit,

in which bone had been made to grow under
the skin by the transplantation of some of the

animal's marrow. There would seem fronrc

this to be some danger attending the use of
marrow as a salve or a pomade for the hair.

A little abrasion of the skin might permit the

planiing of marrow enough to produce a bony
protuberance—in other words, a horn.

Bfi^-The New York Technologist describes

a new contrivance for preventing people look-

ing into a room while light is not excluded.

It consists of a number of glass rods arranged
either vertically or horizontally, and secured

together by appropriate frames, forming a

series of cylindrical lenses, which break up
the light and throw it into every part of the

room, thus producing a soft and diffused glow
which is very beautiful and pleasant The
glass rods may be of any color, and by an ar-

rangement of the colors very beautiful effects

can be produced. The contrivance is the in-

vention of Mr. Demuth.

very simple mode of preventing boi-

ler incrustations is in general use at the

Darmstadt Gas Works. The engine has
worked night and day since 18o4, almost with-

out interruption, and the formation of c-ilca-

rpous deposits has been entirely prevented bv
the use of crude pyroligneous acid, combined
with tar; it is either introduced into the boil-

er or mixed with the feed water. Since this

mixture has been in use they have never had
to use a hammer to remove scale. Each
year, during the summer, when less gas is re-

quired, the boiler is opened and perhaps a
couple of handf'nls of loose sediment taken
from the bottom. The quantity employed is

very small—just enough to redden litmus pa-

per; consequently the iron is not attacked, as

indeed is apparent from the fact that the
boiler has been but twice under repair.
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Cincinnati—lis Wealth and Prospects.

We spoke recently of the attempted bridge

on the Ohio and the real points of the case.

We say attempted, for, although the Company
has neatly completed the bridge, there is some
prospect of tearing it down, if the belligerent

propensities of the Chamber of Commerce and

the learned Judge Fox are to control. How-
ever—while we are writing, the Chamber of

Commerce, the lawyers and the Bridge Com-
pany should fight it out on that line if it takes

all winter—we have expressed our opinion

that the bridge ought to be raised, more for

the interest of the Railroad Company than of

the City. With the present short curve and
high grade to the bridge we can not imagine

it to be very safe, or profitable. This subject,

however, brings us to the condition of Cincin-

nati.

To bridge the Ohio near the foot of Broad-

way was earnestly discussed forty years ago.

As suspension bridges were then unheard of,

there seemed no recourse but a drawbridge.

Accordingly, the plan was to build a bridge

on piers from the foot of Broadway to the

mouth of Licking, and this to answer for both

Newport and Covington. Raising it high

enough for boats to pass under was never

thought of; on the contrary, the plan was an

old-fashioned bridge on piers with a draw.

The men of that day—although with much
more enterprise and far more sagacity than

the men of tins day—never thought of object-

ing to a draw. But we only refer to this as

one of the incidents in the present state of

Cincinnati. The fact is, that Cincinnati is at

present without ruling minds of sagacity and

liberal spirit. No liberal enterprise is set on
foot without meeting a selfish opposition, in-

stead of a liberal support and generous encour-

agement. But in spite of this Cincinnati has

grown immensely in wealth, and, taking both

shores of the river together, in population and
extent. The census shows 220,000 in Cincin-

nati, and doing business on both shores 250,-

000. Although this is not the rapid increase

of some western cities and towns, yet it is a
solid and real growth, making Cincinnati still

what it must be, the great controlling center

of commerce and manufactures in the Ohio
valley.

The assessed valuation of Hamilton County
(of which Cincinnati is nine-tenths) is re-

turned by the Assessor as follows :

Real Estate $181,440,530
Personal Estate 67, 738,574

Total 249,174,104

The actual value is returned lo the Govern-

ment at $270,000, which is probably under the

truth. In the Auditor's report for 1869, the

valuation of real and personal property in

Hamilton County was returned thus:

Real Estate $ 95,458,390
Personal Property 71,178,500

Total 166,636,890

The actual valuation of Hamilton County

returned in the census of I860, was as follows :

Real Estate $100,342,212
Personal Property 36,776,430

Total 137,118,642

It will be observed that the increase of the

value of real estate returned by the Auditor

in 1869 was nothing, or rather there was a de-

crease, but the increase of personal property

was nearly doubled— 100 per cent. The rea-

son of this is that no revaluation of real estate

was made by the State from 1860 to 1870, and

the census returns of I860 is of actual value,

while the Auditor's were of the assessed Value.

This accounts for the real estaie discrepancy
;

but the personal estate—money, merchandise,

manufaciures, etc., etc.—is revalued every

year and constantly increasing. The valua-

tions given above for 1870 are those of the

Assessors, with 8 per cent, added for the true

value. We may safely assume that the actual

value of Hamilton County is $270,000,000,

which is 62 per cent on devaluation of 1860.

In the census return of population Cincin-

nati has increased 35 per cent. In the re-

turns to the Board of Trade in Cincinnati, we
have the increase of manufactured products

doubled, or 100 per cent. We have the total

increase of people and industry of Cincinnati

to be as follows :

Inc. of population 35 per cent.
'.' manfacM products 100 "
" value in property... 62 "

This is a very good showing for any city,

East or West. If Cincinnati were t0 iacrea8e

the next ten years at this rate the results in

1880 will be,

Population 300,000
Products of manufacturers.. $240, 000,000
Valuation of property 430,000,000

It will be well to put these figures on record

that some one in 1880 may look at them.

But we say, that Cincinnati in the next ten

years ought to do much more than this, and

probably will, for, in that lime, she will pro-

bably be able to force through the Southern

road and its connections; then lot us "harp
upon our daughter " a little.

It will be seen that the increase of commerce

proper has been little in this city. We have

not compared the returns made to the Cham-
ber of Commerce, but we think that if the in-

crease of imports aiming for the increase

of domestic consumption be taken out, there

will be very little increase of commerce shown.

Why? Because Cincinnati is competing with

her neighbors on all sides with one arm.

This is literally true, for her commerce, strict-

ly speaking, is confined almost entirely to the

north side of the Ohio River. A few coun-

ties in Kentucky, with a few exports to the

southern coast make up Cincinnati's trade

with the South, except in manufaciures which

go dowu the Mississippi. This is an inn I

position, but it is so
;

if these were tl.ais '

('

wagoning produce we. would be as well olf in

the South as in the North, but it is a day of

railroads, and that city, only, can carry on

commerce on every side that has railroads on

every side. Radial lines to the Souih as

well as to the North we have not. Lou-

isville has a direct line to Nashville and a di-

rect line to Memphis ; and Cincinnati must

go a hundred miles further to get to them.

Now, this would not be the case if we had a

direct line South. With such a line Louisville

could not interfere, nor could she successfully

compete with it, nor could New York or New
England compete with Cincinnati in the sale

of manufactures in the interior of the South.

This is one of the great benefits to be de-
rived from a Southern road, but we doubt

whether Cincinnati will get this benefit until

her citizens do something more than throw in

a ballot. They must show themselves person-

ally interested in what is so obviously to their

own advantage.

J3@fThe petroleum counties in Pennsylva-
nia it is stated, have not shown the increase

of population which might be anticipated from
the industrial pursuits carried on there since

1860. The census returns show that Venango.
Crawford and Mercer counties have increased
from 110,654 population in 1860, to 160,190
in 1870, or 49,536 in ten years. This gives

an increase of 44.76 percent , while the entire

Wrtstern district of Pennsylvania has increased
39 per cent. Luzerne county, however, on
account of her coal mines, has done better

than the oil producing counties, having in-

creased her population from 90,244 in 1860,
to 160,971 iu 1870, that is 70,727 souls, or 78
per cent.
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Letter from Commissioner Wright.

We received the following reply from our

State Railroad Commissioner, to an inquiry

we made concerning the recer.t Supreme

Court decision upon the individual liabilily

question, that came before it in ihe ca?e of

' C. W. Alexander et al vs. Jacob T. Martz,

Receiver of the Cincinnati & Mackinaw

Railroad."

It is interesting, a3 it gives a brief history

of the case, but what we wanted more par-

ticularly, and what our correspondents write

for, is the reasoning of the Court upon this

law, by which its conclusions were reached.

But as the case, important as it is, seems to

have gone off upon a mere motion, we sup-

posed such reasonings were not published :

Columbus, Nov. 21, 1870.

Editors Railroad Record— Gentlemen :

Your letter of inquiry about the case of

C. W. Alexander et al. vs. Jacob T. Martz,

Receiver of the Cincinnati & Mackinaw

Railroad Company, came duly to hand, and

would have received an earlier reply but for

pressing engagements in my office.

It would be impossible for me to give you

a full history of the case as presented in the

voluminous papers filed in the Supreme

Court, within the compass of a reasonable

letter, but I will endeavor to give you an out-

line sufficient, perhaps, to satisfy the inqui-

ries of your readers.

The case before the Supreme Court, is sim-

ply a motion for allowance of a writ of error

to the District Court of Darke county, Ohio.

The motion was filed on the 6th of October,

1870, and on the 17th of October, the motion

was overruled by the Court, and the writ of

error refused.

It seems the Cincinnati & Mackinaw Rail-

road Company was an Ohio corporation, or-

ganized under the general corporation act of

May 1, 1852. The certificate of incorporation

was filed in the office of the Secretary of

State, on the 19th of October, 1853, for

the building of a railroad from a point on the

State line between Ohio and Michigan, thence

in a southerly direction through the counties

of Williams, Defiance, Paulding, Van Wert,

Mercer, Darke, Montgomery and Preble to

Carlise, in Warren County.

I 'lave no knowledge when work was com.

menced, but it seems that during the years

1857 and 1858, considerable subscriptions of

stock were made, and during those years and

subsequently at intervals, installments of said

stock were collected and money expended in

grading the road, etc., in the counties of

Darke, Mercer and Van Wert. The company

becoming largely indebted to various persons,

and being unable to pay, numerous judgments

were rendered in the Court of Common
Pleas of Darke County, and executions is-

sued and returned, " no goods or chattels

found, whereon to levy."

Upon petition filed by one of the creditors

in March, 1865, alleging the insolvency of

the company, a receiver was appointed, and

undertook to bring all the creditors before

the Court, and marshal the assets of the com-

pany. The insolvency of the company being

apparent, the Court ordered the receiver to

collect, the collectable stock remaining due

on the books of the company, and also that

he proceed to collect from the stockholders of

the company, such further amounts in addi-

tion to their stock, as might be necessary to

pay the debts of the company, not exceeding

60 per cent, in addition to the original

amount of the subscription in any case.

This call upon the stockholders for contribu-

tions was made in pursuance of section 79,

of the act of May 1, 1852, as amended, and

now stands, making all stockholders of com-

panies organized under said act, "liable to

an amount equal to their stock subscribed, in

addition to said stock, for the purpose of se-

curing the creditors of such company."

Some of the stockholders have paid their

subscriptions in full and an equal amount in

addition, others have made partial payments.

Many judgments and much litigation has

grown out of the matter, and doubtless many

persons are involved in them. The refusal

of the Supreme Court to sustain the motion

for a writ of error, sends the case back to the

Court of Darke County, where its history will

proceed, and where you will doubtless be able

to get more full and accurate information

than can be furnished you from here.

The motion for an allowance of the writ

contains some eight or ten assignments of

error, in the proceedings of the Court below,

a statement of which I presume is not desired

by you. I gather from the slight examina-

tion I have been able to make, that the lia-

bilities of the company for which the stock,

holders are being called upon to contribute,

amount to about $-iO,000, and, as is usual in

such cases, many stockholders are UDable to

respond, or are beyond the reach of process.

Indeed, costs and expenses are continually

swelling the liability, and both stockholders

and creditors will doubtless in the end be

large losers.

Hoping this brief sketch may answer your

purpose, I am, very respecfully,

Your obedient servant,

Geo. B. Wright.

JUgjT'A gentleman of San Francisco, who
has been and is identified with the forwarding
of Chinese laborers to the Southern States,

says that the total number of Chinamen sent,

across the continent is now about 2.000.

They are engaged in railroad work and on
cotton and rice plantations; the wages being
§26 to $30 per month, gold, boarding them-
selves; or $16 lo $18, receiving rations. The
movement, however, is only in its infancy,

and during the coming winter and spring, it

is expected that large numbers will be for-

warded.

Springfield «fc Illinois Soath-Eastern Itail

-

way Company.

Shawneetowk, HI., Nov. 17, 1870.

Editors R. R Record :

Gents—We will soon have the southern

division of our road completed, a gap of only

sixteen miles in White Co, of which the grad-

ing is nearly done, and the iron being now

laid, and will be finished by the first of Janu-

ary, when we will have ninety-five miles in

operation from this point (on the Ohio river)

to Edgewood, on the Chicago branch of the

Illinois Central Railroad. We have been run-

ning trains on both ends for several mouths.

On the northern division of our road we have

had the forty-five miles between Pana and

Springfield in operation since February last,

and have two-thirds of the road bed ready*

from SpriDgfield towards Beardstown, on Illi-

nois river, and track being now laid there.

The gap of forty miles between Edgewood

and Pana will be completed next spring,

and when finished will make one continuous

and direct line of railway, from Shawneetown

through Springfield, tbe capital of the State,

to the Illinois river, of 225 miles in length,

and at Beardstown connecting with the Rock

ford, Rock Island & St. Louis Railroad, thus

traversing the State from the south-east to the

north-west.

Hon. Wm. P. Cutler, of Marietta,-Ohio, and

F. Dodge, of Columbus, Ohio (Messrs. Cutler,

Dodge & Co.), are the contractors, who have

built every mile of our road, and will own and

operate it. T. S. R.

We call attention to the important

changes in our Railroad Time Table.

S^ff* Our thanks are hereby expressed to

Hon. Job Stevenson for important public docu-

ments.

Dayton Coal Road Snrver.

We condense the following from a late num-

ber of^the Dayton Journal.

The preliminary survey of the line from
Hillsboro, by Wilmington, to Dayton, has been
so carefully laid, after a thorough examina-
tion of the country, that no material changes
will he required in the permanent Uvation.

The maximum grade of thirty nine feet to

the mile facing south east, corresponding with

the balance of the line to the mineral belt at

Jackson, has been maintained without diffi-

culty or increased cost. The maximum grade
of fifty-two feet to the mile, facing north west,

has also been maintained without difficulty.

The distance from the railroad depot at

Hillsboro to the corporate limits of Dayton is

fifty miles, a gain by the railroad line over
the shortest traveled road of five miles. This
is evidence of remarkable directness of align-

ment.
There is, over the table land of Clinton Co.,

an air line of eighteen miles, and this line

connected by so slight an angle with another

of seven miles, as to make in one stretch what
is equivalent to an air line of twenty-five

miles.
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With the fifty-one miles of new road to con-

struct from the intersection of the Dayton &
Xenia track within the city of Dayton to the

old railroad bed at Hillsboro, and the fifty-

eight miles of partly worked line from Hills-

boro to Jackson, making 109 miles, the mana

facturers and citizens of Dayion will command
at reasonable rales a proved smelting and
manufacturing coal, and one also highly ap-

preciated for parlor and domestic use, and
also the products of various furnaces now in

successful operation.

By the extension of the line from where it

strikes the Scioto river, at a distance of thirty-

five miles trom Hillsboro, over the easy gradi-

ents furnished by the Scioto and Ohio valleys,

^ixty-five miles, a connection is formed with

the Chpsapeake & Ohio Railroad, with the

flourishing cities of Portsmouth and Ironlon,

and the future city of Huntington on the Vir-

ginia side of the Ohio river, opposite the mouth
of Svmmes creek.

This line also brings Dayton into communi-
cation with a large number of furnaces and
rolling mills in active operation, and with the

richest part of the mineral belt of southern

Ohio, as Well as a frontage of thirty miles of

coal seams.

The extension of the Jackson branch south-

east to a connection with the Gallipolis road,

will add to the area of the mineral belt com-
manded by this road, and form a double con-

nection with the Chesapeake & Ohio road,

when that company shall build its branch to

Gallipolis. This extension will also bring the

road in contact with a cannel coal seam of six

feet, said to be equal to the Coal river cannel

coal of Virginia.

The distance from Dayton by the en-

gineered line to the mouth of Syrames
creek, or connection with the mam
stem of the Chesapeake & Ohio Rail-

road , 150
Distance from the mouth of Symmes

creek by the Chesapeake & Ohio
Railroad to Richmond, Va 392

Distance from Dayton to Chicago 254

From Chicago by Dayton to Richmond,
Va 796

The distance from Dayton to Washington
city by the suiveyed line and the Chesapeake
& Ohio road is 559 miles.

Thirty-eight furnaces and a number of roll-

ing mills are in active operation in the Hang-
ing Rock district. They produced during the

year 1869, as reported by Col. Bowles:

Tons.

Of charcoal pig iron about 90.1100

Of iron made with bituminous coal.. Hi, 000

106,000

Amount of native ore used 260,000

Missouri and Lake Superior ores... 15,000

275,000

Amount of limestone used 15,000

Number of bushels of bituminous

coal used in smelting ores for pig

iron 1,408,000

Thirty-one of these furnaces are in Jackson,

Scioto and Lawrence counties, four in Vinton,

iwn in Hocking, and one in Gallia A ma-
jority of them will be commanded by this

road.

Four of this number are successfully en-

paged in smelling iron ore with the Jackson

coal, without coking—Vinton county one, Ful-

ton, Orange and Starr at Jackson, and the

Belfont at Ironton, with the Ashland, Ken-
tucky, coal.

Of all the bituminous coals of this country
and England, compared by geologists, the

Jackson hill and shaft coals have the smallest

per centum of sulphur, and a larger amount
of fixed carbon than any in this country, ex-

cept the Brier hill, Mahoning county.

Col. Trimble, the president of this road, in

giving these facts to the Board of Trade of

Dayton, says

:

1 am satisfied that with the low grades and
splendid system of curvature of the line I have
just engineered, the road when completed will

be able successfully to compete in the trans-

portation of the heavy articles of coal and
iron with and existing or proposed road. I

doubt not both can he carried at a profit to

the company on this line at one cent per mile.

The large business it is destined to command
from other sources will aid it in cheapening
to communities the charge on these articles

of prime necessity, and in that respect give it

I advantages over a purely coal road.

{[©"Diamonds in South Africa is a theme
for as constant an excitement in the colonial

newspapers, as gold in California Small lots

are continually reaching Port Elizabeth fur

transhipment to England. Two hundred were
found on the Du Ploy farm in two weeks.

The diamond district is 650 miles north-

east of Cape Town, and 5,000 feet above the

sea level The Jewelers' Circular describes

it as a large rolling prairie country, traversed

by the Vaal, Orange and Hart rivers, which
are shallow and full of falls, and have both

sandy and rock bottom, cut from 20 to 60 feet

into the plain. A dozen natives join hands
and walk abreast; when they see a shining

pebble they pick it up; if it be not a diamond
they throw it away. White men have sifted

the dry sand. At Jacobsdal 300 were found

by sifting in one week, mostly small. Many
half carat stones are found, mostly wide asun-

der ; mostly in alluvial soil ; some in
u kalk"

or limestone soil; some in soil composed of

pebbles, quartz and crystals. Stones sold in

England weighed (in the order of their sale)

21 carats ($2,500,) 4£, 1, 3, 19,9, 10J, 30J,

26, 13, 13, 9, 47, ($4,000 ) The Star of Afri-

ca, 83J, sold for $55,000, and was sent to Am-
sterdam to be cut. Over fifty have been found
weighing over 4 carats Six London firms

have received 630 stories. Carbonate or im-

perfect diamonds abound in the limestone;

fine garnets, rubies, sapphires, and topazes,

and one turquoise have been found The
diamond fields cover 1,000 square miles. A
hundred whites (some fhm California) are

working on the Vaal near the Pniel mission,

with a vigilance committee organization and
fixed laws. The earth is transported to the

banks of the river to be washed, sifted and
screened ; large stones have been thus ob-

tained. The river bed is to be dredged.

Carts and barrows are in great demand. The
district is two days' horseback ride (100 miles)

from Bloemfonlein. One stone wurth £1.500
was given by its finder for a wagon and oxen
worth £120. The small diamonds are sold

by the miners for their daiiy necessities, the

large ones kept for Europe.

gg^-Before the war there were 635,490 for-

eigners residiiig in France, divided in respect

to nationality as follows: Geimans, 106,606
;

Belgians, 275,888; Italians, 92,264; Span-

iards, 32,050; Swiss, 42,270; Enclish and

Americans, 29,850 Of the German resi-

dents 57,813 are returned as from North, and

48,793 from South Germany.

The Debt Statement.

The October statement of the public debt
continues to show the same satifactory results

of previous returns. There is a large decrease
of the principal of the debt as compared with
the previous month, and since March, 1869.
The following is a comparative statement.

IIKDT DEARl.NO COIN INTEREST.

5 per cl....

C per ct....

Nov. 1, It-C'J.

$ 3-21,589,300

1,886.347,500

2.10\936.800

Nov.

9 219.1II7,?U0

1,73 1,562 .111)0

Oct. I, 1870.

$ 'J2I.5S9.30II

l,7:9,502,7cO

1 901,15 ',050

DHDT BEARING CURRKNCT INTEREST.

3 per cent Certificates

Navy Pensiou Kuud...

Total 61.640 I

Matured not pnhl 4,389.981

Nov. 1,'69. Nov. 1.'70. Oct. I, '70.

DEBT BEARING H< INTEREST.

Nov. 1, '69. Nov. 1, '70

8356,102.321
39,289,793
13.651 50!

Oct. 1, '70.

U. S. Notes
Fi-jtc. Currency
Uold Certificates..

335'i,113,25k

37.035,442
2-I.7JI 520

8350,103,871
39,541,183
13,571,300

421,880,220 409,058,614 409,216.4*5

RKCi.PITUl.ATl '

Debt— Nov. 1,1869. Nov. 1, 1870. Oct. 1, 1870.

BV cnin int.

B'g cur. int

B'k no int.

MVu\n'tp'd

Total
,

Pac. 11. It..

$2,107,936,800 $1,950,670,200
61,640,000
421,8811.220

4.3b9,960

2,505,847,007
62,188,320

2.658.03i.3i7

59.070.000
409,058,614

3,393,11

2,422,191.931
64,618,832

2.486,810 703

$1,961,152,050
59,13 i,000

409,215,455
3,437,007

2,4 2,940,572
64,618,832

2,497,5:19,404

.AMOUNT u TREASURY.

Nov. 1, 1869. Nov. 1, 1870. Oct. 1, 1870.

S 116,994.711

7,2.8,295

18,2110,501

42,020,646

( 103,131,073

26,815,383
J 96,061,661

BinkV tuntl.

coin inter-

est on b\ls

ami ace M
int ther'n

Other pur
chasM bMs

32,088,505

Total in
Treasury...

Debt lessc'sh

i n Treas
ury

188,523,554

e,4C9,51 1,733

129,916,457

2.356.864.306

123,150,160

2,369,407,257

This statement shows a decrease in the ag-

gregate debt, deducting cash on hand of $5,

129,297 during the month of October, and of

$96,544,122 since March 1, 1870. The total

decrease in (he principal of the debt since

March I, 1860, is $183,678,905.

The Treasury balances show a decrease in

currency and increase of gold. The amount
of coin in the Treasury is $103,131,073, an

increase of $7,000,000 during the month.

But the actual amount of golJ owned by the

government is only $40,646,910. There is a

sum ol $48,817,663 due to bondholders for in-

terest, but not yet claimed by them, and lia-

ble to be demanded by them at any moment.

Out of this the November interest amounting

to $23,000,000 has to be deducted in order to

arrive at an estimate of the actual condition

of the Treasury. A sum of $13,666,500 is

owned by depositors, and held on their account.

The change in the amount held for depositors

constitutes one of the most significant fea-

tures in our finances. Since November 1,
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18G9, a total of $15,065,020 has been with-

drawn, thua showing the extent of the pres-

sure upon the banks by the exporters of specie -

There is a reduction, of $5,273,121 in the cur-

rency balance.

The debt statement is creditable to the ad-

ministration of the finances so far as it affords

evidence of a careful collection of revenue,

and of an honest desire to pay the principal of

our indebtedness. The payment of no less a

sum than $183,678,905 within a period

of little more than a year and a half, cer-

tainly can not fail to produce a due effect in

increasing the credit of tl-e government at

home aud abroad. We believe that this large

liquidation is contrary to sound financial

principles, and it would be more judicious to

reduce the burdens of taxation and thus in-

crease the reproductive energies of the coun-

try. But so long as the present policy prevails

it is satisfactory to know that the public mo-
ney is not wasted, and the surplus is duly de-

voted to the liquidation of the debt.

In this connection it is interesting to note

that the Secretary of the Treasury affords no
uncertain indication of his intention to push

the new 4 @ 4J per cent, bonds. To this end

he has reduced the bond purchases for No-
vember from $8,000,000> $4,000,000, and the

pold sales are increased from $4,000,000 to

$5,000,OOU. There are some grounds for be

lieving that the bond purchases have been re-

duced with a view of leaving a margin for

the redemption of the 3 per cent, certificates,

which is to be seriously attempted without de-

lay. This programme may now be carried

out with reasonable prospects of success.

Our exports increase largely at this season of

the year, and we have no grounds to appre-

hend a renewal of the drain of gold to Europe.

The coin in the Treasury and in the banks is

likely to be largely increased within the next

two months. Between November 1, 1870,

and January 1, 1871, a sum of $60,000,000 in

c 'in will be disbursed for the payment of in-

i-'-.-sr The bulk|ofjthis money will undoubt-

edly find its way into the banks. The pros-

pects, therefore, are good for an easy money
market, and so far as Mr. Boutwell is con-

cerned he has every motive to promote it—if

for no other reason than to conduce to the suc-

cess of the new funding bill.

—

Economist.

Antidotes for Copper Poisoning.—As we
are now giving an extensive series of arti-

cles on paints made of copper, and some of

our readers may be ir.duced to experiment in

this line, it may be well to acquaint them with

the antidotes for copper poisoning. The most
usual causes for poisoning in preparing paints

are the inhalation of dust and want of clean-

liness, as by dirty hands the food may be

contaminated with poisonous matter, since

tbe oxide of copper is soluble in all oils and
fatty matter. The symptoms of copper poi-

soning are a sharp metallic tasle in the mouth,

a burning feeling in the throat, contraction of

the throat and intestines, griping, vomiting

or tendency to do so, insatiable thirst, etc.

Tbe antidotes are whites of eggs—but some
physicians prefer the yolks (ihe yolk of one
egg will neutralize more than two grains of

acetate of copper ; albumen forms with cop-

per an insoluble inert compound)—iron aud
z ; nc in powder, suyar, milk, magnesia, and a

few others. We recommend the following

preparation, based on our own experience :

Take a pint of milk, put in plenty of sugar to

sweeten it, and three or more fresh raw eggs
—white, yolk, and all—mix well and drink

repeatedly, a tea-cupful until relieved.

Tbe New Interoceanic Canal Itontes.

Another United States Surveying Expedi-
tion has sailed this week to continue the

explorations commenced last winter for the

discovery of an available route for a ship

canal on the narrow isthmus between North
and South America that separates the Pacific

from the Atlantic Ocean. In reality there

will be two explorations, botl) operating in

concert from either ocean. The Atlantic

coast expedition will consist of the Kansas
and the Mayflower, with Captain R. W. Shurt-

feldt as commander. The Pacific coast expe-

dition is to consist of a single war steamer,

which will be supplied with boats and means
for taking soundings of tbe hays and harbors

on the Pacific side.

The explorations are to be directed to the

region generally known as Tehuantepec,
and is situated on Mexican territory. It

is very much farther north than the routes

by Panama and Darien. The proposed Te-

huantepec route is two hundred miles longer

from ocean to ocean than those of Panama
aud Darien. But it is very considerably

cheaper, is much more practical, and besides

it presents political and commercial advan-

tages to the United States which should alone

entitle it to a preference.

The advantages of tbe Tehuantepec route

may be briefly stated. In the first place it

crosses Mexican territory, and is much nearer

to the United Slates than to Panama and Da-
rien. It is not so liable to the dangers of for

eign intrigues and revolutions as the route

across the United States of Colombia. A Te
huantepec ship canal would be also more cen-

tral in relation to the United States, and is

almost in the direct line of Eastern com-
merce. For years past the European govern-

ments and capitalists have been intriguing in

the State of Panama in reference to the pro-

posed canal by that route, and more than one

political revolution has been effected both in

that state and in the federal capital at Bo-

gota. It is well known that the expulsion of

President Mosquera was caused by these in-

trigues. The governments of France and
England dreaded the commercial preponder-

ance of the United States in case of tbe con-

struction of an inter-oceanic route. Louis

Napoleon took especial interest in the ques-

tion, and the Mexican Maximilian blunder

was in reality based on a delusive dream of

attracting the commerce of the East to

France across Mexican soil. It is probable

that the United States is destined to realize

the policy of the fallen Emperor.

Nature seems to interpose insuperable diffi-

culties to the construction of a canal at Da-

rien. After a great deal of conjecture and
considerable scientific bickerings, it has been

settled upon competent authority, not that a

canal can not be constructed at Darien, for

everything is possible to modern science, but

that the cost and trouble of construction

would be out of all proportion with the bene-

fits to be derived from it. The Darien Canal

exploring expedition, sent by the United

States Government in January last, could

discover no pass through the dense forests

and undergrowth of the region. The Isth-

mus is situated on the spur of the great

mountain range that traverse,") the Southern

continent, and the only level available for a

canal is through a mountain range winch will

involve ten miles of tunneling. There seems

to be sufficient water obtainable, and the

other portions of the route are not unfavnra

ble. But the cost, labor and danger of bor-

ing ten miles through solid rock in that re-

gion places the route out of the pale of dis-

cussion
; unless in tbe improbable event of

the future discovery of a pass through the
mountains.
The information respecting the Tehuante-

pec route is more favorable. No tunnels or
deep cuttings are required"; there is a plenti-

ful supply of water, and this route presents

no unusual difficulties. In advance of the
report of the United States surveying expedi-
tion, wbicb has just sailed, this route will

meet with general supoort. The total esti-

mated cost of construction is $33,000,000.

The Darien canal would cost from $80,000,-

000 to $100,000,000. The proposed dimen-
sions of the Tehuantepec canal are: top 122

feet; bottom 50 feet; and depth 20 feet. The
canal proper will be 125 miles in length, as

the remaining distance of 125 miles can be
made available by river navigation, and the

construction of a few locks and dams The
total distance from ocean to ocean is 250
miles.

The United States Government intends to

make a thorough exploration of the entire

isthmus from Tehuantepec to Darien. Tbe
country from ocean to ocean will be fully sur-

veyed. All bays, inlets, and tbe entire coast
line on both oceans will be sounded, and their

bearings will be accurately reported. The
scientific and commercial importance of these

explorations are abundantly apparent. The
United States ships and men could Dot be em-
ployed in a better work. The world will be
the better for these services, and this is more
than can always be said of our army and
navy.

The United States government intends to

guarantee the proposed canal, at whatever
point it may be constructed. It is to be hoped
that this guarantee will be limited to the

pledge of the political neutrality of this great

highway of commerce. More than this is in-

expedient. The construction of the work is

entirely within the means of private capital-

ists, and properly devolves on them. The
work is eminently national. It will confer

the greatest benefits upon American com-
merce. It will secure us tbe trade of China,

Japan and Australia, and promises to be of

greater benefit than the Suez Canal. A care-

fully prepared estimate deduced from the ta-

bles of American and foreign commerce for

the last ten years shows that the total annual
value of ships and cargoes expected to pass

through the canal will be $192,649,584. Tbe
yearly income, calculated at $2 per ton,

would amount to $6,000,000. This does not

include the United Slates coasting, which

would probably exceed tbe commerce of all

foreign nations combined.

—

Economist.

e imported from France last year

about $35,000,000 worth of goods, and from

the North German Confederation $25,250,000.

We exported to France $43,600,000 of our

products, and to the German Confederation

$41,250,000 Iu 1869 tbe German emigrants

numbered 132,540, and since 1866 over 600,-

000—all of tbem bringing more or less means
with them. Experts say that $100 is a mode-

rate average for the amount of money each

emigrant brings over. This would give

$12^000,000 per annum in specie from this

source.

Tbe total of ships entered inwards and out-

wards in Great Britain during tbe year 1869

amounted to 34,910,281 tons, as compared
with 33,680,979 tons of the previous year. A
total of 1,682 new vessels were built and reg-

istered in the British Empire during 1»69.
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Railways of (lie United States.

The following tabulation show« the distri-

bution of mileage and cost to the several

States ami Territories.
CANT OF

STATES, ETC. ,—MILES 07 ROAD—>,
EOaO AND

Total. Open. kQ'PMEN-M.
Maine ;940 "9 872 07 S2I.183.I10
New Hampshire 7*5 32 085 32 22,042.630

Vermont 653 l>9 013 09 ...28.787.9 6

Massachusetts 1,509 75 1,483 70 74.B99.4Ji

Khode Ishmd 121 47 121 4' 5.13-\B72

Connecticut 806 94 098 57 27.350 017

Hew York 4,735 9! 3,036 22 209 001,071

New Jersey 1.023 65 9*9 Gi 74, 02 735

Pennsylvania 0,878 36 5,014 45 300.556.508

Del. and E. Maryland 455 50 292 50 8,773,637

Maryland other than
ahove 730 02 493 52 3,81t.6 r 9

West Virginia "23 75 364 75 27,809.315

Virginia 2,1-49 11 1.4*2 94 49,«-0 481

North Carolina 1,552 97 1,129 67 29.505.425

South Carolina I,4:i9 17 10-9 97 27 318,817
Georgi 2,095 41 1,694 70 30,875 552
Florida 613 20 410 2(1 9.883,981

Al bama 2,0:9 80 1 0:10 00 36,421,103
Mississippi 901 20 801190 21919.504
Louisiana 928 30 41150 17 85.223
Texas 2.529 25 725 25 17,0'»i.00i)

Arkansas 897 00 86 Oo 4.310.000

Tennes.ee 1,876 53 1,435 53 46.918.448
Kentucky 1.402 8i 849 55 31.511,710

Ohio 4,613 90 3.723 89 190 494,507
Michigan 2,293 26 1,198 70 -8.793.418

Indiana 5.331 10 2.077 10 121,162,301

Illinois 7,186 45 4,707 95 217 559.542
Wisconsin 2,779 60 1,400 00 60 358.723
Minnesota 1,800 oil 823 (0 27,800,1 00
Iowa 3,219 28 2,I J 83 85 762.942
Nebraska 449 110 449 00 26,450 000
Wyoming Territory.... 500 00 SOU Oil 43,300,01.0

Missouri 3,201 7!1 1,827 OO 84,372,121
Kan-as 1,601 50 930 50 39 621,500
Colorado 350 00 150 00 6,' 00 i i

Utah Territory 365 00 365 00.....'. 18 OOO.OnO
Nevada 390 00 310 00 19 500 000
California 2,307 1,0 8I'> 6U 46 650 000
Oregon 2,019 50 119 50 5,70:),0U0

The annual progress of railway building

since in 1827. The commencement was made
in the construction of the Granite Railway at

Quincy, Mass., to the present time, is shown
in the following table.

TEAR.
1828...

1829...

1830...

1831...

1832...

1833...

1834...

1835...

1836..

MILES. YEAR. MILES.
3 1850 7,475

... S8 1*51 8,5-")

... 41 1852 11,027

... 54 1S53 13,497

... 131 1854 15.072

... 576 1855 17 398

... 762 1850 19,251

... 918 1857 22,623
.1,102 1858 25.090

1859 26 755
1860 28.771

1801 30,593
1802 31.769
1863 32.471
1864 33,860
1865 34,442
1866 35.351
1867 36,886
1808 38 822
1809.. 42 272
1870 4B,8bO

1837 1,431

1838 1.843
1839 1 920
1840 2.197
1841 3.319
1642 3.877
1813 4,174
)844 4,311
184S 4,522
1846 4,871
1847 5,336
1848 5.682
1849 .„ 6,350

This does not include street railroads,

which amount, as near as we can estimate, to

about 4,200 miles; nor mining railroads be-

neath the surface, the extent of which we have
do data fur estimating.

Water-Pkoof Glue.—One ounce of gum-
sandarac and one ounce of mastic are to be
dissolved together in a pint of alcohol, to

which an ounce of white turpentine is to be

added. At the same time, a very thick glue

is to be kept ready, mixed with a little isin-

glass. The solution of the resins in alcohol is

to be healed to boiling in a glue-pot, and the

glue added gradually with constant stirring,

80 as to render the whole mass homogeneous.
After the mixture is strained through a cloth,

it is ready for use, and is to be applied hot.

It dries quickly and becomes very hard, and
surfaces of wood united by it do not separate

when immersed in water.

The Tclegrapb.

ITS INCEPTION AND GROWTH—COLOSSAL PROPOR-

TION'S OF THE WESTERN UNION.

The October number of Llppincolt' s Maga-

zine contains an interesting article, from

which we compile :

At the close of 1818 but little more than

four years had elapsed since the construction

of the Hrst electric telegraph in the U S
,

yet in that brief space of time twelve thous

and mi'es of wire had been strung, connect-

ing all our principal cities, and competing
lines were fighting for new and undeveloped
business.

On the first of April, 1851, Ranford J.

Smith, Isaae Butts, Freeman M. Edson and
Samuel L Seldon, who had obtained exclusive

right to use House's printing telegraph be-

tween Buffalo and Si. Louis, organized them-
selves into a company under the general

telegraph laws of New York, to finish a line

which Smith and Butts were then constructing

between these two points. The capital stock

was fixed at $360,000, divided into 8,60)

shares of $100, each member of the company
taking 900 shares. Of the amount thus ob-

tained, $180,000 were to be paid to Smith &
Butts tor the construction or purchase of a
line from Buffilo to St. Louis via Cleveland,

Columbus and Cincinnati, and the renaming
$180,000 to Selden & Edson as royalty for the

use of House's instruments and insulators.

They took the name of the New York and
Miss. Val. Printing Tel. Co., and thus origi-

nated the greatest telegraph company in the

world.

Their line was constructed as far as Louis-

ville via Dunkirk, New York, Erie, Pennsyl-
vania, Cleveland, Columbus and Dayton, Cov-
ington, Georgetown and Frankfort, with a

branch to Lexington ; and on the 30th of

March, 1854, they acquired the Lake Erie

Tel. Co. Those lines extended from Buffalo

to Detroit, and from Cleveland to Pittsburgh,

On the 29th of April the Cleve & Cin., the

Cin. &, St. Louis, atid the Ohio Tel. Companies
passed into their charge, to which they added
a controlling interest in the New York & Erie,

the Cleve. & Pitts , and the Cleva. it Paines-

ville Campanies.
The following year, (1855) they constructed

lines between Detroit, Grafton, Chicago, Tole-

do and Cleveland, and in September obtained

possession of the Erie & Michigan Co., whose
wires, stretching from Buffalo to Milwaukie,

had been erected by J. W. Wade and J. J.

Speed, the pioneer builders of lines along the

snores of our great lakes, who retained control

of the Company up to tbe time of consolida-

tion.

On the 13th of Feb., 1856, the lines of the

O. & Miss. Co., covering the territory between
St. Louis and Cincinnati, fell into their hands,

and on the 4th of April the N. Y. Legislature

changed their name to the Western Union
Telegraph Co. The new corporation signal-

ized its advent by absorbing the Pittsburgh,

Cincinnati and St. Louis lines. This took

place May 24ih, and was followed July IT,

1857, by the acquisition of the Southern
Michigan line.

In 1859 Congress passed a bill in aid of the

project of establishing telegraphic communi-
cation with the Pacific coast, and the Secretary

of the Treasury invited proposals for tbe con-

struction of the line, which resulted in the

contract being awarded, Sept. 20th, to parties

connected with the Western Union Company.

In 1863 the N. Y., Alb. & Buff. Electric

Magnetic Co. was absorbed by the Western
Union, and this was followed by the acquisi-

tion in 1864 of the Pacific line from Omaha
to Suit Lake City, aud also by that of the

Atlantic and Ohio Co. From May 1, 1864, to

October 1, 1865, this Company had acquired

3,800 miles of wire by consolidation, together

with 8,600 miles by direct purchase, and its

capital largely increased.

On the lsi of March, 1866, the Middle
Slates lines were transferred to that Co.

To-day the Western Union Co. is colossal

in its size. Between Jan. 1, 1866, and July

1, 1869, 8.000 miles of poles and lrl.OOU miles

of wite were put up, aud of the old lines

8,000 miles of poles were entirely renewe I

with 17,000 miles of wire. The cuinpany now
owns 53,000 miles of line, with 105,000 miles

of wire, connecting 3,500 stations, and has in

its employ nearly 7,000 persons.

The increase in the telegraph business of

the country has been rapid beyond all expec-

tations. Offices that in 184H returned $500 as

a total mouth's receipts now render accounts
for $50,000, and at Washington, the starling

point for the whole American system, when
the revenue for the first week of April, 1845,

was $1.55, it is now $100,000 yearly; and if

all the press matter sent from that city were
paid for there, the annual receipts would be

swollen to over $200,000.
Great telegraph lines now unite all points

of the world in daily communication. The
leading papers of the country publish daily

full reports of the proceedings of Congress
;

letters of consequence are now converted

into telegrams, and the merchant, instead of
waiting two months for his answer from San
Francisco, receives it within six hours. New
Orleans, San Francisco and Archangel are

in constant communication with each other

and the rest of the world ; and every morniug
the inhabitants of those cities can peruse in

their daily papers the record of the previous

day's transactions at London, Paris, Berlin

and St. Petersburg.

Mount Cenis Tunnel.—On June 1st, 1868,

8,348 metres had been completed. During
the month 60 metres additional were finished

on the southern side, and 54 on the northern,

making a total of 8,498 out of the whole
length of 12,220, leaving 3,722 metres yet to

be executed. It appears that at the close of

1867, 4 miles and 5,035 feet of the Mount
Cenis tunnel had been completed, leaving 2

miles and 4,018 feet still to be pierced. The
distance pierced in 1867 was 5,040 feet, as

compared with 3,416 feet in 18o6, 4,079 feet

in 1865, and 1,144 feet in 1860. The outlay,

during 10 years upon the work, amounted, at

the close of 1867, to about $8,000 000. The
year 1871, it is expected, will witness the

completion of the tunnel. Its total length,

when finished will be 7 miles, 3,773 feet, and
its total cost is estimated to reach the stun, of

$12,000,000, or something more than $1,5U0,-

000 per mile.

Interesting Antiquities.—A granite boul-

der has been discovered in Dakota (township
30 north, range 1 east,) with an upper surfaoe

about four feet square, almost level, and cov-

ered with arrow-bead inscriptions, some of
which are almost obliterated by tbe elements.
The boulder lies on one of the highest bluffe

around. All that neighborhood is covered
with remains of ancient pottery, hard and
compact, of a blueish gray color.
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fi^^The trade in log and dye woods is be-

coming a very \aluable one for some of the

Southern States of Mexico. The small port

of Lacuna is one of the ports from which the

largest exportations are annually made, and
from the custom house returns we learn that

during 1SK9 no less than 109 vessels sailed

from there, taking to different foreign markets
615,fc8i quintals of log and dye woods. Of
these vessels, forty-four were French, twenty-

eight German, sixteen Spanish, seven Ameri-
can, five English, four Danish, and one each

of the following nationalities : Mexican, Vene-
zuelan, Belgian, Dutch and Italian.

BS^A cotton factory of Augusta, Ga., has

just published its annual report. The capita]

stock of the company is $600,000; consump
tion of cotton during the year, 2,907,875

founds ; cloth manufactured, 8,222,181 yards
;

hands employed, 489; to whom $157,976 were

paid in wages ; net earnings, S 1 '26,779 ; from
which four dividends of five per cent, each

were paid, and $7 79 added to the surplus

fund.

B@""The great prosperity of the iron and
coal regions of Pennsylvania, is shown in the

growth of mining towns. Scranton, the cen-

ter of the Luzerne coal field, had only 9,228

inhabitants in the year 1860, and has now 35,-

762, and takes rank above Reading as the

third city in the State. Williamsport has

risen from 4,253 in 1860 to 16,066 in 1870;

and Wilkesbarre, which had 4,200 in 1860,

has now 10,180.

£§?*The Pacific railway Company, in con
nection with the Pacific Mail steamer line,

have just adopted the following reduced
fare rate from New York city westward : New
York to San Francisco, currency, $136; San
Francisco to Yokohama, gold, $250: do. to

Hiogo, sold, $290 ; do. to Shanghai, gold, $300
;

do to Hong Kong, gold, $300;. do. to Naga-
saki, gold, $300. •

JSSj^-It is said that iron ores containing phos-

phates can be purified by treatment, first with

sulphuric acid and a subsequent washing with

water. In some cases, instead of sulphuric

acid, some other oxygen combinations of sul-

phur are employed. Ores which contain sul-

phurets and carbonates should be roasted be-

fore the treatment just referred to.

—

Harpers
Magazine.

B3?°The commerce of the world requires

3,600,000 of able bodied men to be constantly
traversing the sea; of this number probably
7,500 die every year. The amount of property
annually moved on the water is from fifteen

hundred to two thousand million dollars; and
the amount lost by the casualties of the sea
averages twenty-five millions of dollars.

S'B@"I>ast year San Francisco exported 7,-

800.000 sacks of wheat, the most of it the

product of California. In 1869 the wine pro-

duct of the State was 4,000,000 gallons, and
this year it will be about 7,000,000 gallons,

and it is ettimaied thatthere aie now $3(),0C0,-

000 invested in growing wine in the Slate.

fl©"A number of prominent citizens of St
Louis visited the tin mines lately discovered
in Missouri, and submitted nine assays to a
thorough investigation. The result proved
an average of over five per cent of pure metal
in the first three, and over 8J per cut in the

last five—equal in purity to the best Cornwall
tin.

J8S?*The official census returns ^'ive Michi-
gan 1,192,461 population, an increase of 4-12,-

348 since 1860.

The Pennsylvania Steel Works.—The
new hammer in the Bessemer Steel Works,
Pa., near Harrisburg, weighs 35,000 lbs , and
cost $92 000, and is the largest in the United
States. The company soon expect to make
25,000 tons of steel rails per month. The Besse-
mer rails made by this company are wearing le-

markably well, comparing favorably with the
best make ever imported into the country.

£gg""The population of London is 3,563.410
against 2,473. 75H twenty years ago—an in'

crease of 1,089,652, or over 47 per cent-

This is remarkable for so old and so large a
city. The population of London lacks only
100,000 of being as large as that of the whole
Stale of Ohio.

fi^-The population of California is 550,000
and of San Francisco 150,000.

RAXLROABGAEETTE.
Tho Railroad Man's Paper.

Illustrated*]

"Weekly

I

News & Operation,
Engineering,
Reports,
Management,
Advertising.

A. IV. KELLOGG, Publisher,
Txkms. S3 per Annum. j 101 Washington St., Chicago.

Z3~ Will be Four Dollars after January I,1S71._£3J

THE FIRM OF WM. J. YOUNG «fc CO.
Mathematical Instrument Makers, consisting of Wm. J.
Yuuno and Chas. S. Heller, van dissolved shortly be-
fore the death nf Wm. J Young. The undersigned, the
late partner of paid firm (who was with Mr. Young con-
tinuously for Fifteen Year^, will continue in the same
line of business, at No, 33 North Seventh street,
Cor. of Gilbert.

Tit IS. S. H£iLKR.
29-9-70, 27Philadelphia, August 1, 1870.

GET THE BEST.

iibtis nuiinuH iiraim
10, 'i'O Words and Meanings not m other Dictionaries.

3000 Engravings. 16 A0 pages Quarto.

Glad to add my testimony in its favor,

frest. Walker of Harvard.]

Everj scholar knows its value.

I

»-" 11. Prescptt, the Historian.]
rp he most complete Dicti na y of the Language.
J. [Dr. Dick, of Scotland.]

The teat guide of students of our language
[John G. Whittier.]

He will transmit his name to latest posterity

[Chancellor Kent.]
Etymological parts surpasses anything by-earlier laborers.

[Georte B ncroft.]

earing relation to Language Principia does to Philo-
sophy. [Elihu Buirilt.]

xcels all otht-rs in defining scientific terms;
[President Hitchcock.]

so far a3 I know, best defining Dictionary.

[Horace Mann.]
Take it altogether, the surpassing work.

[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teacf ei

and professional man. What Lib. Ely is compute without
the best English Dictionary 'I

Webster's National Pictorial Dictionary
1040 pages Octavo 600 Engravings, Price $6.

The work \a really a gem of a Dictionary, just the tiling

forthe million.—American Educational Monthly.

Published by G. &. C. MERHIAM. Springfield, WubS.

Bold by all Booksellers.

Le Van's
IIPR07ED BOILER

Feel Pump,
Single Acting for Hot
or Cold Water; com-
plete in Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.
«S"Fast and Loose

Pulleys, bteam Metal
Talves and Boxes fit-

ted up in the best man-
ner.

fiS"Photographs &
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan&Co
S. E. Corner

24th & "Wood StSq
PHILADA,

30 6 70,70.

T. F. RANDOLPH,

MATHEMATICAL INSTRUMENTS
THEODOLITS, TRANSITS,, LBVKLS,

DRAFTING INSTRUMENTS, &c,
6? W. Sixth St., Cincinnati, u.

Oir;ularssentfiee. Established 1S5S.
19..'>-70. IP

EDWISf J. HOKSES,

Successor to

McBtSEI & HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
\\ -1 utiii;: ioj. Delaware
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THE PALACE DAY AND SLEEPING COACHES
OH* THE

Erie and Atlantic & Great Western Railway
Are the Fisiest in Use on thi* Continent!

INTEKlOit VIEW OF SHE SSSiOAa* WAtl&E 1*ALACJE «JOA4JliiES.

Tlsesc superb Coaches, built peculiar lo 4!ie Broad (Gause, are
attached to tlse 9:45 P. M. Express daily at Cincinnati, running
THROUGH TO MEW WORM. WITHOUT CHANGE. Conductors ac-
companying these Coaches through to New York.
Ticket Offices : SO W. 4th St., No. 4 Burnet House and 115 Vine St.

Jr. B. Shnttttc, Gen'l Southern Aaf., Cincinnati, O.

HA!

MA CHINK WORKS,
Branch of Harrisbiirg Car Manufacturing Co.)

HARRIS BURG, TENN.

MANUFACTURERS OP

sec a as

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, £c.

W. T. IIILDRUP, Treasurer.

Hawkins Herthel & Burrall,

DUILDF.RR OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roof* and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridies. Rools and Turn Tnhlea. Cor-
rupatpd Tmn Doors, Shutters, and Imn Building Ma-

terial generally. Contractors for Firing, Docking,
and General Railroad Work.

Main St., Springfield Mass,
F. nankins. Geo P Herthel. W. U. Burr t

AMERICAN

The undersigned are now ready to contract for the
delivery of RAILS nmde of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA UTEEL CO.
424 Walnut St., PHILADELPHIA.

CAMBRIA IRON 00.,
400 CiieHnut St., PHILADELPHIA.

2-'il-.1m
,

,'.':

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Rail,
Now fullp demonstrated to be theTRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Cumpanies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

lo hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. E. BOOTH & CO., 1
Rochester, N. Y.

HAVEN & AEEEN,
12 Broadway, N. Y.

LoRAND SCENEkY!
{©"QUICKEST ROUTE-®!

SS Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PIIILA I)KL PITIA

,

NEW rOHIC, ami

BOSTON,
WITH THE PRI VILEOE OF GOING TO

WASHIIVGTON

ISO CHANGE OF CATJS
From Cincinnati "Dq 1+tvn i~kT»o an(' hut ONE

orCulumnus to JJ«Xl LlJ.Ii.UJ. C CHANGE
Vhilail- Inhla and JSeiv Fork.

Ask for TICKETS ami
ltAUGAHlr, CHUCKS viaBaltimore iOhioR.R.

J. I,. WILSON, Master of Transportation.
L. .\I. COLE, General Tickel Agent.
G-. B. GIBSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St, Louis If'itliont

Change of Cam.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Kvansville, St. JoBrpn

Jefferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RU1V AS FOLLOWS
St- Louis, Evanaville and Cairo

Mail 7:15A M. 10:55 P7M.
Oscood Accommodation.... 3:10 P. M. 8:45 A. M.
Through Western Express 5:11' P. M. 8:3(1 H. M
Niwht Express 10:20 P. M. 6:0QA. W.

The 5:10 P. M. train runs daily. Trains run by Vin-
fipnnes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices, 13'** Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street-

E. G. B0NDURANT. Superintendent, Cin.O-
C.E. F01.LET,Geri'l Tick't Ag'l, S:. Louis, Mo.

DUiaULl~uiH CM TIMS
As in use on the National Despatch Line of

Curs, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agent8
;

Wilmington, Delaware, or
(HAS. BOCKV8 & CO, Boston, Has«.

2-12-9, 52

THE LOBDELL

CAR-WHEEL TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofBailroadMachinery
QRORG E G. LOBDELL, President

P. N. BRENX AN, Treasurer.
WM. W. LOBDELL. Secretr.u

12-6-70,52
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ERIE BAILWiiy,
1400 MILES under

One Management.

HUES witlio.nl

Change of Coichei.

BROADeAVGE.DOVBLETRACK ROUTE

kewyorkTbostokt,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—

IE" ©n

n

s yl -v «»n A «t

.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTL
TWO EXPRESSTRAINS DAILY

Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 Minutes faster than Cin'ti time.

7.00 A. ffif\, CINCINNATI EXPRESS,
(Sundays "'Xcepted.) Arrive Day ion 9. L0 A.

M.; Urban-, 10.29 A. M ; Galion, 12 57 P.M.;

jo Mansfield, 1 40 P. M., West Salem, 2.50 P-

,
M. (Dine). (Sleeping Coaches through to

! New York); Akron, 4.26 P.M.; Ranvenna,

i
5.10 P. M.; Meadville, 8.00 P. M. (Supper);

Susquehauna, 7.55 A. M. (Breakfast) ; Tur-

,
ners, 1.40 P. M. (bine); New York, 3.00 P.

M. ConnectH at Ravenna with Cleveland &
i Pittsburg Railroad for Hudson and Cleve-
- land; at Elmira for Williamsport and the
' South; at tsinghampton for Cooperstown,

Albany and the celebrated summer resort,

Sharon Springs, and at New York with

a'ternoon trains and steamers for Boston and
- -Jfft-w England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives DaytoD, 12.03 A. M.; Urbann,

•

d 125 A.M.; Galion, 3.58 A. M.j Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf st);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.j
Meadville, 11.20 A. M. (Dine); Hornells-

l
ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at. N. Y. with

^"morning trains for Boston and N.England
cities.

New and Improved Coaches of the style peculiar to the

Broad G;mge. arranged for both Day and Night Travel,

»ra attached to this train at Cincinnati and run through to

New York, forming the Only Line running through

S60 Miles withont Change.

Boston And New England Passengers,
ail It tbeir Baggage, are transferred FliEE
OF GHAR«E in 9Tew York.

JO3 The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
liird Strpet. New York, thus enabling parsengers to reach
he x > per portion of the city without the expense and an-
noyance of a street car or omnibus transfer.

V~P The scenery along the entire route of the Erie

Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
•cts of continual admirati- n and interest

BaggageCheck'dThrough
And Far* always at Low at by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which chd he obtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
H'use, and foot of Broadway, (Spencer House Block),

and at all principal Ticket Offices in the South and
Booth-weaU <VM. R. BARK.W B. SHATTU€, Gen\ Past* Ag't

ftea«-*l & .ntthera A.ge«

-

Best Route to St. Louis and Ch cago

Indianapolis,
A CINCINNATI

—AND

—

LAFAYETTE RAILROAD
Gr--tThrougb, Passenger Route from CINCINN ATIto

C HICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all. Rail and Hiver Towns and Cities in the West,
North west and South-west.

Uj=The7 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1PI19, TRAINS
WILL LEAVE PLUM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail. ... '<.20am Y£ 40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
'St. Louis and Springfield Express. 1" 2U pm 3.42 pm
Lawrencebnrg Accommodation lll-IDam 2.35 pm
Lawrencehurg Accommodation 4.1'Upm 8.25 am
*The lu.20 pm. train willleave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 011am 10.15 am
Chicago Express 6 50 pm 9-311 pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTicsets can be obtained at the Burnet House
Office, cornerot Tlthd and Vine ; River Othce, corner of

WalnutStreetand River; andat Depot, cornerof Flum
and Peai'lstreets. 1 he splendid Passenger Depot of the

I. &. C. Railroad is ahout a mile nearer U.e businesscenter
of the city tt.an the Depot of snyot^.er railroad, and with-

in a few squares of the fostofheeand principal hotels and
Sttamboat Ian dings.'

J. F. RrCHARDSON Superintendent.
F. B. LORD, Genera) Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. AKRIVS

Eastern Express (Erie Railway}. 7:t>0 A. M. 6:3" P.M.
do do do ..9:45 P.M. 7:00 A M.

Toledo, Detroit & Canada 7:15A.M. 10:26 P.M.
do do do 6:30 P.M. 7:00A.M.

Lima. Fort Wayne Sl Chicago 7:15 A.M. 10:25 P.M.
do do do ....2:30 P.M. 5:40 P.M.
do do do . . 6:30 P. M. 7:31) A. M.

Sandusky, Cleveland St Buffalo... 7:15 A. M. 5:40 P. M.
Sprinttfield Accommodation 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 6:30P M. 10:20 A. ;,1.

Muuciei Indianapolis 7:15 A.M. 10:25 P.M.
do do 5:00P.M. 1:20P.M.

Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A.M.

Hamiltcn Accommodation 9:30 A.M. 8:05 A.M.
do do 6:50A M.

Trains run SEVEN MINIFIES FASTER than Cincln-
jatitiine.

For all information and through tickets, please apply at
tneotd office, south-east cornel of Broadwayand Front; Bur-
net HonseOffice, corner Vineand Bakerctreets.and at the
respective depots. East Front and WestSixth streetB.

D. McLAREN. Gen'l Superintendent.
. SAM'L STEPHKNSoN.Gen'l Tick't Ag't.

Omnibusef ca ll for passengers

The Old And Reliable Route.
£51 «a '^SHpSfSn PiwitSW: chesbkeeo

Through to Plttsbure without Change.

The PITTSBURG. FORT WAYNE 4 CHICAGO RAIL-
ROAD, in connection wi.h Ihe Cincinnati, Hamilton Al

Dayton, and Little Miami Railroads, stitl cont:nue to trans-
port produce and merchandise between Cincinnati and
Piltsbusg. Philadelphia, B altim*:^ New York or Boston,
and all EaBtern points with the greatest promptitude and
dispatch.
For Rates. Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN 4r CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight A':e..t.

PUtsbuifb.Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE RAILROAD.
On and after June 13*. trains will run qb fallow? :

ML*) •> JSXPRKS8 J-ave* Cincinnati 7.20 A.
X™" m+ M.Dail> (except Sundays). Stops regularly
at Walton, KUiaton, Sparta, Libeity, Worthville, Cauip-
bellsburg, Lagiange, 1'ewee Valley, Anchorage; when
fi gjied, *t feouth Covin gti n Maurice, Independence, Bank
Lick, Verona, /ion. Gienc»e. hagle, Carrolltou, Sulphur,
Penuleton ; arrivtsatL LiisVille 12.05 P. M.

Wi£% lit NOUTHEKM FAST LIKBlmu
1^ \9% X9 Cincinnati at 1.20 P. M DtT.y (except
Sundays). Stops only at Walton, Worthville.. and "La-
grange ; arrives at Louisville 5.20 P. M.

f&Jf* t^ NAIL leaves Cincinnati 5.00 P. M
1^1 %3% ^j Daily (except ; uuday^). Stops regularly
at Walton, hllist n, Glencoe, Sparta. Liberty, Worthville,
Camphellsburg, Sulphur, Lagrange, Fewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, lude*
peiiderice, Bank Lick, Verona, Zion, Eagle, C-r ollton,
1'endletcn ; arrives at Louisville 10.00 P. M.

IV a± "B ^ >HiHT EXPRESS leaves Cin
1» V« 111 cinuati at 11.15 P.M. Daily (e^ept
Saturdays). Stops regularly at Worthville, Lagrange, and
when flagged- a'. Walton. Verona, hlliston, fa lencue. Sparta,
Liberty, Jiatile. Campbeilaburg, Sulphur, PeDdleton P^weo
Val.ey, Anchorage; arrives at Louisville at 5.00 A. M.

XLr" ^*°- ** connects at Lagrange with the Lexington
Trains, arriving at Krmikfurt at 6.14 1'. M., Lexington
7 -15 ¥. M., QUICK T1MK.

JJ^The Best Route to the Stu'h More Daily Trains
and Quicker Time lhan any Line from Cincinnati.

' HEISKY STEFFidE, Oen. Ticket Agt

CENTRAL R. R. D_F NEW -JERSEY.
tr'assenger and Freight Depot in New York, foot of Lib-

erty at., connects at llnmpton Junction with the Dela-
ware, Lackawanna, and Western Railroad, aDd at Easion
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO TI1E WEST.
Sixty miles and three hours saved by this line to Chicago^

Cincinnati. St. Luuis, etc-, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a.m.— For Easton, Bethlehem. Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckkannock
Ac.
7:15 a. m.—For Somerville.

S:SOa m.—For Flemingtun, Junction, Stron^sbursj
Water Gap, Scrantun, Kingston. Pittdton, Great Be^d^&c.
12 m.—For Flemiugton, Easton, Allentown, Mauca

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litis, Pottsville. S'oranton. Harrisburg. Ac.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvidere.
4:30 p. ni.—For Somerville.

5:25 p- m.- For Somerville andFIemington.
6 p. in.— For Hasten and iutermediatesiatiohs.

7 p. in.—For Somerville.

7:20 p. m.—EMiGKiNT—Stopping only at therrinci
pal stations.

9:00 p. ni.— For Hlainfield.

11:50 p. in.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. m.

—

Wsstkrn Express, daily, (except Sundays.)
for Easton, Allentown. Harriaburg, and the West without
change of cars to Cincinnati ir Chicago, and but one
change to St Louis. Connects *t Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Counectsat Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem- allentown, Reading, Harris-
burg, Pittsburg, Chicago, and t iucinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will he run to Easton on
Saturdays asa local train, stopping at prineipalstations.

8 p. m.

—

Wester;* EapREhS Train, daily, for Easton
Allentown, Reading, Hsrrisburg. Pittsburgh, and the West
—connects at Harrisburg with tr*iiu fur Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:43, 6:30, 6:55, 7:15
e:l5., 8:30, M., 9:2n , li.;30, 11:40a. m —12m , 1M0, 2:(0
3:00,3:30,3:45.4:15,4 30,4:45,5:10,5:25.5:45.6:00,6:25,
7:00. 7:2 ,7:40,8:' 0,9:00, 9:40 10:45. 1 1:50 p. m.

Tickets for the West can be obtained at the otnee of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.^
atNo. 1 Astor House; Nos. 254, 271, 526 Broadway ;tt

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER.iSuperintendea'
H. P. Baldwin, Gen Pass. Agt.
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Tlie Railroad Gateway from tbe Atlantic
to tlse Pacific—Ohio.

Assuming a railway system, exclusive of all

water communication, and the geography of

the country presents some singular facts.

Some years since we pointed out the fact that

no important line of railroad between the

eastern Atlantic and the Paci6c could be

made, except through Ohio. The necessary

result of this is that Ohio would be intersected

by railroads in every possible direction. An-

other consequence is, that it is and must be

the center of a network of lateral roads, which

will become necessary to connect important

places with the trunk line, and also to connect

the deposits of iron and coal with the sections

which do not produce them. It may inter-

est the reader and serve to show what the

development has been and will be in this line,

to trace out the lines made and to be made a3

part of this central system.

In the first place, as we have noted before,

all the eastern trunk lines are compelled to

come through Ohio to reach the great and

expanding West. The Valley of Virginia

affords the only other outlet from the Atlan-

tic (except through Ohio) which can be

availed of to reach the great West. But that

route does not naturally reach higher than

Memphis, and has long since been used as a

great through route from Washington to the

South, at Mobile aod New Orleans. From
the lakes to Mempbis, near 500 miles on a line

of longitude, all railroads from the Atlantic

must go through Ohio. They have done so.

The two great New York trunk lines, the

Central and the Erie, have been compelled to

go tbe whole length of Ohio in order to reach

the great marts in Illinois, Missouri, and one to

the West. The Pennsylvania Central has done
the same. The Baltimore road has its line.

But going through Ohio in order to reach

Western points involves three great termini

or objects of destination. These are geo-

graphical distinctions which can not be

avoided by the art of man, unless the objects

in view are given up. The first of these ob-

jects or systems is the basin of the North-west-

ern lakes; the second is the Valley of the

Ohio, and the third is the South-west. We have

already said that the Valley of Virginia afford-

ed the only available route not through Ohio.

But this can only be taken advantage of from

the Potomac valley,and is thereforeof no value

to the great Atlantic cities of commerce, Bos-

ton, New York and Philadelphia. These
must seek though Ohio, and have done it.

Let us now look to the lake basin rouie. At
first sight, it would seem, that we at Cincin-

nati are not interested in that system. But

this is a great mistake. We have a deep in-

terest in one portion of that route. The lake

basin system absolutely required the lake shore

line, and that was completed many years

since. But that line again required, or rather

requires (lor it is not yet done), a system of

lateral roads on the peninsula of Michigan,

in order to command the trade of Michigan

and that of Lake Superior, by Mackinaw,
independent of the circuitous route by Chica-

go. The peninsula of Michigan presents a

geographical phenomena of great interest.

It is surrounded by the lakes, except on one
side, and on that side lie the Central and
Southern Michigan railroads, making on that

side (and the only land side) the only land com-
munication with the outer world. It is very

obvious that it is a prime interest with those

roads to connect laterally with the whole State

of Michigan, and especially with the Straits

of Mackinaw. It would bring a trade which
so far as the East and West are concerned,

would be exclusively their own. This is a

good fortune which seldom occurs to rail-

roads, and it is quite remarkable that those

great corporations have not exerted them-
selves (as they might well have done) to com-
plete the two great north and south lines

of Michigan to tbe Straits of Mackinaw, viz:

the one by Saginaw Bay, and the other by
Grand Rapids. The latter has recently ad-

vanced very rapidly, and the southern part

will, we presume, be finished very soon. The
interest which Cincinnati has in the Michigan
roads is immense. Those roads go directly

South, and meet the two roads, the one by Ft.

Wayne and the other constructing through

Van Wert, which go directly South to Cincin-

nati, will conned with the (to be) great

Southern road. This constitutes the line

which some readers of the Record will recol-

lect to have been so strongly advocated by us

some twelve or fifteen years ago. That
scheme was the greatest and the best ever

presented to the people of Cincinnati, and in

the southern part ol it they engaged with

deep interest. The northern part was to tbo

city less important, but would be attended

with great benefits. Northern Michigan is full

of pine lumber, beyond her, Canada has illim-

itable quantities, and it it is absolutely certain

that in those regions Cincinnati must fii d

for a long time its supplies of pine lumber.

Besides all this, Mackinaw must (it is not a

doubtful matter) become the commercial cen-

ter of the upper lakes, and hence the immense

products of the Northern mines, fisheries, and

lumber must be distributed towards the South.

Hence it is evident that Cincinnati has a

great interest even in the railroad system of

the lake basin.

The next system of which Ohio must be

tbe center is that of the Ohio Valley; of this

Cincinnati is the great and only commercial

centfr. Situated at the south-west corner of

the State, near the line of Indiana, and only

across the river from Kentucky, Cincinnati is

really the city, the commercial mart of those

three States. A great many jealousies and

local interests have sprung up to prevent tbe

consummation of railroad systems at this

point; but the laws of nature are fixed, and

will produce their legitimate result; iu spite

of all human obstructions, will produce their

proper effects. Geographically and com-

mercially Cincinnati is and must be the great

center of the Ohio valley; and the Ohio val-

ley is the great central section of the central

United States ; the heart of export and pro-

duction. Hence, so far as the valley of the

Ohio or the great South-west is considered, all

the great trunk lines through Ohio must come

to Cincinnati. This was first seen by the

Baltimore and Ohio road, which has been for

twenty years engaged in earnest endeavor to

complete a through line from Baltimore to

Cincinnati and St. Louis. At laat it is nearly

complete; but still wants the bridge over the

Ohio at Parkersburg. We may presume this

will soon be finished. This brings U3 to

bridges. Bridging the Ohio is as much a

necessity for the growth of Cincinnati as it is

for the benefit of railroads ; but of course the

interest of all parties should be consulted.

In the Cincinnati discussions it seems to

have been overlooked that the great difficulty

of high bridges is the difficulty of grading up

to them ; but we shall not. discuss that point.

After the Baltimore road came the Erie, and

recently the Pennsylvania Central has bought

up the Little Miami, making the most direct

line to New York now in existence. Whether

the New York Central intends to have its own
trunk to Cincinnati, we know not; but we do

know that if they fail to do this, it will be a

grand mistake. The movement for a short

line lo Springfield seems now quite promis-

ing; and if it be made it must, we think, be

made in the interest of the New York Cen-

tral. The great system of Ohio roads to

all points of the compass is drawing to a

completion, and undoubtedly will be une-

quaied in the world.
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It is astonishing to what a hight the rail-

road fever has attained in this country, and

we might say throughout the civilized world.

Where it will end, and what is to be the result

of this excitement, is difficult, if not impossi-

ble to foretell. The vagaries of the imagina-

tion may fall far short of the actualities that

snch stupendous efforts as are now being

put forlh may reach, just as the present is far

beyond any prediction made in the beginning

of the railroad career of the world by either

poet or statesman.

And yet this fever is the result of antece-

dents, causes that are well understood by our

men wise in public affairs, and they ought to

know how to control and direct it so as to

avoid the calamities experience has proven

and alarmists predict we shall be driven

into.

It is not to be wondered, that railroads

should become the popular want. Material

prosperity is the goal of human ambition at

this period of the world's history, and thus far

in the growth of our country nothing has lif-

ted men along so far and so rapidly to this

end as public improvements, and no such

improvements equal to the railway. As the

railway is the last of these great public bene-

factors, so is it the best, and the concentra-

tion of human skill and ingenuity in practical

locomotion. The common road was improved

until it may be said to have reached its ulti-

mate, butbeingunequal in its highest condition

to the demands of the country, was superse-

ded by the canal, a thoroughfare that met

the wants of the times and contributed largely

to the progress of the country. This, in time,

in its best cindition was unequal to the task

imposed upon it, and has been, if not superse-

ded entirely, relieved of its hardens, and its

construction rendered unnecessary in all sec-

tions of the country not before supplied with

it, by the more rapid, and certain, and practi-

cal railway.

Since the inauguration of the railway sys-

tem, however great the changes in their struc-

ture and management, there has been no

improvement suggested better than they are,

and that is likely to supersede them. The

efforts are to improve the railway itself, and

to render it equal to the increased and unex-

pected demands made upon it, and thus far it

has heen capable of a development equal to

all this, and adequate to the growing spirit of

the age, and to inspire such further improve,

ment as promise to enable it to keep pace

with the requirements of the future. Who
can say what the railway is capable of?

Where is it perfected ? What, that has been

required of it has it not responded to thus

far? Look over its brief history and see how
it has risen, the avant courier of this rapid

age. From 'he old strap rail to the solid

steel track. From the lumbering locomotive,

to the smart elegant engine that easily takes

its train 50 miles an hour. From the awk-

ward and inconvenient coaches, to the gor-

geous dining and palace sleeping and drawing

rjora cars. From their tortuous courses, that

followed the margins of streams, and wound
around hills, and went out of the way to keep

upon level ground, to the passing of moun-
tains by rising over or going through them,

crossing over or under streams, or surmount-

ing all obstacles in its direct course. From
the service of settlements of long standing

and created traffic, to the reaching across the

continent, through the desert and wilderness

driving away the savage sons of the forest,

and taking into the country the first settlers

to make its future business.

Wherever the railway has been carried, it

has stimulated such a wonderful material

prosperity, and adds daily so largely to the

common weal, that every settlement not sup-

plied with this Sampson of modern improve-

ment is anxious to obtain its aid, and the

whole country grows excited over the new

railway schemes that are proposed, and the

results anticipated from their success.

Of the incalculable benefits railways confer

upon the people there can be uo question.

However much they may be ioaded down

with the blunders and iniquities of projectors

or managers, or made the playthings of un-

principled speculators, burdened with ficti-

tious values, they nevertheless carry the load

somehow, and if they swamp the shareholders'

investment, or victimize the bondholder, they

stimulate new industries, invite settlements,

build up towns, attract capital, sustain manu-

factories, give an increased value to all sorts

of products, enhance the value of lands, and

in innumerable ways promote the general

prosperity to such a hight, that to take away

the road from the country that has thus en-

joyed its advantages, would be to strike the

people with the sorest poverty. And so it

will contiuue doubtless, for many years to

come, the railway keeping pace with the

growth of the country, and finally supplying

every section of it whose citizens have enter-

prise enough to secure its construction, and

that can supply it with a living business.

But there is no reason why these gigantic

works should sustain such outrageous burdens,

nor why they should not he productive upon

their cost as well as any other legitimate busi-

ness, and thus contribute benefits to the stock

and bondholders, as well as to the country

through which they pass. There are very few

railways in the world that are judiciously

managed, that do not yield a sufficient reve-

nue to pay upon a fair cost, whereas, under

their present loading, that commences with

the very inception of the companies that

construct them, the paying road is the excep-

tion, and many most valuable enterprises

have to undergo a legal reorganization to

slovgh off the frauds that were crippling their

movements. That the reforms necessary to

bring about these results will come, are

already evidencing themselves, and will in

time be operative and in full force, there can
be but little question, but theie is a great deal

of work to do before this most devou'.ly to be
wished state of affairs will exist. The axe of
reform must be applied s'eadily, strongly, and
laid down to the very roots of these shameful
errors that d'sgrace our whole railway system,

and places it in the hands of gamblers and
thieves.

Karrow Gange Railways.

We give below a few facts concerning the

new gauge railways that may be of value to

parties in the State who are considering the

propriety of constructing such works. We
have given this matter a great deal of exami-
nation, and believe that whoever will do so
must reach the conclusions we have, viz : that

these are the coming railways for the local

traffic of America.

There are several of these narrow road-i

now contemplated in the United States, two
that we know of in Ohio. We hope they will

go on and prove as they are sure to do, that

all we have predicted for them is true.

Railways of the remarkably narrow paiicre

of tliree feet six inches are becoming quae
popular in Canada, and several short lines are
being built in the province of Ontario One
of the recommendations claimed for this nar-
row gauge is, that very much sharper and
more frequent curves are permissible without
danger to the train or loss of tractive power
by the engine. This makes it especially
adapted to a hilly country. There is also an
immense economy in the original construc-
tion of the road, as well as in the lighter en-
gines and cars. The following is a compara-
tive statement of the cost of one of the nar-
row gauge roads and the ordinary five feet
six inch gauge :

FIVE FEKT SIX INCH LINE.

100 tons rails at$50 per ton 85,000 Of)

Fish plates, bolts and spikes 800 00
Sleepers, 2,2K3 700 00
Ballast, 3,000 cubic yards 1,200 0(>

Track-laying 400 CO

Total fS,100 00

THREE FEET SIX INCHES.

fiO tons rails at $50 per ton $3,000 00
Fish plates, bolts and spikes 400 00
Sleepers, 2.263 500 00
Ballast, 2,250 cubic feet <)II0 0O
Track-laying 800 00

Total §5,100 00

The first one of these narrow gauge roads
in the United States is about to be built from
Buffalo to Springville. A party of Buffalo

capitalists have recently been to Canada to

make inquiries in regard to the new style of
railroad, and have come back so well pleased

that they have decided to build the line above
mentioned.

— The Oregon and California Railroad, it is

announced, has graded one hundred miles of
the road from Portland, and of that distance,

seventy-one miles are laid with rails. Passen-

ger and freight trains are running from Port-

land to Salem, a distance of fifty-one miles.
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Utilizing the Caual.

There seems to be a growing sentiment in

this city favorable to making some other use

of the canal basins than that for which they

were constructed It is thought there is entire

ly too much room in a crowded city like ours

appropriated to canal uses, and that it may be

rendered more valuable by using it for rail

road interests, and the canal entry for a grand

avenue, there being a sort of rage for avenues

with us just now.

We clip the following from the Commercial

of a late date, as containing some very sensi-

ble suggestions upon this matter, and most

heartily give the writer our indorsement.

But let us have all the ideas upon the sub-

ject. There may be something better than

this, and we shall work out the best only by

discussion :

To the Editor of the Commercial

:

Your article, " A New Improvement Con-
templated," in to-day's issue, calls forth the

following suggestion of a project to which I

have given considerable attention for some
years. It is, in short, the conversion of the

Miami Canal into a roadway for our entire

system of railways, thereby giving a central

terminus and through connection for every

road which enters or which has been projected

to enter the city.

This can be done inexpensively and with

light grades and easy curves. There is no
engineering obstacle to its accomplishment.

To specify, the roads approaching the city

from the south-west would diverge from their

present routes at the junction below Mill

Creek, running northwardly on independent
tracks or on those already laid on either side

of the creek, to a point north of the Brighton

House, where the canal curves, seemingly for

the very purpose of receiving them ; the roads

from the north would naturally converge near

the bend of the canal, opposite Ctimminsvtlle;

should the "Short Line" tunnel ever be util-

ized, its natural point of contact would be
near Hunt street, below the level of Broad
way; roads entering from the east would
reach the canal at the first lock, just above
Broadway, running under the streets west of

Front street; the road over the Newport
bridge would run above the same streets on a
line the direct continuation of the line of the

bridge and nearly parallel with Butler street,

and enter the canal at the same point, thus

overcoming the much talked of difficulty of
" approach."
The topography of our city is such that all

railroads, approaching from whatever direc-

tion, can find a central, uptown station

through the bed of the canal more easily than

by any other route.

A series of passenger stations, each similar

to that of the Indianapolis and Cincinnati Rail-

road at Plum street— not a " Union Depot "

—

about the elbow of the canal would give us

the most accessible up-town depots possible,

and any points from Broadway to the Brighton
House could be made available for freight de-

pots, leaving ample room for a double' track

throughout the entire line. The natural con-

comitant of this movement would be the

dredging of Mill Creek and the formation of

a safe harbor which the widening of the

bridge-spans at its mouth—rendered possible

by the accomplishment of this project—would
make available.

The control of so important a link in our
communications should remain vested in the
city. It would require hut slight alteration of

the charter of our projected Southern Kail-

road—regarding this as the terminal connec-
tion—to place the whole matter in the hands
of its trustees.

My object here is simply suggestion. I will

not attempt to elaborate a plan nor to argue
in its favor. I submit that such an improve-
ment, if accomplished, would be of more
commercial advantage to the city than could
an avenue, however beautiful. H. C.

Cincinnati Southern Railway.

As evidence of the feeling of the people of

Kentucky in relation to the grant asked for

by the Trustees of the Cincinnati Southern
Railway, of the Legislature of that State, to

enable the road to be built through Kentucky,
we print below the official reports of proceed-
ings of several meetings recently held in be-

half of the enterprise. The meetings were
held in sections remote from the proposed
route, and have, in consequence, a deep sig-

nificance.
' At a meeting of the citizens of Calhoun,

and the vicinity, in McLean county, Kentucky,
held at the Baptist Church, on Wednesday,
November 16, after very eloquent and able

speeches by C. B. Simrall, Esq., of Kenton
county, and Col. R. S. Bevier, of Logan
county, on the interests of Kentucky in the

Cincinnati and Chattanooga Railroad, it was
moved and seconded that our Senator and
Representative be requested to vote for the

passage of the bill through our next Legisla-

ture for granting the right of way through the

State for said road, under suitable charter re-

strictions. Said motion was voted upon and
was carried, there being only one dissenting

voice. J. C. Tousox, Chairman.
A. C. Tanner, Secretary.

At a large and enthusiastic meeting of the

citizens of McLean county, Kentucky, at Liv-

ermore, on Thursday, the 17th of November,
1870, after listening to the speeches of C. B.

Simrall. Esq., of Kenton county, and Colonel

R. S. Bevier, of Logan county, in favor of the

Cincinnati and Chattanooga Railroad, it is

"Resolced, That we indorse the resolutions

adopted at the Railroad Convention held in

Lexington, Kentucky, October 10, 1870, and
that we hereby instruct our Senator and Rep-
resentative to vote, in this Legislature, next
winter, in favor of granting a right of way
through Kentucky to the Cincinnati and Chat-

tanooga Railroad."

W. H. Hillsman, Chairman.
John' W. Belt, Secretary.

At a large meeting of citizens of Ohio
county, Kentucky, held in the Court house in

Hartford, on Friday, November 18, for the

purpose of hearing the speeches and argu-

ments of C. B. Simrall, Esq., of Kenton
county, and Colonol R. S Bevier of Logan
county, on the interests of Kentucky in the

proposed Cincinnati and Chattanooga Rail

road, on the motion of the Hon. H. D. McHenry,
the following resolution was adopted:

Resolved, That it is the sense of this meet-

ing that a fair charter should be granted to

the Cincinnati and Chattanooga Railroad,

and that we see no valid objection to the bill

that was pending before the Legislature last

winter, and we here express our hope that our

Senator and Representative will vote for the

bill, and we respectfully request them to do so

at the ensuing session of the Legislature."

The Western Iturn!—An Office Opened at
4- OlUfillbllS*

The prosperity of this popular Farm and

Family Weekly is unprecedented, and its sub-

scribers may now be found in every " nook

and cranny " of the great West. Its plan of

two offices, and two separate editions, at

Chicago, III., and Detroit, Mich , has proved

so satisfactory to all concerned, that a further

extension has been determined on. Com-

mencing with Jan, 1st, 1871, editions will be

published at Columbus, Ohio, and at Kansas

City, Mo. The offices will be opened at these

places about Dec. 1st. The Columbus edition

will be prepared with especial reference to

the needs of its subscribers in Ohio, and the

Kansas City edition designed especially for

those in the Stales of Missouri and Kansas.

A competent editor will reside at each place.

Each edition will contain all matter of gene-

ral interest that appears in either of the others,

while each will give, also, much matter, such

as markets, etc., of more particular importance

to the readers of each, as determined by their

locality and respective circumstances and

needs. It is only $2 00 per year.

Magni6cent Premiums are given for Clubs

of subscribers, from Two to Two Hundred.

Clubs can be raised in' every village, school,

district or neighborhood. Write for Premium

List. Specimen numbers sent/ree. Address

H. N. F. Lewis, Publisher, at either Chicago,

III., Detroit, Mich., Columbus, O., or Kansas

City, Mo.

Pittsburgh, Ft. Wayne & Chicago Rail-

road.—We are indebted to Commissioner

Wright, of Ohio, for the following statement

of condition and operations for the year end-

ing June 30, 1870:

Total capital stock, all paid in, $10,714,-

285 74; increase since June 30, 1869, $8,214.-

285 71; total funded debt, $13,633,000 ; float-

ing debt, $18,229 62; decrease of floating

debt since June 30, 1869, $79,863 65 ; total

debt and stock, $33,395,515 33; total cost of

road and entire equipment up to June 30,

1870, $24,685,255 20; length of main line,

468 3-10 miles ; length of branches, 35 miles
;

length of single track in Ohio, 251 3-10

miles; length of branches, 14 4-10; sidings

and other tracks, 68 3-10 miles. Total length

of track in Ohio, 334 miles. There are on

the road 221 locomotives, 119 passenger cars,

54 express and baggage ears, 3,334 freight

cars, and 56 other ears. There were carried

during the year 1,857,949 passengers, at an

average rate of 2 7-10 cents per mile, and

717,694 tons of through freight, and 910,622

tons of local freight, at an average of 1 1-10

cts. per ton per mile. The earnings from pas-

sengers are $2,019,218 03; freight, $4,697,-

55149; mail, $93,900; express, $132,241;

other sources, $106,702 74 ;—total, $7,649,-

542 26. Total operating expenses for the

year, $4,325,906 61 ; net earnings, $3,323,-

606 65. Total receipts from all sources, $7,

649,513 26; total operating expenses, and all

other payments, $7,415,925 71 ; balance, $233,-

587 55.
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Condensed from the report of the State Hail-

road Commissioner:

CINCINNATI HAMILTON & DAYTON RAILROAD.

Capiial stock, 13,500,000 ; amount per mile

of road, §58,333 33. Funded debt— 1st mort-

gage bonds, §1,250,000; 2d do., §500,000; 3d

do° §282,000; total, §2,032,000. Decrease

floating debt since June 30, 1869, §326,050
;

amount debt per mile of road, §33,866 66;

total amount stock and debt, $5,532,000 ; total

amount stock and debt per mile, §92,200.

Cost of construction, §3,974,404 73 ;
cost of

right of way and real estate, §339,180 34;

cost of equipment, §995,750 96; total cost,

§5,309,336 03; cost per mile, §88,488 93.

Length of road in miles (single track,) 60;

length of double main track, 12 3-20; length

of sidings and other tracks, 17-; miles in dou-

ble gauge, 87. Total length of iron, 176 3-20.

Wooden bridges, 15; locomotives, 33
;

pas-

senger cars, 32; express and baggage, 13;,

freight cars, 426; other cars, 46; persons

operating road, 728.

Rate of motion allowed passenger trains is

not limited; average rate including stops is

28 miles per hour.

Highest rate per mile for shortest distance

passengers are carried, viz.: 1 mile, 30 cents;

for less than 5 and more than 15 miles, 5

cents; more than 15 and less than 30, 4

cents; more than 30 and for all other distan-

ces through and otherwise, 3J cents.

1st class. -2d. 3d. 4th.

Highest rate per ton per

mile for shortest dis-

tance freight is carried

(in cents)...; 20 16 12 10

For more than 15 and
less than 30 miles 7 6$ 4| 4

For more than thirty

miles 5 5 4£ 4

Through rales. 4i 3 7-10 3 14-5

Passengers carried, 735,017 ; 'tons freight,

419,350; cords wood consumed, 15,581; tons

coal, 3,435.

Paasenger earnings through... §82,324 07

Passenger earnings, local 338,106 28

Freight earnings, through 150,998 04
Freight earnings, local 355,647 47

Mailearnings 8,750 00

Express earnings 14,851 39
Other earnings, (rent of track,

etc.) 244,397 71

Total §1,195,074 96

Operating expenses 648,273 67

Net earnings §546,801 29

Taxes paid—State, §44,236 70; national,

§13,185 74. Animals killed—horses, 2:

cows, 7 ;
amount paid for them, §235. Acci-

dents—persons killed, 5; injured, 4. The
road is all ballasted with gravel and fenced.

Officers—President and General Superin-

tendent, Daniel McLaren; Vice President,

John Young; Secretary and Treasurer, F. H.

Short, all of Cincinnati ; Assistant Superin-

tendent, Lewis Williams; General Ticket

Agent, Samuel Stevenson
; General Freight

Agent, Lafayette Devenny.

CINCINNATI, RICHMOND 4 CHICAGO RAILROAD.

Capital stock, §382,600 ; amount of stock per

mile of road, §10,627 75; funded debt, first

mortgage bonds, §560,000 ; second mortgage
bonds, §65,000; floating debt, §22,394 89;
increase of floating debt since June 30, 1809,

$20,305' 39; total debt, §647,394 89 ; debt

per mile of road, §17,983 18; total stock and

debt, §1,029,994 80; total stock and debt per

mile, §28,610 95; cost of construction and
right of wav, $826,733 29; cost of equipment,

$120,451 98; cost of other items, $700. To-
tal cost, $947,885 27. Cost per mile, $26,-

330 15. Length of line in miles, main, 36;
branch, (leased,) 6; total length of iron in

Ohio, 38.55; number of bridges in Ohio,

(wood,) 22; number of locomotives, 6 ;
num-

ber of passenger cars, 3 ; number of express

and baggage cars, 3 ; number of freight oars,

61 ; number of other cars, fi ; number of per-

sons operating road in Ohio, 63.

Highest rate per mile for shortest distance

passengers are carried, 10 cents. For more
than 6 and less than 15 miles, 5 cents. More
than 15 and less than 30, 4 cents. For
longer distance and through rates, 3J cents.

Class 1st. 2d. 3d. 4th.

Highest rale char'd

for freight per ton

per mi'le for short-

est distance car-

ried 20 16 12 10

For more than 15

and less than 30
miles , 7 65 4j 4

For more than 30
and lesB than 50
miles 5 5 4£ 4

For more than 50
and less than 100
miles 5 5 i\ 3J

For whole length

main road in Ohio 5 5 4 1-6 3J
Through rates 4J 3 7-10 3 1 8-10

Number passengers carried, 69,472; num-
ber tons freight carried, 35,670; number
cords wood consumed, 3,311.

(through.... §2,534 93
ln Ss {local 50,168 82

„ . .. . (through.. 1,588 81
Freight earnings

[ Xoc&x
°

46,655 46

Mail earnings 3,600 00
Express earnings 3,186 99

Other sources 225 36

Passenger earnir

Total §107,960 37

Operating expenses 83,074 90

Net earnings §24,945 47

Taxes paid in Ohio, §3,656 88 ; taxes paid

in Indiana, $182. National taxes, $1,393 42.

Animals killed, 3; amount paid for them,

$171 02; persons killed, 1.

The road is all ballasted with gravel.

The American Express Company runs

upon the road, paying §60 per week for 24,-

000 pounds, and 16 cents per 100 pounds ex-

cess.

Officers.—President and General Superin-

tendent, Daniel McLaren, Cincinnati; Secre-

tary and Treasurer, F. H. Short, Cincinnati;

General Ticket Agent, Samuel Stevenson
;

General Freight Agent, Layfayette Devenny.

CLEVELAND, COLUMBUS, CINCINNATI & INDIAN-

APOLIS RAILROAD.

Capital stock, §11,620,000; amount of stock

per mile of road, $29,718 67; proportion of

stock for Ohio according to miles of road, §9,-

123,631 C9. Funded debt— First mortgage
bonds (sinking fund,) §1,999,000 ; second

mortgage bonds (B. & I.,) §651,000; second

mortgage bonds (C, C. & C.,) §350,000; total

$3,000,000. Increase since June 30, '69, $1,-

003,000. Amount of debt per mile of road,

§7,672 63; proportion of debt for Ohio accor-

ding to miles of road, §2,355,497 41 ; total

stock and debt, §13,620,000 ; total stock and
debt per mile, §37,391 30; total stock and
debt for Ohio, §11,479,129 10; cost of road

and equipment, $12,160,030; cost of road
and equipment per mile, $31,102 12; propor-

tion of cost for Ohio, §9.548,350 84. Length
of line in miles, main, 341 ;

branch (Spring-
field,) 50; length of line in Ohio, 257; length

of double main track, 18; length of sidingB,

etc., 46; length of double gauge, 18; total

length of iron in Ohio, 389 Number of
bridges, wood, 23; number of bridges, iron,

2; number of bridges, stone, 8 ; number loco-

motives, 87; number passenger cars, 47;
number express and baggage cars, 20; num-
ber freight cars, 1,455; number other cars,

13. Number persons operating road in Ohio,

1,750. Highest rate of speed allowed pas-

senger trains when in motion, miles per hour,

35; average rate, including stops, 30; rate

per mile charged first class passsenzers (in

cents,) 3£ ; rate per mile charged second
class passengers (in cents,) 2§; rale per mile

charged third class passengers (in cents,)

one.

Bate for freight per mile per ton for all dis-

tances in Ohio, in cents, (first class,) 5j; rate

for freight per mile per ton for all distances

in Ohio, in cents, (second and third classes,)

3 7-10; rate for freight per mile per ton for

all distances in Ohio, in cents, (fourth class,)

?>\ ; rate for freight per mile per ton forall

distances in Ohio, in cents, (fifth class,)

three. Through rates for first class, 3f ; sec-

ond class, three; third class, 2J- ;
fourth class.

If; fifth class, H. Passengers carried, 583,-

694; tons of freight carried, 831,644; cords

wood consumed, 78,440; tons coal consumed,

415.

Passenger earnings, through §354,287 00

Passenger earnings, local 499,526 20
Freight earnings, through 1,050,760 22

Freight earnings, local 1,113,900 23

Mailearnings 61,993 00

Express earnings ,, 78,919 56

Other sources 72,723 43

Total §3,232,109 64

Operating expenses for the year.. 2,173,650 29

Net earnings §1,058,459 35

Taxes paid in Ohio, §85,497 15; in Indi-

ana, §10,961 84; national taxes, $67,486 47.

Persons killed in Ohio, 16
;

persons injured

in Ohio, 8.

The road is ballasted 20 miles with stone,

and the remainder with gravel. The entire

line is fenced.

The American Union and United States

Express runs upon the road; also the follow-

ing freight lines : Merchants' Despatch, Em-
pire Transportation Company, Union Star

Line, White Line, Central Transit Company,
South Shore Line.

Officers.—President, L. M. Hubby, Cleve-

land ;
Vice President, Oscar Townsend, Cleve-

land ;
Secretary and Treasurer, Geo. H. Rus-

sell; Engineer, F. Ford; Superintendent,

E. S. Flint; Auditor, A. Ely, Jr.
;

General

Ticket Agent, T. F. Pierson ; General Freight

Agent, L. Hills.

CLEVELAND 4 MAHONING RAILROAD.

This road extends from Cleveland to

Youngstown, and is leased by the Erie Rail-

road Company. Capital stock, §2,056,750;

amount stock per mile of road, (75 miles,)

$27,423 33. Funded debt— 1st mortgage

bonds, §827,000; 2d do., §100; 3rd do.,

§654,500; Hubbard branch bonds, §127,500.

Total, §1,609 100. Less in sinking funds,

§323,600 ; decrease of funded debt, $43,000;

amount debt per mile of road. §17,140; total

amount stock and debt, §3,342,250 ; do. per

mile, $44,563 33; cost of construction,
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$3,147,934 24 ; do. per mile, $41,972 45.

Length of road—main line, 67 miles; Hub-
bard branch, 8 miles.

Officers—President, Joseph Perkins, Cleve-

land ; Secretary and Treasurer, George My-
gatt, Cleveland.

This road is leased for ninety-nine years,

for $274,272 per annum, in monthly install-

ments in advance of $22,850.
The company paid during the year, two

dividends of 3£ per cent, each, amounting to

$143,972 50; paid government tax on same,

$7,577 50. Total, $151,550 Paid interest

coupons, within the year, $88,248 82; paid

government tax on same, $4,644 68. Total

$92,893 50. Paid of bonded debt, $43,000.

Total amount paid during year, $287,443 50.

NILES & NEW LISBON RAILWAY.

This road extends from Niles in Trumbull
county through New Lisbon, Columbiana
county. It is completed from the former

place to a point two miles below the latter,

and is thirty-eight miles long. Capital stock,

$500,000 ; funded debt (first mortgage bonds,)

$500,000; floating debt, $18, 942 54; cost ot

road and equipment, $568,044 08 ; bridges

(wood,) 3; persons operating road, 10; ani-

mals killed, 4.

Rate per mile for shortest distance passen-

gers are carried, 5 cents ; for over 5 miles, 4 J

cents.

Highest rate per ton per mile for freight

—first class, 15 cents; second class, 12 cents;

third class, ID cents. New iron laid during

the year, (miles,) 25
,
passengers carried, 19,-

117; tons freight, 38,000.

Passenger earnings $9,558 70

Freight earnings 28,519 52

Express earnings 403 85

Total $38,482 07

Operating expenses 20,804 18

Net earnings $17,677 89

The Merchants' Union Express Company
runs on the road and pays 25 cents per 100

lbs National and Slate taxes, $455 65.

One-fourth the road is fenced.

Officers.—President and Treasurer, O. H.
Andrews, Youngstown ; Secretary, Ben. Cun-
ningham, New Lisbon; James M Bond,
Youngstown, Superintendent, C. W. Bradley,

Niles.

Separation op Wool Fiiibe.—The wool

fibre of old rags and carpets, made of a com-
bination of wool and cotton, or linen threads,

can be separated by the use of metallic chlor-

ides or sulphates, the chloride of aluminum
being the most available. To obtain the lat-

ter, 100 pounds of the sulphate of aluminum
is dissolved in 100 gallons of hot water; on

adding to this solution 50 pounds of common
salt, a chemical change produces sulphate of

sodium and chloride of aluminum. After

the rags have been saturated with a solution

of chloride of aluminum, the excess of liquid

is drained off and the material heated to about
200° F. The chloride of aluminum is de-

composed during this process, and the volatile

products acting on the cotton or linen decom-
pose it, while the animal fibre remains un-

changed, and on being rubbed up or carded

the vegetable matter is separated in the form

of dust. In some cases it is found to be

more effective to first immerse the rags in

a strong solutiou of sulphate of aluminum,
and then place them in a saturated solu-

tion of common salt, which is boiled until

the decomposing or rotting process is com-
plete.

—

Economist.

The Pacific Railways.

The annunl report of the Secretary of the

Interior makes the following allusion to the

Pacific railroad enterprises:

The subscriptions to the stock of the Union
Pacific Railroad Company amount to $33,783,-

000, of which $33,762,300 has been paid. The
total receipts of the road for the year ending
June 30, 1870, were $8,344,367 08 ; expenses,
$5,649,573 55; net earnings, $2,694,797 63.

The entire cost of the road at that date was
$108,722,130; the amount of indebtedness of

the company, $76,480,698 61, of which $27,-

236,514 were for United Slates bonds. A
copy of the consolidation articles of the Cen-
tral Pacific Railroad has been filed in this

Department. Slock to the amount of $48,-

400,100 has been subscribed, and $48,378,740
paid. The receipts from the transportation

of passengers and freight for the year ending
June 30, 1870, $6,070,172 ; expenses, $3,542,,

212; net earnings, $2,527,690. The indebt-

edness of this company amounts to $67,079,-

730, of which $27,851,000 was to the United
States.

Theslock subscription of the Central Branch
of the Union Pacific Railway is $1,000,000, of

which $9sO,60O has been paid. The expenses
on account of road and fixtures have been
$3,723,700. Stock of the Kansas Pacific

Railway to tr.e amount of $5,072,500 has

been subscribed and paid in. The indebted-

ness of the company is $18,462,350, of which
$6,303,000 was to the United Stales. The
cost and construction of 533 miles of main
line is estimated at $26,000,000. The ini-

tial point of the Pacific Railroad is near
Springfield, Mo. Fifty miles are now com-
pleted, at a cost of $2,769,840. The com-
pany has issued bonds, secured bv mortgage
on its lands, to the amount of $3,000,000 The
amount of stock of the Sioux City &, Pacific

Railroad already subscribed is $3,470,000, of

which $1,788,000 has been paid. The cost of

the road is $4,644,432; indebtedness, $5,044,-

320. At the close of the last fiscal year the

amount ot subscription stock of the Southern
Pacific Railroad was $1,800,000; actually

paid in, $280,000. It has contracted for the

purchase of the San Francisco & San Jose
Railroad for the sum of $2,770,000 gold, pay>-

ment to be made and possession taken by the

31st of December next.

The Northern Pacific Railroad filed maps
designating routes of road. Instructions

were thereupon issued for the wilhdrawal in

Wisconsin, Minnesota and Oregon of odd
numbered sections of land, to which adverse

rights had not attached, within twenty miles,

and in Washington Territory south of the

Seattle, of such sections within forty miles

each side of the road.

The Union Pacific Railroad Company,
southern branch, now the Missouri, Kansas &
Texas Railroad Company, the Kansas & Neo-

sho Valley Railroad Company, and the Leav-

enworth, Lawrence & Fort Gibson Raiiroad

Company, were fully heard in the right of

their respective companies, to construct rail-

roads from the southern boundary of Kansas
through the Indian Territory. I also consid-

ered the objections of representatives of cer-

tain Indian tribes, through whose lands the

projected lines of road would pass. After a

most careful examination I reached the con-

clusion that the existing laws and treaties

authorized the construction of one railroad

on certain conditions, which neither company
had then performed. On a subsequent hear-

ing it was shown that the first named compa

ny had completed its road to ft designated
point on that, boundary, and I hold that it was
entitled to extend its line through said terri-

tory.

Change in Railroad Officials —At the

annual election of officers of the Cincinnati,

Hamilton and Dayton Railroad Company,
held in May last, Mr Lafayette Devennv. who
for two years past had occupied the office of

General Freight Agent, declined re-election,

but consented to serve in that capacity until

the appointment of his successor, which has

been delayed until the present time. Mr. J.

R. Reed, who for some eight or ten years

prior to the election of the present incumbent,

filled the position, has been tendered, and has

accepted his old place—which, by the-way, he

was compelled to vacate by reason of declin-

ing health. He will commence duty on the

1st proximo.
In severing his connection with the Com-

pany. Mr. Devennv will be accompanied with

the sincere regrets and earnest well wishes of

the hosts of friends he has made during his

term of office among his associates in both

railroad and commercial circles. Under his

management the freight business of the road

has largely increased, especially during the

past six months.

Mr. Reed, the incoming General Freight

Agent, is thoroughly familiar with the ardu-

ous duties of the position, and is well and fa-

vorably known by our prominent business

men, and highly esteemed in the railroad

world.— Com.

—The following is the official statement of

the land department, Union Pacific Railroad,

from July 28, 1869, to October 4, 1870: The
Union Pacific Railroad sold 240,344 19-100

acres, for which they received $1,106,049 32,

or an average of $4.60 per acre. The com-
pany cancelled $618,000 of their land grant

bonds, received in payment, for their lands.

The trustees hold $400,000 in settler's notes,

secured by mortgage on land sold, and $50,-

000 in cash, to be appropriated to further

purchases of land grant bonds. The Union
Pacific Railroad have 11,750,000 acres of

land remaining unsold.

Organic Matter in Water.—Dr. Heisch
being informed by a lemonade manufacturer
that he had suddenly found it impossible to

make an article that would keep, experimen-
ted upon the water used, and found that a
few grains of pure sugar would cause it to be
filled in a few hours with small spherical nuc-

leated cells. It turned out. that the water had
been slightly contaminated with sewage. A
minute quantity of sewage water to a sugar
solution, soon brought forth similar cells.

Filtration through the finest paper would not

remove the germs, nor would boiling for

half an hour destroy their vitality. Filtration

through animal charcoal, however, removed
them.

To Clear a House of Vermin—"Bur-
leigh," of the Boston Journal, says : "I tell

you ladies a secret that may be worth the

knowing—a new way to clear your house of

vermin has been found. So complete is the

remedy that men offer to rid premises of
these pestilential nuisances by contract.

The article is sold under the name of French
green, and other high sounding names, but

the article is dry green paint. Six cents

wcrth' used about any house will clear the

kitchen and all the surroundings.
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Tile Suez fanal.

Durir.nr the excitement of the war in En-
rope the Suez Canal has heen lost sight of in

the newspapers. Even M Lesseps himself

the engineer, has been more interested in the

passage of the Empress Eugenie from Pans
to England than in the passage of ships from

the Mediterranean to the Red Sea. It was
his presence of mind which secured her es-

cape from the Tuilleries ; and we hope that

he and all the world will soon be enabled to

turn from the casualties and misfortunes of

war to the more profitable and agreeable

themes and pursuits of peace. Meanwhile
the canal has heen quietly doing all the work
which had offered. This was not so much as

the stockholders could desire, as the season

of the year and the interruption of the war
very sensibly diminished trade. It is now ad-

mitted that the canal must prove a success

for the commercial world, and at, no distant

day for an enlarged circle of owners. The
canal has been dredged, wherever necessary,

through its whole length. The minimum
depth is now twenty-two feet, except at one
point where it is only twenty-one. The great-

est, need now is, th it the channel should be

widened, so that steamers can pass each other

wilh ease. At present vessels are compelled

to wait at ridings Hetween the banks of

sand and marl, the canal is said to resemble

a single line of railroad, in a deep cutting,

flooded with water. But, even an English

critic now admits that the widening of the

canal is only a question of time. It is evi-

dent that the whole of the richer trade be-

tween Europe and the East will use the canal,

and so will all the American trade, except
that with the Pacific coast. As trade finds

its way through this channel the necessity of

converting the canal into a wide and perma-
nently quayed river must force itself upon the

commercial nations. The banks of the canal

seem firm, and there are no signs of the drilt

which was apprehended.

The traveler from whose narrative we draw
the above facts, passed through the canal in

September in the British steamship Nestor.

The vessel is of 1414 tons, is 840 feet long,

and drew nineteen and a half feet of water.

The Nestor, in addition to her own steam
power, was pulled by a tug, by aid of which
the head of the large stearrer was kept to her

course. The u Bitter Lakes" have now be

come a large sea, swarming with fish. These
animals, whose convenience was never con-
templated by M. Lesseps, find their way to a

new resort, toll free, and without the aid of

pilots. The place which was of late merely a

depression in the desert, now returns to what
was probably its earliest condition.

The Nestor passed through the eighty six

miles of canal in about fourteen hours, and
at a cost, including tug, and pilotage and
tolls, of less than £700. It is estimated that

about 8,00U tons a day must pass through the

canal, at a charge of ten francs per ton, in

order to pay the shareholders a moderate in-

terest—say five or six per cent—and to pay
for repairs and maintenance. Eight vessels

of l.OUU tons would to this; and certainly

there can not be much doubt that the passage
of vessels each way must amount to five or

six at least. Time will show, we judge, that

by some means or other the Suez Canal, the
latest wonder of the world, will be kept up.

It may indeed convert the desert which it

traces into a populated district. Alreadv Is-

mailia is said to excel Alexandria in attract-

iveness and convenience.

—

Public Ledger.

The Northern Pacific Railroad Route.—
Professor Davidson, at a recent, meeting of

the San Francisco Academy of Sciences,
stated that his observations up the northern
coast of California did not sustain the often

repeated assertion as to the moderate snow
fall on the route of the North Pacific Rail-

road. He quoted from official records the

fact that, in Snoqualamie Pass, through which
the survey passes, a tree stump stands sixieen

feet high, which marks where a tree had been
felled with an axe when the snow was thir-

teen feet deep, the chopper standing on the

top of the snow crust. Professor Davidson
also staled that General Isaac J. Stevens,

who, in 1H55, made a reconnoisance of the

route, and asserted the mildness of the cli-

mate, went over the country in the summer,
and personally knew nothing of the aspect of
the passes in winter.

RAILBOABGAZETTE.
Tlie Railroad Man's Paper.

TNews & Operation,
Engineering,

\ Reports,
Management,

13 1 Advertising.

Illustrated]
Weekly
Quarto
Journal,
£4 Pages.

A. W. KELLOGG, Publisher,
Teems. S3 pe:- Annum.] 101 Washington St., Chicago.

E^~ WilLbeFbur Dollars after January 1, 1S71._^3

THE FZIUX OF WM. J. YOUNG & i'O.

Mathematical Instrument Makers, consisting of Wm. J.

Youno and Oiias. S. Hkllf.r, wan dissolved shortly be-
fore the death of Wm. J. Young. The undersigned, the
late partner of paid firm (who whs with Mr. Young con-
tinuously fur Fifteen Years, will continue in the same
line of business, at No. 33 North Seventh street,
Co-r. ofGilbert.

CM AS. S. HEILLEK.
Philadelphia, August 1, 1870. 29-9-70, 27

GET THE BEST.

IBM'S IIUIIIHI lICTillUT
10, iO Words and Meanings not in oilier Dictionaries.

3000 Engravings. Ij-40 pages Quarto.

Glad to add my testimony in its favor,

frest. Walker of Harvard-]

Every scholar knows Us value.

j

-l" 11. Prescott, the Historian.]

T\ he most complete Dicti na y of the Language.
1 [Dr. Dick, of Scotland.]

The test guide of students of our language.
[John G.WMttier.]

He will transmit his name to latest posterity.

[Chancellor Kent.]
Etymological parts surpasses anything by earlier laborers.

[Qeorire Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Etihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.

J

Sso far as 1 know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthoepist.]

A necessity for every intelligent family, student, teacher
and professional man. What Library is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary,'jnat the thing
fortbe million.

—

American Educational Monthly.

Published by G. &. C. MEKRIAM, Springfield, Mass.

Sold by all Booksellers.

Le Van's

lupvei Governor,
WITH

BALANCE VALVE COMBINED.

Warranted to give entire satis-
faction. One will be sent to
any responsible party on
SO days' trial to be re-
turned at our ex-
pense ifnot as
represented.

Price List and Photojrraphs sent
on application.

"W, Barnet Le Van & Co,

& E. cor. 2Uh and Wood Sts.
Philadelphia.

30 6 70,70.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THSODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, Ac,

67 W. Sixth St., Cincinnati, O.

Cir^ularssentfree. Established 1833.
19-.1.70. 18

TjBWIH J. BIOKNEK,

Successor to

BIcBAlTEI, * HORJfER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, ltclaware
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THE PALACE DAY AND SLEEPING COACHES
OK1 THE

Erie and Atlantic & Great Western Railway
A. re the Finest in Use on this Continent!

IM'k'iitallottt VAE»V Oit" 'M'lliE ItiiOAif SiiAlitcE 4*Ajl.A*-E CWAtiiiES.
These ssBjpcD'h Coaches, fewiSt peculiar to the SSroad Gauge, are

attacked t® the 9:-45 P. M. Express daily at Cincinnati, running
THROUGH TO MEW "KORBi. WITHOUT CHANGE. Conductors ac-
companying these Coaches through to New York.
Ticket ©Sices ; 8© W. 4th St., Wo. 4 Burnet House and 115 Vine St.

W. B. Shattac, Gen'J Southern Agf., Cincinnati, O.

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

SUCH A3

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, cfa.

W. T. HILDRTJP, Treasurer.

Hawkins- Berth el & Burrall,

BUILDERS OP

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridges, Roolg and Turn Tables. Cor-
rupated Iron Doors. Shutu-rs, and Iron Buildinir ma-

terial generally. Contrartors for Firm", Docking,
and General Railroad Work.

Main St., Springfield Mass,

AMERICAN

F. Uartkhtt. Ceo P H«rthvl. W, II. Bu

The undersigned are now ready to contract for the
delivery of HAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
431W:ilmU St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Cliesuut St.,PIIIl,ADELPHIA.

2-'21-3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Rail,
Now fully demonstrated to be tbeTRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must, bear the signature of either the President,

Vice-President, Superintendent or Engineer.

JS. E. BOOTH & CO.,
Rochester, US. Y.

HAYEK & AEEEKT,
72 Broadway, ST. Y.

GRAND SCENERY!
©•QUICKEST ROUTED
S@ Miles in Distance Saved

BaStsmore&Ohso R.R.
—TO—

BALTIMORE,
PHILADELPHIA

,

NEW YOIiK, and

BOSTON,
WITH TnE PRIVILEGE OF GOING TO

W^SIi JNGTON

ISO CHANGE OF OARS
From Cincinnati PQlti'innva ani' but ON K

orColumhus to AJCt-i. W.I11U.L O CI1ANGB
J'hilad' Ipfiia and Xetv Yorfc.

Ask for TICK RTS and
KAUOAtib. CHECKS vi .Baltimore & Ohio R,R,

J. L. WILSON. Muster of Transportation.
L. M.OOLK, General Ticket Agent.
S. li GIliS'JN, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Curs.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jfffereoii City, and all points on tbe Lower Mis-

sissippi River, and on the the lupoid
Central Railroad.

TRAHIffS RUIV AS FOLLOWS
St. L^uis, Evrtusville and Cairo
Mall 7:15 A M. 10:55P.M.

Osgood Accommodation.... 3:10 P. M. 8:45 A. M.
ThrnuL'h Weittern Express 5:11" P. M. 8:30 P. M
Night Express 10:20 F. M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

rennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply »t Offices, 132 Vino
Street, Corner Front and Broadway ; and at Depot, Fuot
Mill Street.

E. fl. BONDURANT. Superintendent, Cin.O.
C.E. FOLLET,Gei;'lTicli't Ag't, St. Louis, Mo.

niicuiu bacse ui thus
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents;

Wilmington. Delaware, or
CI*AS. BOtKUS A CO, Hoatoih, Jia^.

2-12-9, 52

THE LOBDELL

CAR-WHEEL.TIRE ft MACHINE
COMPAST,

WILMINGTON, DEL.
Established in 18:16.

Allkinds ofEailroadMachinery
GKOR0EO LOBDELL. President

P. N.BRENXAN, Treasurer.
WM. W. LOBDELL. Secret!.!*

12-5-70 ,52
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ERIE BAIIUWAY.
1400 MILES under 860 MILES withoct

One Management. Change of Coaches.

BROAD GACGE, DOUBLETRACK ROUTE

new yobk,~ boston,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia., Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 025 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER R0UTL
TWO EXPRESS TSJAIKSBSAIR/ST

Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. Jf., CINCINNATI EXPRESS,
(Sundays ixcepted.) Arrive Day ion 9.10 A.

M.; Urbane, 10.29 A. M ; Galiou, 12 57 P.M.;

I Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine).' (Sleeping Coaches through to

New York); Akron, 4.26 P.M.; RanveDna,

j 5.10 P. M.; Meadville, 8.00 P. M. (Supper)

;

' Susquehanna, 7.65 A. M. ( Breakfast) ; Tur-
'

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

' land; at Elmira for Williamsport and the

[
South; at Binghampton for Cooperstown,

i Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. W.; Urbana,

ill 25 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. MT; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

[ ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

^"morning trains for Boston and N.England
cities.

New and Improved Coaches of the style peculiar to the
Broad Gauee. arranged for both Day ami Night Travel,

ars attached to this train fit Cincinnati and run through to

Ne* York, forming the Only Line running Lhrough
S60 Miles without Change.

Boston and J'ew England Passengers,
vvtth (heir Baggage, are I ransferredFREE
OF CHARGE in New York.

Try The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hiTd S'reet. New York, thus enabling parsengers to reach
he t? per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.

TT~p The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, vill And in its ever chunking landscapes sub
tcts of continual admirati' n and interest

Bajyg'ag'eOIieelt'cl TliroiigfH
And Fare always as Low as by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he ohtaired at the Company's Offices in Cin-

cinnati, 8U West Fourth Street. 115 Vine St., 4 Burnet
3- use, anil foot of Broadway, (Spencer lit, use Block),
and at all principal Ticket Olives in the South and
S„uth-weat. ffM. R. BAKK.W B. NHATTrC, Gen'. Pasf'r Ag't

©f aeraJ 3 mthern Agent.

Best Route to Si, Louis and Chicago

NDIAJSAPOLIS,
CINCINNATI

LAFAYETTE
1

RAILROAD
Gr-HThrough Passenger Route from CINCINNATI to

.LOUIS.
c hic A.ao,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Dea Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

3t?The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1P69, TRATNS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20 am 12-.4" am
St Louis and Springfield Express... 2.40 pm 7 35 am
:; St. Louis and Springfield Express. 1"2() pm 3.42 pni

Lawrenceburg Accommodation 10.11} am 2.35 pm
Lawrenceburg Accommodation 4.1:0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6 50 pm o.30 pm
Harrison Accommodation... 5.30 pm 7.10 am

ThroughTiekets can be obtained atthe Burnet House
Office,cornero! Third and Vine ; River Office, corner of
WalnutStreetand River; and at Depot, cornerof Plum
and Pearlstreets. The splendid Passenger Depot of the

I. &. C. Railroad is about a mile neaiertl.e businesscenter
of the city than the Depot of any other railroad, and with-

in a few squares of the Fostofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON,Superintendent.
F. B. LORD, GeneralTicket Agent.

Cincinnati* Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as foliowb:

DEPART, ARRIVE.

Eastern Express (Erie Railway). 7:00 A.M. 6:30 P.M.
do do do .. 9:45 P.M. 7:00 A. M.

Toledo, Detroit & Canada 7:15 A. M. 10:25 P. M-
do do do G:30 P. M. 7:00A.M.

Lima. Fort Wayne &- Chicago 7:15 A. M. 10:25 1'. M-
do do do .... 2:30 P.M. 5:40 P. M.
do do do ... (5:30 P. M. 7:30 A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield A ccommodntion 2:30 P.M. !0:teOA. M.
Sandusky, Cleveland & Buffalo.. 6:30P M. 10:20 A. Id.

MuncieJi Indianapolis .-. 7:15 A.M. 10:25 P.M.
do do 5:C0 P. M. 1:20 P.M.

Hamilton, Eaton & Richmond.., 7:lo A. M. 10:25 P. M.
do do do. ... 5:00 P. M. l0:20A-M.

Hamilttn Accommodation 9:30 A.M. 8:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
iatitime.

For all information and throughtickets, please apply at
tieold office, south-eas'. cornerof Broadway and Front; Bur-
net House Office, corner Vineand Bakerctreets.and at the
respective depots. Easi Fmnt and West Sixth streets.

D. McLAREN, Gen'l Superintendent.
SAM'LSTKPHEfcSO^Gen'lTick'tAg't,

Omnibuses call for passen-..ers

The Old And Reliable Route.

Through to PltUburs without Clinnee.

The PITTSBURG, FOKT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Himillon &
Dayton, and Little Miami Railroads, still cnnt : riue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia, Baltimore! New York or Bobton,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

•hippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SII1NN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE 4 CINCINNATI

LINE

On and after June 13, trains will run as follows :

mifk e> J-iXPKI-.SS Wave* Cincinnati 7.20 A.
1™ "• <9m M. Daily (except Sunday*). Stops regularly
at Walton, Ellistun, Sparta, Liberty, Wunhville, Canip-
bell&burg, Lagrange. Pewee Valley, Anchorage; when
flagged, at South Coviiigti n, Maurice, Independence, Bank
Lick, Verona, Zion. Glencoe, fcagle, C'arrollion, Sulphur,
Pendleton ; arrivtsatL uisville 12.G5 P. M.

l^Jrf* it SOUTJIJEKW FAST U>E lea v. j

1% %J 9 \P Cincinnati at 1.20 P. M. Dr^.y (except
Sundays). Stops only at Walton, Worlhvule, and La-
grange; arrives at Louisville 5.20 P. M.

lWrf* 5^ MAIL, leaves Cincinnati 5.00 P. M
1^8 U* O Daily (except i-uuday0. Stops regularly
at Walton, Jb.llist.-n, Glencoe, Sparta, L.berty. WortbvilJe,
Citmpiellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zion, Eagle, C&r ollton,
Pendleton ; arrives at Louisville 10.00 P. M.

TVA 1ft WIGHT EXPRESS leaves Cin
J.Htf» Xv cinnati at 11.15 P.M. Daily (except
Saturdays). Stops regularly at Worthville, Lagrange, and
when flagged, at Walton, Verona, hlliston,b lencoe, Sparta,
Liberty, Eatile, Cainpbellsburg, Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A.M.
lUr* No. 6 connects at Lagrange wiih the Lexington

Trains, arriving at Frankfort at 0.14: p. M., Lexington
7 45 P. M., QUICK TIME.

JtZFThe Best Route to the South. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R, R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easion
with the Lehigh. Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE "WEST.

Sixty miles and three hours saved by this line to Chicago,
Cincinnati, St. Louis, etc, with but one change of cars.

Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. m.— For Easton, Bethlehem, Manch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock
&c-
7:15 a. in.—For Somerville.

8:30 a in.—For Flemingtun, Junction, Stror.-lsburs
Water Gap, Scranton, Kingston. Piitston, Great Bend,.&c.
12 ill.—Fur Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrala, Liliz, Pottsville, S'cranton, Harrisburg. &c.
3:30 p. in.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. m.—For Somerville.

5:25 p. m.- For Somer?ilIe and Flemington.
6 p.m.- For Hasten and intermediatestations.

7 p.m.—For Somerville.

7:20 p. ni.—Emigkant—Stopping only at therrinci
pal stations.

9:00 p. m.—For Plainfield.

11:50 p. ni.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. in.

—

Western Express, daily, (except Sundays,)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects *t Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, <S:c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days.) for Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-
tionsto Scranion. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.—

W

esterk Express Train, daily, Tor Easton
Allentown, Reading. Harrisburg, fittsburjrh, and the West
—connects at Harrisburg with train for Williamsport, trie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:15., 8:30, 0., 9:20, 10:30, 11:40 a. m — 12 m , I:<0, 2:i0
3:00,3:30,3:45,4:15,4 30, 4:45,5:10,5:25, 5:45, 6:u0, 6:25.
7:00, 7:21,7:40, 8:- 0.9:00, 9:40. 10:45, 11:50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty st., N, Y.;
atNo. 1 Astor House; Nos. 254, 271. 520 Broadway ',tt

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKER^Superiniendfa'"
P- i**i.owm,Gen Pass. Agt.
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E. D. MANSFIELD,
T. WMGHTSON, -

A. J. HODDEH, - -

-
J-
Editors.

CINCINNATI, Thursday, Decembeb, 8, 1870.

Kfit mattycafc siccotD,

PUBLISHED EVERY THURSDAY MORNING,

By IJ'riffhfson <£• Co.,

OPJ'ICK-No. 167 Wnlnot Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A squareis the space occupied by ten lines of Nonpareil.

Onesquare, single insertion. £- 2(0
44 per month 5 00
" six months 15 00
*' pel-annum 25 00

' column, single insertion 7 (10

' ** per month 14 ('0

* * six months 55 00
" per annum HO 00

' page, single insertion 25 00
** per month 40 00
" six months 135 00

' " per annum 2-lu 00

Cards not exceeding four lines, S7 00 per annum.

WRIGHTSOIV & CO., Prupr's.

The North-western Railroads, in Connec-
tion with Cincinnati.

In another article, we have shown briefly

the connection of Cincinnati with the penin-

sula of Michigan, and with the great eastern

trunk lines. To the latter there is a necessity

for branch lines over the peninsula; and to

the former a necessity for these lines being

continued through Indiana and Ohio, to Cin-

cinnati, in order to bring in the trade of

the northern lake basin. In order to do this,

these lines must connect at Mackinaw. The

great problem is often slow in coming to in-

evitable conclusions. Perhaps this is a con-

sequence of the slow advance ot the great

waves of civilization. Years ago, the wri-

ter of this article sat down before a table

(on which was outspread a map of Ohio and

the Northern Lakes), and pointed out to his

friends Toledo at the northern end of Lake

Erie, and at itsjunetion with the Maumee, as

the site of a great city. Years after that the

village was but just begun. Twenty years

ago, it was only a respectable town. To-day,

Toledo has more than 30,000 inhabitants, and

will beyond all doubt be a large city of the

second magnitude. This is, in our country,

rather slow progress ;
but the question is set-

tled, and soon Mackinaw will also grow up to

a city. Around it roll the great inland seas

of the north, and from that point must be dis-

tributed all the trade of the northern lakes,

which is to go to Michigan, and a large part

of Ohio and Indiana, and thence over the

Southern road (when will it be?) throughout

the South. This is a necessity, an inevitable

part of the future, and were it put off half a
century it must finally come. If you doubt

this, look at Cleveland and Chicago. Cleve-

land has grown up with extreme rapidity, in

no small measure by manufaciuring the iron

and copper of Lake Superior. Clevelandwants
no railroad for this purpose, because it has
water communication the whole way and thus

has an immense advantage over Pittsburg

In Cleveland are made 80,000 tons of manu
factured iron, and 1,500 tons of copper. At
Mackinaw, the iron of Lake Superior would

be just as easily handled and manufactured as

the iron of Mahoning. But. we need not dwell

on this further than to say, that to Cincinnati

an early and direct connection with the great

central point of lake navigation is as neces-

sary as it is with Cleveland or with the South.

In these days, when ajjrailroad line of 1,000

miles is no longer, or more dilHcult of trans

portation than a turnpike of 50 miles was half

a century ago, we must not be afmid to look-

to distant points for trade and resources The
iron of Lake Superior is peculiar, and is actu-

ally at this time imported and manufactured

in the interior of Indiana. The pine lumber

of Michigan, and Canada is, as we observed

before, indispensable to Cincinnati.

Let us look at the connections of Cincinnati

with the North-west geographically, and see if

it be possible to connect northern central

America with Cincinnati in any other way
than by a direct railroad to Mackinaw. Sup.
pose we draw a straight line from this city

through Chicago, or the south end of Lake
Michigan, to the Saskatchewan valley, which

it will strike in the upper part of that valley.

This straight line, if it be possible, is, as we
all know, the utmost possible economy of dis-

tance which it is possible to accomplish by

railroad, and which in fact is rarely, if ever,

practicable. Now, that railroad would have

all of Wisconsin, the largest part of Minne-
sota, and the largest, part of the Saskatchewan
valley east of it and not reached. How are

you going to reach this immense, and, in

future times, wonderfully productive country?

If you look on your map, you will see all of

Wisconsin, all of the upper half of Minnesota,

and all the immense valley of the Saskatche-

wan, must seek some point on Lake Superior,

as the outlet of their trade and productions.

It matters not where that is, but once on Lake
Superior, the whole of this trade must pass

the straits of Mackinaw, and hence, if Ohio
and Indiana want to participate in this im-

mense north-western trade, far greater than

any which will go through Omaha, then the

point to be made is Mackinaw. Like Chicago
when it was unknown, like Toledo till very

lately, Mackinaw may be neglected or over-

looked, but its day is coming with absolute

certainty, and Cincinnati must connect her-

self with Mackinaw.

Pursuing this train of convictions, we may
add that the Northern Pacific Railroad will

be in all respects superior to the Union Pacific

for reasons which are now obvious to all who

examine the subject.

1. The Northern Pacific will be at least

1,000 miles shorter from the head of Lake Su-

perior to China than it is from the Mississippi

to the same poiut.

2. It passes through a far richer and better

country; so that the settlements on the line

of the Northern road will be made much more

rapid, and much more dense, so that the local

traffic on the road will in a short time be

much greater.

3. And, notwithstanding the road will be in

a higher latitude, the road is in a better cli-

mate. Those who want full information on

this subject may find it in the explorations

made by the Government.

4. The immense Saskatchewan valley to the

North must sooner or later be densely popu-

lated, because there is good land and good

clinialp there; that is for a northern climate,

where grass and small grain can be grown

abundantly. We see plainly, therefore, that

from the peninsula of Michigan, through Wis-

consin, Minnesota, Dakota, and the western

British Possessions, there must be, probably

at an early day, an immense population. We
see, too, that Lakes Superior, Huron and Erie

will be the great inland Beas which will bear

the great mass of this north-western com-

merce. Is there any necessity that all this

commerce should be borne off to New York

and Boston ? Not at all. On the contrary

a very large portion of that commerce, even

if it be carried to New York and Boston, must

ultimately find its terminus in the South.

—

Hence we come back to the ideas we have

always advocated, that there must be a south-

ern road for Cincinnati on one side, and a

direct line to Mackinaw on the other. Then

we should have the grand artery which con-

nects the northern lakes and the southern

seas, which bears the fruits of the North to

the Tropics, and those of the Tropics to the

lakes. Of this great artery Cincinnati will be

the central point, and on either side she can

send her manufactured products to market.

If she had the energy and foresight which

can see and take hold of these things, she

might hold these lines herself, and carry her

wares to market cheaper than they can be

carried from any other point. This would in-

deed be a triumph of commercial sagacity and

enterprise, worthy of the age and of America.

—An exchange says that an apparatus has
recently been invented which promises to do
away with the annoyance and danger arising

from the cinders and sparks that are constant-

ly flying from a locomotive's smoke-stack.

By means of a simple but ingenious contri-

vance, the cinders are taken from the smoke-
stack and carried into the fire, where they

are consumed, and thus add to the heat. The
invention has been satisfactorily tested on the

Nashua road.
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Good Sense.

We give a place to the following article,

clipped from last Sunday's Commercial, not

because there is anything new in it, but be-

cause it is another evidence of the good sense

of a plain, thinking man.

All the fine writing that has been called out

by the vexed budge question fails lo solve the

problem as this short article does ; and we

opine, before the controversy is through, the

wiseacres who are now managing these mat-

ters will be found in the tracks of this sensible

citizen.

The bridge men, and the railroad men, and

the men who are in tantrums upon this ques-

tion, need but look this ground over carefully

to be convinced at once that here is the way

to cure all the troubles this subject has crea-

ted, and at the same time serve every interest

concerned.

Walnut Hills, Nov. 29, 1810.

To the Editor of the Commercial

:

I see in your issue of to day an article in

regard to the bridge question, the writer favor-

ing the crossing of the river above here, at a

point opposite Dayton, Kentucky, which is

probably better than lo cross at the present

proposed point. But that will make it out of

the way considerably for the business of ihis

city, and I think that if the city authorities

and business men would take the interest of

themselves and the city of Cincinnati at

heart, they would not think of letting this

bridge, for a moment, go to any other point.

The hue and cry has been for some time, Let
us have a Southern Railroad, and now when
the stepping stone to such a result is about to

be consummated, there is a great hue and cry

made over the River Interests. . I don't wish

to be understood to be opposed to the River

Interests, but I say fair play all around. The
city has allowed her interests to be wheedled
out of her grasp too often, and I think it is

about timp they were awaking up to their in-

terests, and not allow this great undertaking

to be slaughtered by getting up this talk about

obstructing river navigation, and I tbink I

can propose a plan to cross the river on the

present bridge, and at the same time lo have
this bridge of such a hight as not to interfere

with the river trade at all
; «nd that is for the

Company to come down the Marietta Railroad

(or survey a new route from Loveland or

thereabout) to a point to strike the old tunnel

that has laid dormant so long, opening out in

Deer Creek valley. If the Company could

Recure the rightof way through thai unfinished

tunnel, coming out, as it does, in Deer Creek
valley, above Court street, and then run down
along Eggleston avenue to the bridge, the

altitude from the present mouth of said tun-

nel would bring the approach !o the bridge

some seventy-five or one hundred feet above
the high water mark, and the grade from the

present mouth of the tunnel to the bridge,

could be raised sufficiently to bring it still

higher, and furthermore there could be bought
enough ground at the intersection of Broad-
way and Hunt street, where there are now
board yards, to build a large depot, bolh

freight and passenger, with a hotel thrown in,

and fill up the old ditch of a canal to the

Brighton House, and lay a railroad track for

the Cincinnati, Hamilton & Dayton Railroad,

and all other roads comin? into the city from
that direction, to come down to this Grand
Central Depot, and thereby have commuica-
tion with the great South and South-west over

this bridge.

Respectfully, a plain citizen

Walnut Hills.

Tbe Railway Outlet froan <'clina South-
ward.

We learn from a private source that there

is a clashing among the parties who for some

time have been interesting themselves in find

ing a new line from a point at or near the

south line of Mercer county into the Miami

valley Some are for the Covington route.

Others for tbe more direct course from Ver-

sailles to Dayton, and others for the continu-

ance of the old line through Darke county into

Prebie county to Eaton, and others again for

the exploded idea of extending to Greenville,

and thence over the Dayton & Union road to

Dayton.

So long as there is such discord among the

managers of this projpet, there is but little or

no probability of even an efficient organiza-

tion for Bitch a work, much less any hope

of its construction. It is very strange that

the people of the country through which this

road is contemplated have not yet learned

that without a united effort, in the best of

faith, and the most ardent snpport of the lead-

ing man in the undertaking, they are doomed

to live in the mud and to see other less fa-

vored localities go far ahead of them, and the

value of their possessions keep down to the

frontier point, instead of tising to a civil'zed

hight. They are not without a vast experi-

ence in such matters, and one would think

they had paid so dearly for such follies that

they would now try the opposite course.

We are not in the new movement, nor do

we intend to be, but we wiil suggest to these

turbulent spirits the propriety of uniting upon

a line from the souih line of Mercer county to

North Star in Darke county, thence to Ver-

sailles, Bradford Junction, Laura, George-

town, Phillipsburg, Salem, to some point due

south, on the Dayton & Richmond Railroad,

thence on that road to Dayton.

Whaf possible objection can there be to this

route ? It meets every demand, is practicable

in alignment, grades, and cost of construction,

and can be most handsomely supported by

local interests; and what is equally desirable

it keeps away from those old troubles that

have throttled one grand scheme, and that

will cripple if not hopelessly damn any other

that comes within their reach.

—Some idea of the railway travpl into and

out of London may he had from the fact that

the total number of trains entering and leav-

ing the city in one day is fifty four per hour,

or very nearly one per minute during the

whole of the twenty-four hours of the day
;

and this immense business is conducted with

a freedom from accident that is almost ex-

emption.

Auetber Settler.

TBE SPR1NGFIELW SHORT LINE RAILROAD.

The Springfield Republican of Saturday-
says :

The short line business has finally settled

down in the following shape: The Cincinnati,
Sandusky and Cleveland Company will per-

petually lease its track from Springfield to
Dayton to tbe Cincinnati and Springfield

Railway Company. Tbe track from Dayton
down is not >et located.

The C , S. & C Company will run its trains

over tbe Short Line to Dayton and Cincinnati,

but its shops and headquarters will probably
be local ed here.

The Cleveland, Columbus, Cincinnati and
Indianapolis Company will run its trains to

Cincinnati by way of Delaware, Springfield

and Dayton, over the Short Line, instead of
by way of Columbus, as heretofore.

The Columbus, Springfieirj and Cincinnati
road will be cumpleted at an early day and
trains will run to Cincinnati via London,
Springfield and Dayton.

This result relieves Springfield of its 540,-
000 subscription, and leaves our citizens in

good condition for payins over the §20,01)0 at

the proper time lo the Columbus road, and,
also, for extending inducements for the loca-

tion of the Niles Works here.

This we believe i3 the fourth time within

this year that this "short line business has

finally settled," and we suppose, of eourse,

it will settle some other way within tbe next

thirty days.

When this settling business commenced

some persons had faith in it, and they kept it

np pretty well through all the gerrymander-

ing until the third grand settler, which had

tbe effect to so settle public opinion upon the

whole movement, that nothing short of an

earthquake can arouse them to the least ef-

fort to aid, or faith in any railway scheme

that may be concocted through the short line

portion of the Miami valley.

A bold and square policy would have com-

manded an immense local interest. The peo-

ple are anxious enough for a railroad to pay

very liberally for it. They have learned that

such improvements can not be made with big

speeches, and bumcombe resolutions. And
men of character, well known to the people,

who would have placed their line on the best

ground between the termini, and said to the

people, we want the right of way, and so

much land for depot purposes, and so much

money to build the road there, would have got

it, and the people would not have asked the

question, nor cared, how much money these

managing men made out of it.

But this fishing all over the country for

nibbles, with bait of promises and pledges,

false as " dicers' oaths," and for no other

purpose than to be bought up, or to drive

somebody to onenous terms, destroys confi.

dence and—sooner or later recoils upon the

parties who practice it and defeats all their

plans.

We will watch and wait a little longeri

and when we find that the right of way is se
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cured, and at least a half a million dollars

expended in grading tlie line, we shall begin

to believe tbe thing is settled, and not until

then; and we shall not be much disappointed

if after all that, it fizzles out as it has done

before

A Good Appointment.

Mr. T. H. Hodder, better known throughout

the State as Tom. Hodder, has recently been

appointed by the Equitable Life Insurance

Company their Agent for the State of Ohio,

with headquarters in Cincinnati.

Mr Hodder has been connected with the

Ohio press for the past fifteen years, and

brings to his new relations a most extensive

acquaintance, a matured experience in Life

Insurance, tbe tireless energy of a very active

nature, and a determination to succeed that

has not failed him hitherto and will not now.

We congratulate the Company in the pos-

session of so good an agent, and the agent in

his relations with so strong and well estab-

lished an organization as the Equitable Life.

Brie Railway Company.

The enterprising managers of this Company

did a smart thing for their road and a good

thing for the public, when they appointed Mr.

George Lamb their Custom House and Com-

mercial Agent.

Mr. Lamb has had a large experience as

Chief Clerk of tbe Warehouse Bureau in the

New York Custom House, and can render in

his new role the most efficient service.

Now, merchants can save time, money and

trouble by authorizing Mr. Lamb to withdraw

their goods on the export papers, and mer-

chandise, either duty paid or in bond, destined

for delivery at tbe interior ports of the United

States or for export to Canada, will be passed

through the Custom House free of all charges,

except those required by law, such as stamps,

etc

Mr. Lamb's title is, " Custom House Agent,

Erie Railway Co.," and he is to be found at

the Warehouse Bureau, Custom House, or at

211 Broadway, New York.

Railroad Gates.—Mr. S. P. Baker, an
English inventor, proposes to arrange by the

side of the line of railway a treadle bar in

such a position that a train in passing along
the line shall depress the treadle, and in so

doing act through suitable levers or instru-

ments on a rod or wire passing to the gate, to

be locked and unlocked where it gives motion
to a leading plate or bolt, which in one posi-

tion allows tbe gate to work freely, and in

another locks it fast. A train thcn, in ap-

proaching the gate, comes on the treadle, and
so moves the locking plate or bolt as to fasten

tbe gate to prevent persons entering upon the

Hue. When the train has passed the gate, it

acts on a second treadle, which again moves
the locking plate or bolt, and sets the gate

free; or, by a simple arrangement, the gate

may be unlocked after a short-measured in-

terval of time after looking.— Chicago It. 11.

Gazette.

Tbe Xew Erie Sleeping Coaches.

The conveniences of modern travel—how
are they multiplying! Cars heated by hot

water, lighted with gas, cushions of velvet,

walla covered with oil paintings, carpets of

the finest Brussels, curtains of tapestry, beds
of curled hair, ceilings in fresco, windows of

French plate glass, mirrors of the finest

quality, seats of carved walnut, walls of
splendidly polished hard woods, cornices fit.

for the finest library, hooks and handles and
bars of plated silver! Such are the appoint-

ments of the new sleeping coaches built for

the Erie Railroad, and which will leave here

nightly, alter this week, for New York. The
first of these splendid coaches reached here
night before last from New York, and retort-

ed last evening. They call them Drawing
Room Palace Sleeping Coaches, and they are

worthy of the name. They have the comfort
of a bed chamber, the beauties of a parlor

and the capacity of a drawing room. The
seats are really luxurious, covered with a spe-

cies of velvet tailed French moquette, of the

most beautiful colors, and with medallion
patterns in the center of each sent. The
wood work is all black walnut, with panels of
the same material made from the most beau-
tiful veneers cut from the knots of this wood.
Tbe work is oiled and polished, so that it is as
fine as the best furniture. Five line globes

from above surrounded by rich appointments
furnish light by nigbt. In tbe main room,
after the beds are all put away and hidden
from view, the traveler lo ika upon walls deco-

rated with twenty oil paintings. In this coach
is a parlor or family room, six by nine feet,

capable of accommodating six persons. There
is nothing apparently that could be added to

this to make it more attractive or comforta-
ble. For this a family or partv pay (ifieen

dollars and go through to New York without
change. There is still another stateroom in

the rear that will accommodate four persons.

A wash room at either end furnishes every
possible convenience in this line The bed-
clothing is of the best, and the amplest ar-

rangements have been made for clean linen.

The coach is warmed by Baker's patent hot

water furnace, which is so constructed ihat, in

the event of an accident, the fire will not be

communicated to the surrounding wood.
Fifty persons can be accommodated in each
car.

Tbe Erie & Atlantic Sleeping Coach Com
pany have planted thirty-eight thousand dol-

lars in this marvel of the car kind. Whether
it will blossom into handsome returns would
seet.i to admit of no doubt, when it is remem-
bered that the charges on these are the same
that are made in the more common coaches.

In honor of the commencement of the run
ning of these palaces between here and New
York, over the Erie road, Mr. Shattuc,

invited a company of railroad gentlemen,
and a few others, to ride out to Carthase and
return, to give them an opportunity of seeing

what they proposed to do, and to enjoy his

hospitality.— Gazette.

A New Artificial Building-Stone.—Rev.

H. Highton mixes four quarts of broken gran-

ite with one of hydraulic cement, adds water

to form a paste, and leaves the mass for four

days in moulds to set. It is then removed
and kept, for two days in a solution of silicate

of soda, or water glass, which completes it.

Experiences will be the proper test for this

invention. Evidently the water glass will

only act on the outside and harden that,

while the interior will remain unchanged.

Repudiation of Railway Bonds In Min-
nesota*

Unless Minnesota is always to enjoy a prac-
tical guaranty against rebuke from the press
for the repudiation of her state bonds issued

to railroads twelve years ago, the present
seems a fit moment to administer it by simple
reference to our advertising columns, where
side by side with Mississippi she takes her
place belore the world as an advertised repu-
diating debtor from which creditors are seek-

ing justice by united acliou.

It is enough to say that Minnesota, unlike
Mississippi, issued her bonds with the consent
of her people in exchange for bank hills; or

made sales of them in this city at public auc-
tion by the State officers to redeem the bills

of broken banks.

The legislature of ISfiO, instead of keeping
faith with the creditors of the State, proposed
an amendment to the Constitution to the effect

that the legislature should never in any man-
ner provide for the payment of either interest

or principal on these bonds without consent
of the people. This amendment was adopted
by the people, and no attempt, has yet been
made to redeem the credit of the State, unless

the proposition to pay the bondholders in

wild lands, in a "bowling wilderness" at

§y.70 an acre, may be called one.

The projectors of new enterprises in Min-
nesota cau not but expect to be confronted

with these facts when they appear in the

market as borrowers; and to be reminded of

the just responsibility which attaches to them,
if for want ot effort on their part the stain of

repudiation shall not be removed from a

State that boasts of her wealth and progress,

and claims to be the foremost commonwealth
of the North west.—JV". Y. 1'ost.

Railroad Consolidation.—What is to be

the final result of the process of railroad con-

solidation which has been going on in the

United States for several years ? It is not to be

denied that the interests of the traveling pub-

lic are best served, so far as comfort and
speed are concerned, by the organization of

great through lines; but it is questionable if

that advantage is not more than counterbal

anced by the disregard of local interests and
rights which is sure to follow these combina-

tions. When originally built, most of the

railroads were short lines, and obtained valu-

able franchises in consideration of anticipated

local advantages. In many cases the right of

way was granted for much less than they

were really worth ;
it was often donated out-

right by owners along the routes, upon the

implied consideration that the roads would be

a valuable means of local development, in

which both the roads and the owners should

perpetually participate. By consolidation,

that contract is necessarily violated. It is

urged that the requirements of the country

are inexorable, and that great through lines

are the creations of necessity, growing out of

our rapidly expanding civilization
;
that they

strengthen the body politic by bringing remote

regions into more rapid, and consequently

into closer communication, and that local

interests must give way to larger exigencies.

To a certain extent this is undoubtedly true
;

but we submit that it is a mistaken policy for

railroad managers to ignore local interests

and demands, and to reach out so eagerly as

they do for through business. Experience

has demonstrated that the latter is not nearly

so profitable as the former, and besides, it is

extremely bad policy for any road to alienatfa

the friendship of the residents along its line.

—

Pittsburg Chronicle.
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The Fast Train Folly.

Let a few unwelcome facts be reiterated,

and a few plain words be again spoken about
this unfortunate fast train business between
Chicago and New York:
The result of it all thus far, so far as the

roads are concerned, is that the immediate
expense of wear and tear ot equipment, and
the loss in the long run from general and
rapid deterioration of permanent way are

greatly in excess of any substantial gain

—

immediate or remote, in reputation or patron-

age. We are able to say, authoritatively, that

the expenses of the roads to ke^p their tracks

in a condition of safety and efficiency (which
it is the policy and practice of those that

most earnestly protest asainst the fast run
ning, to do) have been fully one hundred per

cent, over ordinary renewal and repairs.

Not only this; under a system of opera-

tion by which two trains a day, must in order

to be sure of making time at termini, be the

object of constant solicitude and extraordina-

ry efforts on the part of the officers, and of

the employees along the entire line—other in-

terests equally legitimate and of far greater

importance in the long run are, and can not
but be correspondingly neglected, or kept in

abeyance. A train which, do the best it may,
can only just make time, must have the right

of way along the whole line. Everything
else must yield to it and wait for it, if it is to

serve its purposes. The almost darily conse-
quence is complications, embarrassments,
delays and losses in the ordinary operations
and business of the road.

Now these facts are no more apparent to

our Chicago managers to-day, than they were
during the first weeks of an experiment
which, however unwelcome, they felt them-
selves compelled to make. It is through no
willing consent—much less from any sug-
gestion of theirs—that the unfortunate busi-

ness has been perpetuated. Time and again
they have entered most earnest protest against
it. Over and over they have endeavored to

dissuade Eastern managers from the continu-

ance of an unprofitable and a losing busi-

ness—fraught, too, it was felt, with gravest
danger to human life.

We are glad to learn trat, at last, a deci-

sive position has been assumed. The manage-
ments of the North anil South Shore lines,

we are informed, have united in the declara-
tion that they will no longer be parties to the
arrangement. If it is still to continue, the
responsibility of its conduct and its conse-
quences must rest on tbe managements of
their Eastern connections, who inaugurated it.

Curiously enough had onr lines performed
their part no better than has the New York
Central, the whole thing would have proved
futile long ago. In the case of the Michigan
Central and Great Western, for example, they
have failed, less than half as often as the
New York Central to be on time at the bridge.

The New York Central adopted it as a rule to

wait there no longer than thirty minutes for

the Michigan Central and Great Western
trains, and its train has sometimes left, when
that from the West was crossing the bridge.

Time and time again, however, the Michigan
Central and Great Western train, starting
from the bridge from forty minutes to an
hour behind them—has delivered the New
York Central'3 passengers in Chicago on time.

The same is, we presume, true of the South
Shore line.

Our roads, however, propose to be a party
to this arrangement no longer. Their man-
agements are united in the opinion that no

train should—on consideration of economy
and safety to itself, and of facility in the

general business intrusted to them—make the

run between Chicago and New York in less

than thirty-six hours. We hope that they
will, in this respect, " translate their princi-

ples into actions."

—

Chicago Railway Review.

The St. JjOuis Bridge.

The east pier was. finished last February;
the west pier is just completed ; total heights,

east pier 19 4 and west pier 165 feet; founda-
tions hexagonal ; substructure of limestone;

above water of granite; weight 2H.000 and
33,000 tons. Bridge, three spans of 500, 520
and 500 feet

The possibility of erecting such long spans,

considering the enormous weight they will

have to bear, was at first doubted by the

many practical engineers interested in the

wcrk. Capiain Eads, however, sustained on
the one side by his calculations, and on the

other by example of the arched bridge at

Kulinburg, in Holland, which crosses the

Leek wilh a span of 500 feet, a3 well as by
the plans of the English bridge engineer,

Telford, which are made in the beginning of

this century, was enabled to set aside the ob-

jections. The best cast steel is selected as

the material of these arches. Each ot them
will be double—that is, consisting of two
concentric arches, twelve feet apart—and
joined together by a net work of massive steel

braces. These d juble arches will be stretched

parallel with each other, four in each span
from pier to pier. Upon them will be laid

the upper structure of the bridge, in two sto-

ries, the lower of which is exclusively for

railroads, and the upper for vehicles and foot

passengers. Being fifty feet wide, both will

afford ample accommodation for all tbe traffic

that will cross the bridge. The structure will

present no obstruction to the free navigation

of the river, as the largest steamers may pass

under it without risk or difficulty—excepting,

of course, such as may arise from the danger
of collision with the piers during the season
of floating ice.

Tbe approaches to the bridge at either end
are to lie equally as substantial as the struc-

ture itself. The street leading to the bridge

is one of the finest and broadest in the city,

and like the whole of the St. Louis shore, it

descends rapidly as it approaches the river.

It will be sufficient, therefore, to prolong the

bridge the comparatively short distance of

1,049 feet into the city in order to reach the

level grade of the avenue by which it is ap-

proached. The vehicles crossing the upper
roadway will pass directly into the streets of

St. Louis, but the railroad trains will run into

a tuneel 4,800 feet in length, which passes

under the city, and terminates at a spot where
the great depot of the St. Louis Central road
will be built, and is now intersected by tbe

Pacific Railroad. This tunnel is now fifteen

feet wide and seventeen feet high, and will

be cut through clay for most of the distance.

With the approach to the bridge over the low,

marshy ground on the Illinois shore the com-
pany has nothing to do, but dikes and trestles

of substantial structure, branching off, ac-

-cording to the convenience of the different

railroad companies, to North, South and East,

will complete the connection. The upper car-

riage way will be carried out upon substantial

constructions to a convenient point in East
St. Louis.

The total cost of this work, 2,230 feet in

length, can only be estimated as yet, but the

calculations of Eads, the constructing engi-

neer, may be accepted as approximately accu-
rate. His estimates are as follows :

Superstructure (piers and abut-

ments) §1,550,080 00
Superstructure (arches, roads &

roads for traffic) 1,460,418 30
Approaches 520,397 24
Tunnel.. 410,477 55
Expropriations 539,000 00
Railroad 25 680 00

Total Sf,4o6,953 09

Of this amount $3,000,000 have already
been subscribed to the capital stock of the

company, mostly by New York capitalists,

and the pecuniary arrangement of tbe enter-

prise has been so successful hitherto that no
difficulty need be anticipated in raising all

the funds that may be necessary as the work
progresses.

Ae we have before stated, this bridge, upon
which St. IjOuis bases magnificent expects
tions of future greatness, is to be made of eas-t

steel, and extensive experiments have been
made to test the strength of the metal, which
conclusively prove it to be the best material

that could be employed for this purpose. The
first structure of the kind_ ever built, it will

take its place when completed among the

greatest engineering triumphs of modern
times Although not so long as Victoria

bridge over the St. Lawrence, which measures
nearly two miles, nor the bridge over the

Nebudda, in India, which is a mile and a half

in leugth, nor the bridge from Bassein to the

main land, which is over three miles long, its

magnificent spans and stately piers will place

it far above these bridges in character and
structure. It will vitalize the commerce of

the Mississippi Valley, uniting the three great

lines of transit from San Francisco to New
York, and from New Orleans to the Lakes.

Thirteen railroads concentrate at its eastern

terminus, and eleven radiate from its western;

and many more will be built to accommodate
the traffic of the North-west, which increases

with raiiid strides from year to year. Alto-

gether, the Mississippi bridge is a magnificent

material enterprise, and one of which the peo-

ple of the West have good reason to be proud;

but its usefulness will be national rather thau

local, and over these wide spanning arches of

steel will roll the traffic of every section, sav-

ing millions each year in the expense of trans-

continental transportation, and adding mil-

lions more to the material wealth of tbe

country.

—

Iron World.

Railway Signals.—The following are rail-

way signals: One whistle signifies "Down
brakes," Two whistles, "Off brakes." Three
whistles, " Back up." Continuous whistles,

" Danger." A rapid succession of short

whistles is the " Cattle Alarm." A sweeping
parting of hands on level of the eyes is a sig-

nal to "Go ahead." A downward motion of

the hand, with extended arms, signifies "Stop."

A beckoning motion of one hand means
" Back." At night, when a lantern is raised

and lowered vertically, it is a signal for

"Starting;" when swung at right angles or

across the track, " Stop;'' swung in a circle,

" Back the train." A red flag waved upon
the track indicates "Danger;'' hoisted at a
station, it is a signal for a train to " Stop;"

stuck up by the roadside, it is a signal of

danger on the train ahead; carried unfurled

upon a locomotive, it signifies "Engine fol-

lowing," and gives warning that another (spe-

cial) engine or train will soon come along on

the same track.
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Railways into New YorK.

The census returns from the New Jersey

suburbs present an eniphalic proof of the in-

creasing business of N. Y., whose surplus

population is overflowing rapidly in that di-

rection, but nothing more clearly shows the

immense increase in the general business of

the country than the history of the railroad

traffic in N. J. for the decade just past.

It is scarcely ten years since all the roads

leading through N. J. to N. Y. harbor from

the West converged at Bergen Hill and trom

that point to Jersey City were dependent on

the N. J. Transp. Co. That single road was
adequate to the entire railroad business from

the West through N J. to N Y.
The Erie, the Northern, the Mor. and Es-

sex and the Central were all tributaries to

the N. J. road, and their combined traffic

eleven years ago did not exceed that of the

single N.J. road at the present time. During
the decade the Erie has established a ter-

minus and ferry of its own ; the M. and E.

has reclaimed and utilized a vast tract of wa
ter'/ront, and adopted the Hoboken Perry

;

the Central has filled in a former waste and
established the most commodious ferry in

this or any other country; and now within

ten years we see what was a single avenue of

traffic enlarged to four each equal in the vol-

ume of iU business to all the roads when
formerly combined in one.

If we compare the respective time tables,

we learn that the number of Irains on each

road is about the same as on the combined
roads in i860; so that we have demonstrated

the astounding fact that the railway business

across and through N. J. has increased four

hundred per cent, in ten years. Much of this

increase is due to the migration of N. Y. fami-

lies, who find all that is requisite within an
hour's ride.

The rush from the city was never so great

as during the present season, and it suggests

the inquiry whether the facilities for trans-

portation are iucreasing in a corresponding
degree.

The Midland Road is fast approaching com-
pletion. It extends through N. J. between
the Erie and the M. and E. roads

—

N. Y.

Post.

An Ibox Railway Tie —A citizen of Michi-
gan has invented an iron railway tie which he
thinks will prove a practical Bubslitule for

wooden ties. If such shall prove to be the

case, very important results will follow.

—

Wooden ties cost about seventy cents each,

but require to be replaced every three or four

years. The iron tie costs three dollars, and
once down is down forever, as it is protected

from corrosion by coal tar. The mam feature

of the invention, however, is the lock. One
flange is cast on the tie. The other is of

wrought iron, and is held in place by a three

eighths wrought iron quarter-round key. The
rail rests upon a rubber cushion four inches

square and five inches in length. This rub-

ber cushion is protected from the action of

the elements by a one-eighth inch iron cap,

made to fit over it closely. It is claimed that

this rubber cushion will prevent the beating
down of the end of the rails

;
will, by obvia-

ting concussion, save rolling stock, and that

the train will glide smoothly, instead of thun-

dering along.

•Massachusetts has 123 cotton mills,

with 52,149 looms, and 2,304,818 spindles.

Of cotton spun there are 114,909,(527 yards.

National Finances.

The official statement of the receipts and
expenses for the first quarter of the current
fiscal year ending September 30, has been
published as follows :

INCOME.
Customs $57,729 473 57
Internal Rrvenue 40,147,137 92
Sales of Public Lands 8t2437 67
Miscellaneous sources ...... 7,362,181 59

Total

Balance in Treasury June 30, 1870
Unavailable charged to Treasurer. -.

$115,101,230 75
149,502.471 60

616 79

Grand Total £264 6114,219 14

KXPKN8E9.
Civil and Miscellaneous $18,207 212 49
War Departmant: 10 21-1.538 36
ISavy Department 4,815.237 58
Indians and Pensions 14.825.451 89
Intere-t on Public Debt 39,496,45(1 51

Total. $86,562,920 83
Redemption of Loans and Treasury Notes 38,937.-05 10
Purchase of Bouds for Sinking Fund, &c. 6,0 0,0011 00

Total ne: expenditures
Balance in the Treasury Sept. 30, It-

$131 5'lt>,725 83
133,103.493 31

Total $564,001,229 14

The surplus receipts over expenses for the
first quarter of the prespnt fiscal year, exclu-
sive of $3,000,000 interest paid on the Sinking
Fund, amounts to $32,1.'18, 3 10, showing a net
gain of $10,000,000 as compared with the cor-

responding period last year. The customs
receipts during the last quarter were the larg-

est ever before known in the same period, and
are cons'derably in excess of the official esti-

mates of the Treasury Department. The fol-

lowing table shows the sources of Internal
Revenue for the quarter ending September 30,
1870, as compared wiih the corresponding
period in 18B9

:

INTERNAL REVENUE RECEIPTS.

Receipts first three months of fiscal year.
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It will be seen that during the last quarter

the very large sura of $38,937,805 was expend-
ed in the redemption and purchase of Treasury
notes and bonds. The total expenditures for

this purpose, up to the commencement of the

present month, amount to $183,768,903. The
following table shows the changes in the debt,

caused by the bond purchases

:

Funded Debt, November I. 1870.. $1,95(1,670 S00
Funded Debt, Haivh 31, 18G9 2,107,S45,150

Reduction of Funded Debt 5157,175,950
Yearly Oold interest charge, March 4, 1SG9,

amounted to $124 234,879

Present yearly charge 114,849,139

Reduction of Interest charge $9,385,740

Circulation, &c. (less Cash in Treasury).
March 4, ldlffl $'17,617,109

Circulation, &c. Noyember 1, 1870 391,014,1 5<i

Reduction Unfunded Debt $26,602.95:1

Total reduction Public Debt 8183,778,903

The whole policy of these bond purchases
will probably be thoroughly considered at an
early period of ihe next session of Congress.
In the meantime it may be stated that the

more the Government buys of their bonds, tho
less are they in request by the people. It is

perfectly well known that, for some months
past their sellers have been in excess of their

buyers. This is proved by the very large

amounts constantly offering to the Sub-Trea-
surer at the weekly bids. The Government
bond market is sustained almost exclusively

by the foreign demand. This feature of the

market is worthy of attentive consideration,

and we reserve it for further discussion at

another time.

We close our statement of the condition of
the national finances with the following table

of the total net receipts and expenditures of
the United States Government from its or-

ganization, March 4, 1789, to June 30, 1870:

RECEIPTS.

Custom? $2 774 990,382 6«
1 rite rial Revenue l,4rl-,722.307 70
Direct Tax - 2(3 11.9, 17 05
I'ub.ic Lrnils 189 321 a55 40
Misc-IU.ieous 198.373,498 5S
Dividends.... 9,720 16 29
Premiums 159,113,9 34
Interest 485,c2l 45

Total ni-t receipts $4,847,391,642 47
Add frross amounts received from loans
and Treasury notes 6,82.V"2,5I7 91

Total .'.... $11,673,167,160 33

EXPENDITDRES.

Army $3,926,888,022 61
Navy 816,220 31(1 16

Indians 122 616.5/3 3i
Pensions 221 153,156 32
Miscellaneous 858,154,938 33
Premiums 43,096.739 S3
Interest 1,048,827.786 17

To'al net ordinary expenditures $7,034,058,326 55
Add gross expenditures for redemption

of loans and Treasury notes '. 4,457,!130,7(:9 86

Tot-it $11,492,887,196 41
Apparent ba'ance with the Treasurer,

June30, 1870 180,277,863 97

Prom this apparent balance must be de-

ducted the following unavailable items in the

hands of the depositories credited:

Treasurer 8;,673,847 46
Deposited with the Sla es 28, .01. 644 91

Totil $30,775,49-2 37
Leaving the actual uet available balance in

the Treasury, June 30, U70 3149,502 471 60

— An ingenious railway lamp, as we learn

from the New York journals, has been in-

vented in France. It is so constructed that

passengers can use it as an alarm signal in

the different compartments of the train. It

has three signals, one consisting of a brilliant

glare of light, and will come in use when
danger approaches in a dark night; another

is a small flag which also indicates danger;
and the third is a ringing apparatus of great

power, extending the length of the train to

the guard room, and indicating the exact
compartment whence the alarm proceeds. In

all cases, the alarm signal is given by touch-

ing a spring knob connecting with the lamp
and easy of access.

The capital invested in nine steel

manufacturing establishments in Pennsylva-

nia amounts to $4,500,000. The annual pro-

ducts amount to 18,500 tons.
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Railroad Business or Denver.

It is about a year since the first mile of

track was laid in Colorado, and scarcely four

months since the first road was opened to

Denver. The D. P. was opened June 24-tb
;

the K. P. August 15th, and the Col. Cen. Sep-

tember 24th Of these roads the following

portions are in Colorado:

D. P. —Territorial Line to Denver, 91 miles

K. P.—Pond Creek to Denver 215 "

Col Central—Golden to Denver 17 "

Total 323 "

The Boulder Valley

will open its first section, of 14 miles in De-

cember, making 337 miles for the first year

The road from Kit Carson to Denver, 150

miles, was laid in 10U days; and the C C,
17 miles, in 45 days. We have the only Ter-

ritorial railroad in the country. The

Business of Denver

since the opening; of the road has been:
Aiiuosr (15 BAYS.)

Pounds of freight received 373,601
" forwarded 37,442

Cash $7,015.56
bEPTKMBKR.

Pounds of freight received 1,669,362
" "" forwarded 820,01)1

' Cash $56,671.80
OOTOBKIt (TO 22D INCI.OS1VK

)

Pounds of freight received 2,300,000

forwarded 780.000

Cash $42,730

The number car loads of freight received

during October, 'Was on the first week, 27
;

second, 49; third, 60; fourth, 76—53 per

week—principally merchandise, about equally

divided between St. Louis and Chicago, with

occasional loads through from New York,
Boston and Philadelphia. Chicago freights

coming over this road are principally by way
of Quiney and Kansas City, but several

through cars from that city, via St. Louis,

have been received; rather a hint to the lat-

ter ciiy that they can go 280 miles further
round, aud still hold nine tenths of the Den-
ver trade. The freights from St Louis are

principally groceries and hardware. Leaven-
worth and Kansas City are getting up some-
thing of a trade. Leavenworth is furnishing

flour, and Lawrence has been shipping hea-

vily in sweet potatoes. Our
Shipments East

are stock, hides and wool—40 car loads per

month. The stock gDes to Chicago and St.

Louis; the hides and wool through to Boston.

About 50 car loads of cattle have been ship-

ped from Denver, Deer Tail and Hugo, siuce

the middle of September. The local ticket

sales for September were $2,600. These for

October were considerably more.

The receipts of freight in Denver now aver-

age 350 ear loads a month. The K. P. is

supplied with coal at this point from the Car-

bon mines on the TJ. P., twenty car loads per

week. The Godfrey mines, fifty miles east

of hereon the K P., will by spring supply

twenty-five ear loads per week to the western

division.

Eight regular passenger trains arrive and
depart every day, and four freight trains.

m

JSST" Oil of sassafras, it has been discover-

ed, will entirely neutralize the narcotic effects

of tobacco, and it is believed will prove an
excellent remedy against the bite of rattle-

snakes. Oil of sassafras, it is staled, has
long been used lo prevent the fermentation of

mucilage and inks.

B@"The following information is worth
heeding : A lady of Portland, (Oregon,) says
that for nine years she has been burning coal
oil without ever having an accident. She pla-

ces a small quantity of coarse salt in the bot-

tom of her lamps, and not only by this means
is the oil purified and the light made brighter,

but on two different occasions ignited oil

lamps have overturned in her house through
accident or carelessness of servants, and yet
there has never been an explosion. The plan
is a simple one and well worth trying; for

even if it does not prevent accident, it will

improve the quality of the light The salt

should be changed every three months.

JGSF"" There was manufactured in Washing-
ton county. Ohio, in 1S69, 72,474 gallons of

sorghum sirnp--over 1,800 barrels of forty

gallons each.

BAXLEOAIMMEETTE.
The Railroad Man's Paper.

[News & Operation,
Engineering,

I Reports,
Management,

[ Advertising.

A. IV. KELLOGG, Publisher,
Teems . S3 pe.- Annum.] 101 Washington St., Chicago.

£^~ Wilt be Ibur Dollars after January \, 1871. _^gfl

THE F3RM OF WM, J. YOUNG «fc CO.

Mathematical Instrument Makers, consisting nf Wm. J.

Young and Cms. S. Hellf.r, was dissolved shortly be-

fore the death i'f Win. J Young. The undersigned, the
late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen Years, will continue in the same
line of business, at No. 33 North Seventh street}
Cor. of F.ilbert.

CH.tS. S. HtEXLEIt.
PutLAnELPHiA, August 1, 1870. 29-9-70, 27

GET THE BEST.

linn's nuniai nun
10, ii O Words and Meanings not in other Dictionaries.

3000 Engravings. Io40 pages Quarto.

Glad to add my testimony in its favor.

L'rest. Walker of Harvard-]

Every scholar knows its value.

L
& 11. Prescott, the Historian.]

The most complete Dicti na y of the Language.
[Dr. Dick, of Scotland.]

The best guide of students of our language.
[John G.Whittier.]

He will transmit his name to latest posterity.

[OhahcellorKent.]

Etymological parts surpasses anything by earlierlaborers.

[Georye Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Klihu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.]

Sao far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student,.tenc l er

and professional man. What Library is complete without
the best English Dictionary V

Webster's National Pictorial Dictionary
1040 pages Octavo. €00 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing
forthe million.—American Educational Monthly.

Published by O. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.

Ie Van's
IMPROVED BOILER

Single Acting for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft, and Connecting
Bod.

jeSff"Fast and Loose
Pulleys, fcteam Metal
Valves and Boxes fit-

ted up In the best man-
ner.
4®*Photographs k.

Price Lists sent on ap-
plication, and entire
Fatisfactlon guaran-
teed in all cases by

W.BametLeVan&Co
S. B. Corner

24th & "Wood StB.,

PHILADA.

T. P. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
THKODOLITS, TRANSITS, LEVELS,

"DRAFTING INSTRUMENTS, &c,
67 W. Sixth St., Cincinnati, O.

Circulars 9entfree. Established 1SS3.
19-.1-70. 18

TjiDWIS J. WORKER,

Successor lo

JIoDASEI, * WORKER.

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilwing ton,.Delaware
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THE PALACE DAY AND SLEEPING COACHES
OK1 THE

Erie and Atlantic & Great Western Railway
4re the Finest in Use on this Continent!
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INTfc.iiJl<i>i& V1K»» OIF 'JTMK iiKU.lu UAUUIJ 1*AL,ACE «JOAtJ u E8.
These superb Coaches, built peculiar to tlie Broad Gaugre, are

attached to the 9:45 1*. M. Express daily at Cincinnati, running
THROUGH TO NEW YORK. WITHOUT CHANGE. Conductors ac-
companying tbese Coaches through to New Vork.
Ticket Offices : SO W. 4th St., No. 4 Burnet House and 115 Vine St.

W. B. Shattac, Gen'/ Southern, Afft., Cincinnati, O.

HARRISBURG FOUNDRY
AND

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MAGBZ2TXST& TO CL£,
SUCH AS

Lathes, Planers, Shaping and Slot-

ling Machines, Bolt Cutting and

Nut Tapping Machines, tij-c.

W. T. HILDRUP, Treasurer.

Hawkins- H>rthel & Burrall,

BUILDERS OP

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Ronfd and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridges, Roots and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Fil'ing, Docking,
and General Railroad Work.

Main St. 9 Springfield Mass.

F. Bavtkin*. Geo P Hcrthel. W. H. Burra

AMERICAN

w I bliBn IIMSLv
The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
484 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Ciiesnut St., PHILADELPHIA.

2-2! -3m

BOOTHS DUPLEX,
SAFETY,

Steel and Iron Rail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Cumpanies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. E. BOOTH & CO.,
Rochester, N. Y.

HAVEN & AEEEN,
Hit Broadway, N. Y.

URAND SCENERY!
^QUICKEST ROUTED
S9 Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
^111LA I)ELPinA

,

NEW YOBK, and

BOSTON,
WITH THE PRIVILEGE OF GOING TOWASHINGTON

FREE!
XVO CHANGE OF CARS
From Cincinnati "Ro 1 Tlm <->T»o aml I'utONB

or Coluinlms to Oal tlliJ-UJ. C CI1ANGE
Philntl, Ijptiia and Aete YarU.

tt^«c8
Sl Jjajtimore & Ohio R. R

,

J. I,. WILSON, Master of Transportation.
L. M. POLK, Ueneral Ticket Agent.
(J. B GIRSON, General Western Passenger Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J^ferson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TR4I1VS RUJ( AS FOLLOWS
St. Louis, Evansville and Cairo

.Mail 7:I5A M. 10:55 P.M.
Osgood Accommodation 3:10 P.M. 8:45 a. M.
Through Western Express 5:10 P. M. f>:30 P. M
Nk'ht Express HP.BOP. M. 6:01) A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

cennes time, IP minutes slower than Cin'ti time.

For tickets or information apply at Office's, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent, Cin.O.
C,E. FOLLET, Gen'l Tick't Ag'l, S'.. Louis, Mo.

As in use on the National Despatch Line of
Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents.

Wiliniugton. Delaware, or
CIIAS. BOCKUS A CO, Hostou, Has*.

2-12-9, 62

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836

Allkinds ofKailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENXAN.Treasurer.
WM. W. LOBDELL. Secretary

18-6-70,52
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ERIE BAILOTA'S'.
1400 MILES under SCO MILKS witliont

One Management. Change of Coaches.

BROAD GAUGE, DOUBLETRACK ROUTE
FOR—

NLW YORK, BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
IPliilatlelpliia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylyania.

This Railway extends from
CINCINNATI to NEW YORK, - 800 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK. to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AND IS FROM

22 to 27 MILES the SHORTER ROUTt.

TWO EXPRESS TRAINS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, O., time,

which is 7 minutes faster than Cin'ii time.

7.00 A. TUT.,CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Dayton 9.10 A.

M.; Urban^, 10.29 A. M ;
Galiou, 12 57 P.M.;

[ Mansfield, 1 40 P. M., West Salem, 2.50 P-

. M. (Dine). (Sleeping Coaches through to
'.' New York); Akron, 4.26 P. M.; Ranvenna,

| 6.10 P. M'.j Meadville, 8.00 P. M. (Supper);
' Susquehanna,. 7.55 A. M. (Hreakfast) ; Tur-

[ ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
I Pittsburg Railroad for Hudson and Cleve-

| land; at Elmira for Williamsport and the

I,
South; at liinghampton for Coopersiown,

[ Albany and the celebrated summer resort,

Sharon SpringB, and at New York with

aiternoon trains and steamers for Boston and
New England cities.

8.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urbana,

fill 25 A.M.; Galion, 3.58 A. M; Mansfield,

"4.44 A. M.; West Salem, 5.59 A. M. (likf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. M.;
Meadville, 11.20 A. M. (Dine) ; Hornells-

[ ville, 6.19 P.M. (Supper); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &.C. ; at Meadville

with Franklin Branch for Oil City; at

tlmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
^ morning trains for Boston and N.England

cities.

New and Improved Conches of the st.vle peculiar to the

Broad Giiu^e. arranged for both Day and Night Travel,

ar-r attached to this train at Cincinnati and run throU(:hto

Kf« York, forming the Only Iiine running through

S60 Sliles without (bange.

Boston and New England Passengers.
v. ills, their Baggage, are transferredFKEE
OF CHARGE In Xew York.

TCr' ^ ne Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
tirf'l S'reet New York, thus enabling parsengers to reach

help per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.

VT~P The scenery along the entire route of the Erie

Railway is of the most picturesque and be-iutiful character.

Admirers of Nature's beautieB. in a daylight journey over

this Line, , ill find in its ever changing landscapes sub
ects of continual adrairatii n and interest

Bagjgrsagre Oheok'cl Through
A nd Fare alicayt at Low at by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which c-uj he obtaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet

H use, and foot of Broadway, (Spencer ILjuse Block),

8nd at all principal Ticket Off-res in the South and
gooth-n-est. A'M. R. BAKK,W B. SHATTCC, Gen'.PassVAg'l

Z'tvtcnu Sjmthero Agent.

Best Route to St. Louis aud Ch.cago

NDIAHAPOLIS,
CINCINNATI

LAFAYETTE RAILROAD
Gr-M Through PasseDger Route from CINCINNATI to

ST
C HI CAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and River Towns and Cities in the West,
North west and South-west.

JO=The7.35A. M. train runs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1PIS9, TRAINS
WILL LEAVE PLDM STREET DEPOT. AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... ".20am 32 40 am
St Louis and Sprinirfit-ld Express... 2.40 pm 7 35 am
*St. Louis and Springfield Express. 1" 2b pm 3.42 pm
Lawrenceburg Accommodation ltblOam 2.35 pm
Lawrenceburg Accommodation 4,:'0pm 8.25 am
*The 10.20 nm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00am JIU5 am
Chicago Express 6 50 pm Q.3U pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTiekets can be obtained althe Burnet House
Office.eornerol Thiidand Vine ; River Office, corner of

WalnutStreetand River; and at Depot, cornel of Plum
and Pearlstreets. 'the splendid Passenger Depot of the

I. & C. Railroad is about a mile neaiertte busmesscenter
of thecity ttian theDepotof anyother railroad, and with-

in a few squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
F. B LORD, General Ticket Agent.

Cincinnati, Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Krie Railway). 7:00 A.M. 6:3" P.M.
do do do ..9:45 P.M. 7:00 AM-

Toledo, Detroit & Canada 7:15 A. M 10:25 P.M.
do do do 0:30P.M. 7:00A.M.

Lima Fort Wayne 6l Chicago 7:15A.M. 10:25P.M.
do do do ....2:30 P.M. 5:40 P.M.
d.i do do ..0:30 P.M. 7:30 A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:401>. M.
Springfield Accommodation 2:30 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 0:30P M. 10:20 A. II.

MuncieJi Indianapolis • 7:15 A.M. 10:25 P.M.
do do 5:00 P. M. 1:20P.M.

Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 I'. M.
do do do. ... 5:1:0 P. M. lu:20A.M.

Hamilttn Accommodation 9:30 A.M. 8:05 A.M.
do do 6:50AM.

Trains run SEVEN MINUTES FASTKR than Cincin-
jatitime.

For allinfbrmationand throughtickets, please apply at
tneold office, south-eas'. corner of Broadwayand Front; Bur-
net House Office, corner Vine and Baker ctreets, and at the
respective depots. East Front and WesiSixth streets.

D. MrLAREN. Gen'l Superintendent.
SAM'LSTHPHKNSON.Gen-lTick'tAg't.

Omnihuses call for nassen^ers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, II unilton &
Dayton, and Little Miami Railroads, still coiit :nue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimcre

t New York or Boston,
and all Kastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shipper*) will please apply to

N. W. BROWN & CO.,
No 27 West Third Street, Cincinnati,

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa. „

LOUISVILLE & CINCIMNATI

SHOBT-LINE RAILROAD,

On and after June 13, trains will run as follows :

N ft *_? tt-XPRESS leaves Cincinnati 7.20 A.
M. Daily (except Sunday*), htops regularly

at Walton, hlLstun, Sparta, Liberty, Wonhville, Camp-
bellaburg, Lapiauge. Pewee Valley, Anchorage ; when
fl -gyed, at South Coviiigtt n, Maurice, Independence, Bank
Lick, Verona, '/Aon, Gieocoe, i-agle, Carrollton, Sulphur,
Pendleton ; arriv* s at Louisville 13.05 P. M.

fa rf* f*t SOUTHERN FAST JLIXE leav* i

1/W V» Vf Ciuciunaii at 1.20 P. M. Dully (except
Sundays). Stops only at Walton, Worthvhle, and La-
grange j arrives at Louisville 5.20 P. 31.

"R&Itf* *£ MAIL, leaves Cincinnati 5.00 P. M
1»%J'« ^j Daily (except funday>). Stops regularly
at Walton, J-.llist n, Glencoe, Sparta, L.berly, Worthville,
Campi'ellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zioa, Eagle, C*riollton,
Pendleton ; arrives at Louisville 10.00 P. M.

fa]tfh 1^ NIGHT EXPRESS leaves Cin
i/1 0» XV cinnati at 11.15 P.M. Daily (except
Saturdays). Stops regularly at Worthville, Lagrange, and
when flagged, at Walton, Verona, Klliston,blencoe, Sparta,
Liberty, Eagle, Campbellsburg, Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A. M.

T£y No. 6 connects at Lagrauge with the Lexington
Trains, arriving at Frankfort at 6.14;* P. M., Lexington
7 45 P. M-, QUICK TI31E.

JJ^The Best Route to the Souih. More Daily Trains
and Quicker Time than auy Line from Cincinnati.

-HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and M estern Railroad, and at Easton
wiih the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENT0WN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago^

Cincinnati, St. Louis, etc, with but one change of cars.
Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York ai

follows

:

6:55 a. m.— For Easton, Bethlehem, Mauch Chunk*
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock
Ac-
7:15 a. in.—For Somerville.
S:30a in-—For Flemington, Junction, Stron^sburg;

Water Gap, Scranton, Kingston. Pittston, Great Bend, s&c.
12 m.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephiata, Litis, Pottsville, Scranton, Harrisburg. &c.
3:30 p. m„—For Easton, Allentown, Mauch Chunk

and Belviilere.

4:30 p. m.—For Somerville.

5:25 p- m.- For Somerville and Flemington.
6 g». B5i .— For Easton and intermediate stations.

7 p.m.—For Somerville.

7:20 p. s».—Emigrant—Stopping only at therrinci
pal stations.

9:00 p. m.—For Plainfield.

11:50 p. m.—For Plainfield, on Wednesday and
Satui days only.

FOR THE WEST.
9 a.m.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrishurg for Erie and
the Oil Regions. Connects at Junction for Stroudeburg,
Watf-r Gap, Scranton, <&c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) fur Easton, Bethlehem, Allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-
tion^to »cranion. This train will be run to Easton on
Saturdays as a local train, stopping at prineipalstations.

8 p. m.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:15., 8:30, !)., 9:20, lu:3U, 11:40a. m —12 m., l:t'0, S:i'0

3:00,3:30, 3:45,4:15, 4 30,4:45,5:10,5:25, 5:45.6:00,6:25
7:00, 7:2

'
, 7:40, 8:: 0. 9:00, 9 :40. 10:45, 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty st., N. Y.;
atNo. 1 Astor HouBe; Nos. 254, 271, 520 Broadway ;?t

No. 10 Greenwich st., and at the principal hotels.

R. E. RTCKER.SuperintendeH*-
jj J>AU>wLV,Gen. Pass. A^Lt
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PUBLISHED EVERY THURSDAY MORNING,
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WltieJITSOJi & CO., Propi's.

Oliio Mines aaul their Development in
Keg-ard to Cincinnati.

A short time since we spoke of the immense

development of coal in Sunday Creek Valley,

and of the commencement of the Atlantic &
Lake Erie Railroad. At that time the public

mind scarcely believed that such vast depos-

ites of the most valuable coal and iron were

within easy reach of Cincinnati, and yet ap-

parently unknown ; nay, even professed geolo-

gists doubted the existence of such mines and

of such wealth in the little insignificant val-

ley of Sunday Creek. We could afford to let

the matter stand till time should make its own

demonstration. It has already been done, and

both the public and gejlogists now acknowl-

edge these wonderful deposites. There is in

our mind no doubt whatever that the valley of

Sunday Creek affords in a comparatively nar-

row space the richest mines of coal and iron

in Ohio, or probably in the valiey of the Ohio.

Since we wrote our article the Sunday Creek

coal has been tried in the shops and founde-

ries of C'neinnati and pronounced of the same

quality of the famous Briar Lfill, and for some

purposes superior to any coal. So also the

iron is deemed by practical forgers to rank

among the best, and companies have been

formed to work it. In fact, if coal and iron

are worth anything, Sunday Creek valley af-

fords the best opportunity for developing (hem

which can be found in our country. Ilere the

question arises, how are they to be developed ?

and how can this wealth be made available to

Cincinnati? Some one says, "Oh, there is

coal all about us, and we can get as much as

we want." Exactly, but do you get it of the

best kind and to the best advantage? Cin-

cinnati has recently presented a singular spec-

tacle of this kind, and one at which we have

been greatly surprised. In the discussion of

the " bridge question," in which the chamber

of commerce seemed to consider the interests

of places hundreds of miles away more than

those of Cincinnati, it appeared to be the

main argument that the bridge to Newport

would obstruct coal boalsl The absurdity of

this sort of argument here is obvious from two

considerations: 1. That if Pittsburg coal

never existed, Ohio has near the river inex-

haustible quantities of the best coal. There

is no necessity lor getting Pittsburg coal at all.

On the contrary, there is better coal than ihat

of Pittsburg here. Pittsburg coal is not equal

to that of Sunday creek for some purposes.

2. That if the coal were landed at the foot of

Buller street, it would be just as accessible

to the people of Cincinnati as, at any other

point. The people of Cincinnati are not par-

ticularly interested in the commerce of Pitts-

burg; but they are interested in developing

the coal of Ohio, especially such coal as that

of Briar Hill and Sunday ereek ; and we as^

again, how can this vast deposit of wealth be

developed and sent out to the country? It

certainly won't be by expending breath and

strength by opposing bridges over the Ohio,

nor will it be by helping the interests of Pitts-

burg more than those of Cincinnati, nor will

it be by folding our arms while railroads to

Toledo and Columbus are made, and the trade

of the interior diverted from us. However, it

will be well to have the Sunday creek mines

developed in any way, and if the Toledo road

will do it, Cincinnati may take advanta«e uf

it, as we will presently see. We have men-
tioned that the Atlantic & Lake Erie Railroad

was already put under contract for the south-

ern line of Perry county to Bucyrus, passing

through New Lexington, Granville, Bucyrus,

and thence to Toledo, In Perry county it lies

in the valley of Sunday creek, and if no

other part is made than from New Lexington

to the Ohio, that alone would fully develop the

mines, and be of inestimable value to Cincin-

nati. - Cincinnati has, therefore, a great in-

terest in that matter, although we daresay

scarcely any of its business men may see it.

We will endeavor to show how. It is some-

thing like lorty miles from these mines to the

Otiio river, on a descending grade. At first

sight it might be thought that there would be a

second handling of coal to transport it on the

Ohio. Not so; and there need be no addi-

tional cost, because with proper iron dump-

ing cars, and inclined plane to the river, the

coal will be dumped into the coal boats almost

without labor. The cost of transporting coal

from Sunday creek to Cincinnati need not be

a cent more than that from Wheeling and

Piitsbuig. The point gained is that there is

no such coal now on the Ohio as that at Sun-

day creek, if the opinion of geologists be

worth anything. Besides, the trial of this

coal at Cincinnati proved that fact. We shall

have, then, a coal competing successfully with

that of Pittsburg. Further, if the opinion of

iron masters is worth anything, the iron of

Sunday Creek is both of excellent quality, im-

mense in quantity, and very convenient. If

this be the case, and the best coal in the

world to smelt it on the spot, it follows inevita-

bly that iron can be made cheaper there than

in any other locality, and in fact no eastern

or foreign iron can compete with it at all. It

is said that iron can be made there at $15.00

per ion. The experiment has not been made,

but at gold prices we have no doubt it can be

made at that price and sold in Cincinnati at

a good profit for $20 00 per ton. Here, then,

are two great advantages to be derived to

Cincinnati for the opening of Sunday creek

mines. But when will they be opened? We
"know not. We see lhat mining companies

have been formed for this purpose, and that

the Atlantic & Erie Railroad is under con-

Iract. But we also know that it is difficult to

r'dise capital for such great enlerprises from

local interests. The country is not rich enough

to spare mucli capital. For this reason the

great commercial centres must be looked to

for capital, and they ought to understand

that it is by developing the resources of the

country only that cities can grow. But this

great truth is not always understood. When
Cincinnati was small she understood it better

than she understands it to-day. What is the

consequence? To-day she is sluggish, grow-

ing at a slow rate, and putting forth no great

energies. Shall she remain so? Can noth.

ing be done to extend the views and engage

the power of this great city? Must every

man look upon his own things, and nothing

upon lhat of others? If we pursue that poli-

cy we shall dry up.

The best example of what a city should and

can do to create power and wealth for itself is

that of Philadelphia. That city has compara-

tively no foreign commerce, and if it had done

no more to develop its interests than New
York has, it would be a comparatively small

place. But, in fact, it has kept close on the

heels of New York. Why? Because Philadel-

phia, just like Cincinnati, had from 80 to 150

miles away immense mines of coal and iron.

There was the anihracite; there was iron of

all qualities. What did Philadelphia? She

put forth her whole energy and all available

capital to develop that mineral region, and

more than half the population is due to that

cause. Philadelphia, with no foreign com-

merce, has 600,000 inhabitants. She has

built railroads, canals, opened mines, made
furnaces, forges, docks and vessels all to

get this coal and iron, and to make others

tributary to Philadelphia and Pennsylvania]

It has been done ; all the Atlantic coast pays

tribute to her. Cincinnati has precisely (he
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same advantages, but in what way has she

availed herself of them ? She has helped but

very little to build the railroads about her,

and what mines has she helped to open?

Kansas Pacific Kailroad.

EXPERIMENTAL PLANTATION ON THE PI.AtNS

—

REPORT OF R. S. ELLIOTT, INDUSTRIAL AGENT,

The following report was recently submitted

to the Board cf Directors of the Kansas Pa-

cific Railroad Company :

Kansas Pacific Railway, Ind. Dep't. )

Brookville, Kansas, Nov. 30, 1870. J

Hon. John D. Perry, President Kansas Pa-

cific Railway :

Sir—I have the honor to report to the

President and Directors of the company, that

experimental plantations have been com-
menced on the line of the road, .viz : 1st, At
Wilson, 239 miles west of the stale line of

Missouri, and 1,586 feet above the level of the

sea. 2d. At Ellis, 302 miles west of State

Line, and 2,017 feet above the level of the

sea. 3d. At Pond Creek, 422 west of Stale

Line, and 3,175 feet above the sea.

The elevaliuns are of the railway track;

they are not barometrical, but from railroad

surveys connecting your road with lines lead-

to tide water. The longitude is : Wilson's

about 98 deg. 30 min. west from Greenwich
;

Ellis nearly 10U deg., and Pond Creek nearly

102 deg. All of the plantations are west of

the limit heretofore assumed by most meteor-

ologists as the limit of cultivation except by
the aid of irrigation.

Only a few acres of ground were broken at

each place. It was so late in the season when
the work was begun, that it was impracticable

to break largeareas withoutdisproportionment

k-xpense. 'Nor was there time to give more
I ban one plowing, and after a slight harrow
ing the seeds were sown. The ground not

having been deeply plowed nor put in first-

rate condition, and the seed having been cast

on the raw soil of the plains, with no interval

allowed for the rotting of the sod, the experi-

ments have no conditions which may not be
equaled by the ordinary farmer. By their

success tbey wiil show lhat the immigrant
may turn over the bulfalo grass at any time

duriug the autumn, and secure for himself a

harvest of cereals next summer. It would

have been moie pleasant to me to have had
the work done more thoroughly, but as it is,

the immigrant will not doubt his ability to do
as well, and need not be afraid to try.

seeds sown,

At Pond Creek, 28th September, 1870:
Wheat, 4 acres : rye, 3 acres ; barley, 2 acres

;

timothy sown on the wheat. On 14lh of No-
vember, Lucerne was sown across the wheat,

rve and barley. At Ellis, 20th October

:

Wheat, 3 acres ; rye, 3 acres ; barley, 1 acre.

On 22d October three quarts white Tonzelle

wheat and three quarts Scotch rye, both im-

ported and furnished by the department of

agriculture, United Slates. On 24th October

seeds from sarue department were sown as fol-

lows: Italian rye grass, perennial rye grass,

Lucerne, Northern Lucerne, Province Lu-

cerne, Alaska clover, Sairofoin Saradella,

Vitches, Vetchlinos. At Wilson, 11th Novem
ber : Wheat, 2 acies; rye, 2 acres; barley, 1

acre; also, timothy and Lucerne. On 12th

November, Northern and Province Lucerne
from the department of agriculture.

Also on the 12th of November a few nuts and

seeds of trees were planted at Wilson, burr

oak, pecan, chesnut, peach and ailanlhus. If

not destroyed by rats and ground mice, these

nuts and seeds will no doubt germinate early

in the season. To avoid destruction by small

animals it may Ije necessary to plant acorns,

walnuts, &c, only in the early spring, or to

plant young trees. I am in correspondence

with nursery men to learn where the best and
cheapest forest trees can be had.

prospects op success.

On the 19th of October, three weeks from
sowing, I found the grains of Pond Creek up
and looking well. On the 14tb of Novem-
ber the wheat, rye and barley at Ellis

gave a green tinge to the ground as seen from

the car windows, and Lucerne was forming its

third leaf.

1 learn to-day that the grains at '"Wilson"

sown 19 days ago, are up so as to be seen from

the passing trains.

The experiments at Wilson are under the

disadvantage of very late planting—the 11th

of November for wheat, etc., yet such is the

fertility of tlfe soil and its peculiar fitness to

produce the cereals, that a crop is as certain

as any future event in agricultural operations

can be.

The experiments at. Ellis, like those at Wil-

sons, give such promise that observers regard

success as a mailer ot course. These points

are east of Grinnel and Carlyle, at boih of

which places wheat sown in April matured in

July during the past summer Yet to grow
the winter grains without irrigation" only as

far west as Wilson and Ellis, establishes the

practicability of diversified agriculture for half

the distance from State Line to the settlements

of Colorado.

The experiment without irrigation at Pond
Creek, 120 miles beyond Ellis, and on the ex-

treme western border of the Slate of Kansas,
in the very midst of the plains, and in a soil

to be classed with the least promising on the

line of your road, is the most interesting and
important. The location is near the 102 de-

gree of west longitude, 4 degrees west of the

limit of arable effort depending on rain fall

alone, as heretofore assigned by eminent me-
teorologists. Boldly, but not unwisely, you
have invaded the "desert," not only with the

iron rail, but the plow and harrow as well,

and success under circumstances heretofore

believed to forbid it, will prove the wisdom of

your order to me to make the trial, and it will

also establish a new value for millions of acres

of. lands heretofore regarded as worthless ex-

cept for limited grazing resources in favored

portions.

Even with ihe first trial I have no doubt of

success. A second trial with better culture

and a decomposed sod, will vield larger re-

sults, but will not more favorably illustrate

the favorable climatic conditions and the

strength ot the soil.

free growth on the plains.

To detail all the conditions to be observed

in establishing forests on the plains, would
require an essay. I can only in brief re-

mark :

1. Forests can be established in all pans
of the plains, even without artificial irriga-

tion.

2. Much deeper plowing will be required

than for winter grains or forage plants

3. The most rapid growers are the best

trees for first planting.

4. Planting seeds is better than to trans-

plant young trees.

The future history of the vast region be-

tween middle Kansas and the mountain will

sustain these propositions. Seeding trees at

Bunker Hill station, 252 miles from State

Line, and 1,800 feet above the fiea, and trans-

planted trees at Kit Carson attest the practi-

cability of tree belts as snow shields at the

cuts along the track ; but a separate report is

required to do justice to this subject.

Very respectfully, &c .

R. S Elliott,

Industrial Agent Kaneas Pacific Railway.

Pennsylvania Central K. K.

The managers of the grand trunk route

through ihe Keystone State seem to be lead-

ing off in several entirely new enterprises,

which, if successful, (and there is no doubt
upon that point,) will almost revolutionize the

railway system of the country. President

Thomson and Col. Scott, and in fact all the

rest, of them are live men, of pluck and expe-

rience, with all thi capital and political influ-

ence they need ask for to accomplish anything

which they may attempt, and if Vanderbilt,

Fisk, Garrett and all other rival kings do not

stir themselves briskly they wiil soon see the

Perm. Central getting ahead of them Among
other news items in reference to the enterpris-

ing Keystone-liners we find the following in a
New York paper:—

"Restoring American Commerce —The
Philadelphians are going to work the right

way to restore iheir decaying commerce. In-

stead of asking subsidies of Congress the busi-

ness men cf the Quaker City have determined

to build on the Delaware four iron screw

steamers for the Liverpool trade. The bonds

for the building of the vessels will be guaran-

teed by the Pennsylvania Railway Company.'

And there is another newspaper report

which says :

—

" The Pennsylvania Railway Company have
reported in favor of placing a line of steam-

ships between Philadelphia and Europe, that

the vessels shall be home made. The Com-
pany further agree to organize a company and
guarantee ihe endorsement of Ha bonds to the

amount of §1,500.000, at six per cent., cur-

rency, interest. When this start is made, the

railway company expect the Board of Trade,

and' merchants, manufacturers and capi-

talists of Philadelphia to see that the bonds
named in the contract are taken at par."

But this is not the grandest ocean scheme
they have in view—for we hear they are con-

sidering the expediency of establishing their

own line of steamers between San Francisco

and Japan. Meanwhile the builders of the

National Railway are industriously at work
between New York and Philadelphia

—

News.

Atlantic & Great Western R. R—A plan

of re-organization under the Presidency of

Gen. Geo. B McClellan (with Senator Thur-
man of Ohio and Wm. B Duneiin as large

owners,) is talked of in Cincinnati. This con-
templates the sale of the road, and the issuing

of new mortgages to cover securities, with a
joint Co. Ten million, live hundred thousand
dollar bonds are to be issued in place of the

first divisional bonds, $7,000,000 in place of
the second bonds, and §22,600,000 in place of

the consolidated bonds, a total of $-10,000,000.

The total indebtedness of the road now is, in

round numbers, 58,000,000, and the proposed

new capital is fixed al $00,000,000 All tho

old creditors are to be secured, and the road

to be freed from debt at the earliest possible

moment.
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The New Drift of Money Capital.

The Secretory of the Treasury has given

notice that he expects soon to begin funding
theoutstanding Five-Twenties into new Bonds,

Laving from ten to forty years to run, and
bearing 4, 4£ and 5 per cent, per annum re-

spectively. Preference is given to the sub-

scribers to the new 5 per cent. Bonds in pro-

portion to the amounts of the lower rate Bonds
which accompany them. In other words, Mr.

Boutwell expects to convert the fifteen hun-

dred millions of Five-Twenties now out, into

the same amount of Bonds, whose average

rate of interest he means to make as near 4}

per cent, interest as possible. Such is the

steady advance of our national credit abroad,

that Five-Twenties are now nearly at par in

gold, and Ten-Forties are only a few points

below them. With the cessation of war in

Europe, and the return of capital and labor to

our shores, the improvements must continue

to increase, until the Secretary is enabled to

give notice that the old Bonds, upon which
privilege of redemption is already reached,

will be paid off, and after a certain date cease

to near interest.

It is a pertinent question of the day, especi-

ally to capitalists and holders of Government
Bonds, "What new channel will this amount
of capital, now fixed, be likely to flow into?"

Will the holders consent to accept the new 4J
per cent. Bonds in exchange, or will they

abandon Government Bonds to foreigners,

national banks and the like, with whom the

lower rates of interest are satisfactory ? Now
4J per cent is a low rate of interest for this

country ; although there is every probability

that as property accumulates the tendency of

the interest rates will be lower
;

yet the ave-

rage for the older States is nearer 6 per cent.,

and in the Western States nearer 10 percent.

The guarantee and superior mobility of Gov-
ernment Bouds are advantages which will al-

ways tell in their favor. Before the war,

there were many corporate and private par-

ties whose credit ranked equally high with

that of the United Sla'es. There are some of

them to-day whose securities have equal readi-

ness of sale, wilh nearly equal market values.

The issue of paper money, and the outpouring

of twenty-five hundred millions of interest

bearing obligations of the Government, crea-

ted a revolution in our banking and financial

usage. Will not the withdrawal of these vast

sums into the Sinking Fund bring about a
counter current.

A. railroad is about the most indestructible

and powerful and wealth producing agent
known to our time. The whole people have
grown sick of railroad stocks or shares, for

they are too much connected with gambling
risks. But mortgage bunds are a safe com-
promise between unwieldy liens on real estate

and the more mobile but more treacherous

stocks.

In railroad mortgages, however, as in most
investments, selection is important. While

there are lew of which it may be said that

they are baseless, there are some which are

not only safe, and yielding a fair rale of inte-

rest, but which have such personal and male-
rial support that they will improve in estima-

tion as time pusses. Of the great railroads

of the country, we have had occasion hereto

fore to refer to the Pacific Central road, in

which the Government has so large a mon-
eyed interest, and which must be for years,

without a rival in revenues. Its securities are

now regularly quoted at the money centers

here and in Frankfort. Beside it, perhaps,

in imporlauce, as we have said, may be

placed the Great Central line between the

Atlantic and the West, tue Chesapeake and
Ohio, whose directory comprises some of the

best names in American commerce. This

line which is near completion, will ultimately

command an enormous freightage by reason

of its short line between inland and sea navi-

gation, its low grades and iron and coal de-

posits. There can be no better drift for un-

loosed capital than into the securities of such

enterprises. x

The Railway System of Europe.

The railways of Europe and America form

systems by means of which the business cir-

culaiion of nations is kept up. But the two

systems differ very materially. The Euro-

pean system was devised with a full recogni-

tion of the public necessities and ultimate in-

terests involved, while our own has, until

quite recently, been a natural growth con-

trolled by no particular policy, and restrained

by no governmental authority. Many of the

European roads were either constructed by

the governments, or under grants whicii al-

lowed the authorities to retain contrul of

them—Great Britain, we believe, being the

only exception. In France there were, ac-

cording to the latest reports, over nine thou-

sand miles of railways in operation, all con-

structed since 1836, at an average cost of

$125,000 a mile. They were built under the

supervision of the government, and were

largely aided by government loans. They are

now leased to six great companies, for a

term of ninety-nine years, and pay the gov-

ernment ten per cent, of the great receipts.

At the end of the lease the roads revert abso-

lutely to the government, but meanwhile the

mails are transported free, and troops and
government property at reduced rates. The
rates to be charged the public by the roads

for freight and passage are fixed in the lea-

ses, and are so profitable that the stock of

the companies steadiiy commands a premium.

From their yearly profits the companies are

also obliged to put by a certain sum which,

at the end of the lease, is to he used to reim-

burse the shareholders for their original in-

vestment. This tends still further to give

stability and public favor to the stocks.

Belgium has but 1,250 miles of railway,

constiucted at an average cost of $91,500 a

mile. These roads like those of France, were

constructed partly by the government, and

partly by companies which received their

franchises on condition that their capital

should be gradually refunded, with a liberal

interest, and that thereupon the roads should

revert to the State. At first the Belgian

roads returned no profit, but of late years, by

reason of increased business, they are paying

the shareholders seven per cent, per annum.
Prussia has 3,800 miles of railway, costing

$83,700 per mile. Of these lines, about one-

half are worked entirely by the government,

and the rest by companies under concessions

very similar to those made in France. One
feature of the Prussian system is peculiar.

The government will not permit the construc-

tion of competing lines, nor allow combina-

tions between any two or more lines.

Austria has 3,700 miles of railway, costing

an average of $108,51.0 per mile, and con-

structed by companies under concessions by

which the roads become the absolute properly

of the State at the end of niuety years ;
mean-

while the rate of fare and freight charges be-

ing regulated by the government. The roads
1

have proved profitable, and have paid divi-

dends of seven per cent., which seems to sat-

isfy the Austrian capitalists, even with the

prospect of obliterating the principal at tha
end of ninety years.

The railway system of England has been
built upon an entirely differeut plan from any
of the Continental Powers, and with the ex-
ception of the stricter governmental control

which has been exerc'sed it is not very diffe-

rent from our American system. The roads
have been built by private companies, and
without restriction as to competition. There 1

are 14,247 miles if railway in Great Britain,

representing an aggregate capital of $2,511,-

314,435. The peculiar feature of the system
is, that although the roads were built by pri-

vate enterprise and capital, and do an enor-

mous and increasing business, they do not, in

the majority of cases, pay anything like re-

munerative dividends to the shareholders.

Many of the principal lines have made no
dividends for several years, and others make
from one to three per cent. The London,
Chatham and Dover, which cost fifty million

dollai'b, has never paid a dividend, nor even
the interest on its first issue of bonds, and is

now in the hands of a receiver. It seems
strange to read in the London Railway News
that some of the roads are really in a flourish-

ing condition as compared with past years,

and that they have declared dividends rang-

ing from four aud a half per cent, to two and
three per cent. The result in Great Britain is

that railroad investments have been almost
total losses, and that the system has becoma
so involved, and the stocks so depressed, tlmt

it has been seriously proposed that the >" v-

ernment should purchase all the lines at lliei

actual market values, 'and run them in the

public interest. The most sagacious railroad

men in England express the opinion that

ultimately this policy will be adopted, and
that rates will then be put at a figure barely

sufficient to defray the cost of maintainiug

and operating the roads. It will be seen that

in all the Continental States such a policy is

already provided for, and it seems probable

that it will eventually become a general fea-

ture of the railway system of Europe.

Limb and Moktar.—The main results of

certain recent experiments made to obtain

accurate information on the process of the

hardening of lime and mortar, as applied for

ordinary building purposes, are that the freshly

applied mortar gives off, at first, water only,

by which process the particles of lime begin to

adhere together, afterwards carbonic acid be-

gins to be absorbed, and thereby the solidity

of the mass is increased. The last stage of

the drying of the mortar coincides with that

of saturation of the lime wilh carbonic acid;

and this process causes the fixation of the

porous bricks with the mortar. The absorp-

tion of carbonic acid alone, without previous

dehydration, never causes ordinary mortar to

become hard. Freshly made mortar exposed

to an atmosphere of moist carbonic acid re-

mains soft; while mortar placed under a hell-

jar filled with carbonic acid, and standing

over a basin filled with strong sulphuric acid,

becomes rapidly hard. Large quantities of

mortar especially with a limited exposure to

air, take months, or even years to become
hard.

J3®"The cost of running a steamer a round

trip between this country and Europe is said

to be about $42,000 in greenbacks.
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The lioosac Tunnel.

Tbis work is a standing wonder, and prom-

ises to be so for some time to come. We are

continually hearing of the great things there

being done, but the time has now arrived for

n display of skill greater, probably, than will

be required in anything that 's to follow. The
tunnel has been started from two points on

opposite sides of the mountain. Midway be-

tween these two excavations a perpendicular

shaft has been sunk 1,039 feet in depth, now
reaching the level of the bottom of tlie tunnel

that is to be, and uncovering a spare 27 feet

by 15. From this under-ground chamber,

smaller than many parlors, a straight line

must be run by instrumental and mathemati-

cal calculation which shall in its prolongation

exactly meet the two portions of tunnel alrea-

dy started on the opposite sides. The Scien-

tific American thus expliins the difficulties

and intricacies of the problem:

"The shaft being at grade necessitates,

probably, the most delicate and responsible

act an engineer may ever expect to meet, it

being necessary to lay down a line less than

27 feet in length at the bottom of a dripping

dark shaft 1,030 feet deep, so that both ends

of the line being produced shall coincide with

the terminal points of the tunnel, each being

distant over 12,000 feet from the center of

the shaft. To increase the initial difficulty,

the top of the shaft is on the summit of a

ringed mountain, from 1.500 to 1,800 feet

above the grade of the tunnel at its termini.

It is no light responsibility to assume charge

of this operation. The state of Massachusetts

has had manufactured a colossal transit in-

trument, of the most elaborate and perfect

construction, costing $3,000. The most ac-

curately verified lines have been laid down
over the mountaiu, extending long distances

beyond in both directions to the tops of neigh-

boring mountains. By the accuracy of this

instrument and its manipulation, the line of

27 feet will be permanently defined, requiring

wonderful exactness, and from its extremities

the plummet alone can reach the bottom of

the shatt. These plummets must of necessity

be weighty and beautifully poised, and will

require to be suspended in oil to produce per-

fect rest aud protection from the faintest

vibration of the air. The most delicate cords,

consistent with strength, must be used to sus-

pend them, and after all is done that science

can suggest (being perfect as to theory) any

intelligent mind can understand how delicate

and fraught with danger is the practical part

of the operation to the engineer, and what

grave effects the slightest error would produce

on so small a base as 27 feet. It is quite pos-

sible the motion of the earth may atrect the

plummets more or less; but this point has not

yet been thoroughly investigated."

Not only the motion of the earth, as the

Scientific American states, but the mountain-

mass by attraction may disturb the perpen-

dicularity of the plummets. But it is a lair

question for an "intelligent mind" to ask

whether plummets are the only practicable

devices which science has to suggest for the

determination of tbis line at the bottom of

that shaft as this journal implies. The long-

est projections of straight lines we know of

are those which come from distances meas-

ured by the hundreds of millions of miles,

and at the terrestrial extremities are caught

in exact prolongation by telescopic tubes a

few feet long. It is certainly not impossible

to use rays of light instead of plummets nor

unheard of either. There are quite a number

of devices by which light can be thus used

for the allignment, especially with the help of

magnesium. Not only can the different de-

vices check and prove one another, but any
of them should be, at least, more reliable

than a thousand foot pendulum.

T!ic New AiigJo-Ritssian W«r.

The news of the probable extension of the

war all over Europe, and the world, by the

sudden action of Russia in reopening the

Etstern question, is the absorbing topic of in-

terest. This event was anticipated at the

commencement of the European war, but the

quick succession of important events in

France rendered other nations oblivious to

the cloud that hung over them. It is now
seen that the circumstances of the present

campaign in Europe have tended to precipi-

tate the action of Russia. France is utterly

powerless to defend the Crimean Treaty of

1856, which she was so instrumental in estab-

lishing. And France is the only power in

Europe whose opposition Russia has reason

to dread. It is the only nation that could

place a great army in the field. England is

great only as a naval power, and in a war in

defence of the Ottoman Empire the conflict

would be chiefly on land. As for Prussia, the

inferences are almost irresistible that it is in

league with Russia, so that the Czar has
nothing to fear from that povver.

The treaty of 1855, which Russia proposes

to nullify, was intended by Fiance and Eng-
land to protect Turkey from the ambition of

its powerful neighbor. It prohibited Russia

from establishing any arsenals on, or intro-

ducing armed ships into, the Black Sea.

Prince Gortschakoff is no doubt correct in

stating that this treaty was a sore humiliation

to Prussia. At any rate it is one that could

only be observed so long as the means existed

for enforcing it. The defeat of France by Prus-

sia removes one powerful opponent, and Rus-

sia has only England to deal with. The lat-

ter has been prompt to take up the gauntlet.

Earl Granville, the English Secretary for For-
eign Affairs, has, in courteous diplomatic

phraseology, given notice to Russia that the

infraction of the Treaty of 1856 will be re-

garded as a cause of war.

England is endeavoring to build up a Eu-
ropean alliance against Russia. It is said

that Austria, Italy and Turkey will unile with

her. But Italy has troubles enough at home,
and has not sufficient interest at stake to fight

in defense of Turkey. Austria has a much
deeper interest in the question, but it is doubt-

ful whether it is sufficient to cause her to en-

gage in war in her present exhausted condi-

tion. At any rate she can render no adequate

opposition to Russia, and will be only a poor

ally for England to depend on.

The ultimate arbitration of this question

devolves on Bismarck If Prussia aids Rus-

sia there will be an end of the matter. The
Treaty of 1856 will be broken, and the Czar

will transfer his capital to Constantinople.

There are strong grounds lor believing that

ihis is the real programme. The astute Bis-

marck arranged long ago that, in case, of

Prussian conquests in the West, Russia

should be at liberty to indemnify itself by

corresponding annexations in the East. It is

not merely Alsace and Lorraine that Prussia

requires. The acquisition of Luxemburg,
and the ultimate annexation of Belgium and
Holland are the real objects of German am-
bition. For this great prize, Germany may
well afl'ord to allow Russia to absorb Turkey.

England is bound to fiaht against this poli-

cy. It threatens her Empire in India, and
secures a fatal preponderance to Russia and
Germany. Whether she can succeed in pre-

venting it, the future alone can decide. But
if Russia and Germany are united, as seems
probable, the rest of Europe can do but little.

At the present time everv thing seems to por-

tend a prolonged and dreadful war all over

Europe. The war will be felt in every quar-

ter of the world, arid is destined to charge
the boundaries of nalions, and powerfully

affect the welfare of mankind.

—

Economist.

A New Mode of Fixing Railway Bridges.

—Yesterday afternoon a party of engineers

and scientific men, headed by Sir John Ren-
nie, visited the works of Messrs. Campbell,

Johnstone & Co , at Silvertown, to witness the

exhibition of a new method of launching gir-

ders or bridges without scaffolding. The
structure which formed the subject of the ex-

periment was two sections, each 110 feet in

length, of a bridge, wnich is to be thrown

across the Ganges at Cawnpore, and which
will carry, above, the rails of the Oude and
Rohikund Railway, and below, a good and
substantial roadway for bullock trains or or-

dinary traffic. Without entering into details,

this bridge may be described (and the descrip-

tion will be generally understood by engineers)

as a lattice lubular girder, the height over all

being ten feet eight inches, and the bullock

road nine feet wide by eight high. The
bridge, when complete, will consist of 23

spans, each of 110 feet in length, resting up-

on cylindrical piers of brick-work, and the

weight of materials in each span will be about

75 tons. The method hitherto adopted for

launching girders or bridges of these dimen-

sions has been simple haulage by means
of chains and pulleys, which has been at-

tended with great los3 of power, delay, and
many other inconveniences. The mode
adopted and devised by Messrs. Campbell,

Johnstone & Co avoids all waste of power,

has nothing to do with either chains or pul-

leys, and depends entirely upon direct propul-

sion. The bridge, or section of the bridge,

having been built up on the shore, rests at

each end upon a series of ten wheels, which
are themselves supported by ten hydraulic

rams, five on each side; the number may of

course be diminished or increased, according

to the work to be performed—and to these

wheels, which play upon a rail beneath the

bridge, there is fitted a worm and worm-wheel
moved by a ratchet brace, which is set in mo-
tion by five men on each side working han-

dles up and down, like the pumpers at a fire-

engine, who, as we saw yesterday, can propel

150 tons at ihe rate of nine inches in the

minute, a speed which, with a slight, alteration

of the machinery, will be increased to a loot.

Of course, the exact method of dealing with

each particular bridge must, to a certain ex-

tent, depend upon the special circumstances

of the situation. In this instance a bridge

2,530 feet, or close upon half a mile in length,

is to cross the Ganges in 23 spans of 1 1 feet

each Every section (each including two

spans) will be launched from the same shore,

and all will be driven across by the apparatus

which we have described, and which will he

moved from pier to pier as required. The
bridge was designed by Mr. Heppel, C. E.,

and has been constructed by Messrs. Camp-
bell, Johnstone & Co., to whom belongs the

entire credit of devising the apparatus for its

fixture.

—

London Daily Kcics.



THE RAILROAD RECORD. 349

Iron vs. Wooden Railway Cars.

Some day, we hope not many years hence,

passenger cars of iron will be rule rather than

exception, and managers will find that this

class of rolling stock combines more elements

of safety and eventual economy than anything

that is now in use. The extra weight of iron

has been the principal reason why our railway

managers have looked with so little favor

upon the different devices for using that metal

for cars; but this reason is growing ot less

importance year by year as the weight of

wooden cars is increased. At present, many
of the eight wheel passenger cars weigh

eighteen or twenty tons each, and the new
styles of cars demanded by modern luxurious

taste, such as sleeping, palace and compart-

ment cars, weigh fully one-half as much
more, and it is within a few days we have

read a description of one of these just finished

for a Western road that weighed thirty-two

tons. Most certainly it looks as though rail-

way managers are getting to pay much less

regard to the question of weight, of rolling

stock than they used to do, and will now look

with much more favor upon the efforts of in-

ventors to produce a passenger car that com-
bines great comparative safety to passengers,

and stability in its best sense. With the im-

proved character of the permanent way and
superstructure, and the improved devices for

relieving the movements of rolling stock from

the effects of jars and concussions incident to

rapid locomotion, a greater weight upon each
wheel is rendered practicable, that is, without

perceptibly increasing the cost of hauling, or

shortening the life of the rolling stock or the

rail. Modern practice and experience show
this to be the fact, and if managers continue

to err in this direction let us hope that they

will take the best means for utilizing the ex-

tra weight so as to give, the passenger a rea-

sonable assurance of safely from the dire

effects of collisions where each broken piece

of wood becomes an instrument of suffering

and death, and in case of fire where the wood,

oil, paint and varnish, become a funeral pile

for the unwary. We believe in iron passen-

ger cars because they can be made to last

twice or thrice as long as the wooden cars do.

While we have assumed that iron cars will

weigh more than wooden ones, we by no

means grant the fact. Because the first one
or two iron cars, rough and uncouth in design,

contained an undue amount of material and
therefore of weight, it by no means follows

that improvement can not be made upon those

designs, and we believe that if the combined
railway managers should offer a liberal sura

for the best design for an iron passenger car,

competition among inventors would soon pro-

duce a device combining the best elements of

strength, safety and economy. We know no

reason why improvement in this direction is

not just as possible as in any other branch of

mechanical engineering
;

and when railway

managers get over the notion that an iron

railway car must of necessity be exceptionally

heavier because it is made of that metal, and
are willing to look with favorable eyes upon
the effort to make a light and strong iron car,

we shall find the battle in favor of greater
|

safety and eventual economy more than half

gained. Rusty prejudice is the greatest loe

of all improvements in railway devices, and
has been ever since George Stephenson suc-

cessfully cotnbalted it by the success of the

locomotive. Meanwhile, let not railway

managers forget to use and adapt the best

safety devices for wooden cars. Let them

see that these cars are strongly framed and

guarded by all well proved improvements cal-

culated to resist the effects of ihe hard service

to which they are exposed. The next thing

to having a belter article is to make, the best

use of that which we have, and wooden pas-

senger cars can be made comparatively safe,

if managers are willing to pav a fair price for

the skill and labor necessary to make them
so.

How Steel Raiis are Made in Swansea.

This was made patent to a distinguished

company of some one hundred and fifty mem-
bers of the Iron and Steel Institute of Great
Britain, at their meeting in S^uth Wales, on
the titb ult. The steel works were formerly
used as silver works by Messrs Dillwyn, Rich-

ards & Co., at Lsndore, but about two years

ago they were adapted to the production of

steel by Siemens' patent, and are now doing
a flourishing trade, extending at every point.

The staple of the works is steel rails, for

which there is a great demand, the Great
Western Railway Company alone being capa-

ble of taking all that can at present be pro

duced at the works. The process of manu-
facture is simple. Hematite pig iron is passed
through puddling furnaces heated with gas at

a high temperature. "From ti.ese the iron is

taken to steel melting furnaces, where it is

made liquid, and cast imo ingots These
are conveyed in a healed state to a steam
hammer, weighing eight tons, each ingot be-

ing twelve cwt., two qrs., in weight. They are

compressed by this means, then cut in pieces,

and passed through iron rollers till they are

attenuated to the necessary length and shape,

when the ends are cut off by means of a cir-

cular saw while slill at red heat, and the rail

is finished. The smelting aud heating are all

carried on by means of gas. The mode of

testing the rails is by means of a heavy blow
from a hammer, or "monkey,'' suspended at

heights varying according to the necessary

test. In the present case^ a rail was
passed across, and a hammer eighteen

cwt., was allowed to fall from a height of

twenty-four feet. In the first test the rail was
broken in two, but in the next it was bent,

only, and a second blow from the ''monkey"
straightened it again. There was the slight-

est shadow of a fracture from the strain on

the metal, and the test was pronounced by all

to be particularly satisfactory in every respect.

It may he slated that the test required by the

Great Western Railway is that of the same
weight falling from an altitude of six feet

only. The various processes of manufacture
were carefully explained, and were viewed

with interest- by ail present. Some specimens
of steel wire were also shown, to illustrate the

toughness of the metal.

—

Engineering and
Mining Journal.

Dust.—It may be interesting to persons who
suffer from the direct effects of the dust, or

who are necessarily exposed to the night air

in places where there may be malaria to know
that a respirator of clean eottin wool, packed

moderately close, sifts the air and makes it

perfectlv pure. It is believed that, even the

penetratiug malaria ot vegetable decay is ex-

cluded by such a sieve. The construction of

the respirator is of no importance; the only

thing to secure is that the air passes through

the cotton before it is breathed. Such an in-

strument if it is only a small roll of cotton

folded in a handkerchief and held over the

nostrils, will afford essential relief to every

one who finds the dust of the streets or of rail-

way cars irritating to the throat and lungs.

Enameling Slate.—By this process are

produced imitations of the rarest marbles at

a tithe of their cost. The substance thus pro-

duced is not only cheaper than marble, but

bears a much more brilliant and permanent^
polish than stone will, while it has for its base

a mineral infinitely stronger and more dura-

ble. The process of enameling is interesting,

though very simple. It is performed either bv

"dipping," "splashing," or bv splashing and
sponging combined, and some of the more
elaborate patterns by hand-graining. The
colors are applied by either of these methods,

and the slab is then placed in an oven, or

heated eharaber, the temperature of which u
maintained at from 130° to 250°, according to

the size and thickness of the slab. In this

oven it remains for a period determined hy

the size of the slate, generally averaging

twenty-four hours. It is then withdrawn, and
a coating of specially prepared enamel ap-

plied. Again it goes into the oven, emerging
from thence to be vigorously pumiced to re-

duce all inequalities of surface. This process

of baking and pumicing is repeated with vari-

ations three tim'-.s more, and the slab is then

in a condition fit for polishing. The polish-

ing process is formed : firstly, with woolen

c'oths and fine sand; next with French me-
rino, the finest and softest that can be ob-

tained; and finally with the hand and pow-

dered rotton-stone.

Bv the process thus hastily described, the

most elaborate marbles and stones can be
imitated. Specimens of Egyptian green, Lu-
machelle, and St. Ann's marbles, Pyrenees
green, Sweedish and purple porphyries, a-11

kinds of granites, malachite, and lapis lazuli,

have been so well finished as scarcely to be

distinguished from the costly originals. Ar-

chitect's original designs can also be execu-

ted in inlays of any pattern.

The enameled slates are principally used

for chimney-pieces. They are largely in de-

mand for facias, consoles, table tops, etc, for

which their fine and durable polish well fits

them.

Stoves in the Cars.—North of New York
it has been for several years the practice to

heat the street cars, and especially on long

routes The very simple arrangement of a

diminutive coal stove in one corner of the car-

deprives only one person of a seat, and makes
the twenty-three others who have seats very

comfortable. Weather prophets predict an ex-

ceedingly cold winter. We have had a good
intimation of it in the snow storm of Friday,

and the raw, bleak weather of Saturday. In

view of this, would it not be well for the rail-

road companies to make some provision for

the comfortof their hundreds of thousands of

passengers, many of whom are obliged to ride

from eight to ten miles each day in the cold

and cheerless cars? Brooklyn has two routes

supplied with stoves, and the innovation is

hailed .with delight. We know that the peo-

ple on this side would welcome such a change
loo, but we do not feel as sure that the com-
panies generally will be disposed to make it.

The capital invested in nine steel

manufacturing establishments in Pittsburg,

amounts to $1,500,000 The annual products

amount to 18,500 tons The sales of the various

establishments for the year ending 1870,

amount in the aggregate to $4,260,000, The
amount sold in Eastern and Western cities by

the agents of the respective firms engaged in

the manufacture of steel, amount to $1,200,-

000, making a total of $5,460,000.
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Statistics op Life—The yearly mortality

of the globe is 33,333,333 persons. This is at

the rate of 91,554 per day, 3,730 per hour, f>2

per minute. Ea';h pulsation of the heart

marks the decease of some human creature.

The average human life is 33 years.

Or.e-fourth of the population die at, or be-

fore, the age of seven years.

One-half, at, or hefore, 17 years.

Anions 10,000 persons, one arrives at the

age of 100, one in 5U0 attains the age of DO,

and one in 100 lives to the age of 60
Married men live longer than single men.
In 1,000 persons, 95 marry ; and more mar-

riages occur in June and December than in

any other month of the year.

One-eighth of the whole population is mili-

tary.

Professions exercise a great influence on

longevity. In 1,000 individuals who arrive at

the age of 70, 43 are clergymen, orators and
public speakers ; 40 are agriculturists

;
33 are

workmen ; 32 are soldiers and military em-
ployees; 29 advocates or engineers; 27 pro-

fessors ; and 24 doctors —Exchange

—The Elevated Railway was in operation

for a day or two recently, and carried passen-

gers from the Battery up to Thirtieth st.-eetin

less time than they ever went over the same
route before, and in spite of the many provo-

king mishaps (which always retard the perfect

working of new complicated things,) we ex-

pect to see the road in satisfactory condition

before nest spring. Some pronounce it a

"stupendous folly," and we remember hearing

our long since deceased grand sire say that

railways of any kind were foolishness and
wouid never pay.

—While we are waiting to see what Beach's
Underground Railway will amount to in the

hands of the next State Legislature, a "Pneu
matic Car" is attracting the attention of street

passengers in Chicago. The motive power of

the Chicago car is compressed air, the machi-

nery being similar to that of steam, and
placed under the seats. There is no noise, no
smoke, no heat. It is said to be much cheaper

than horses. Experimentalists say that what

costs §700,000 per annum for horses, Ac, can

be done by compressed air fur $200 000, and
be better done at that, with a speed of one
mile in ten minutes.

—The Third Avenue (horse) railway runs

175 cars daily, part of the time at intervals of

45 seconds—and the 25,500,000 passengers

whom they carried last year paid $1,41 1,383.80.

The largest day's receipts were 85,519.48.

Thc-v employ 1,049 horses, whose food during

the year cost 260,000. In the same time the

company have paid as salaries to conductors

and drivers S289, 464.28, and to mechanics,

hostlers and stable naen, $200,124 86. They
have also paid for revenue tax $50,000, and
for accidents and charities $3,700. They
have also laid three miles of new double track,

and erected a new depot at Harlem at a cost

of $330,0(10.

—The lo--s by the collision on the Grand
Trunk Railway of Canada recently is estima-

ted at over $200,000.

Cotton Seed for Smyrna.—A new branch
of commerce has just been opened between
here and the southern part of Europe and
Asia. An invoice of forty-five tons cotton

seed was shipped last week from New York
to Smyrna for the purpose of planting,

the object being to start the raising of cotton

in those sections fro n American seed.

fi@"Attempts are proposed to introduce
sponge growing into the industries of the har-
bors on the north-eastern coast of our conti-

nent. It seems that one species of the sponge
has recently been fouud thriving in Portland
harbor, and it is inferred that it would live in

all places on our eastern coast south of that
place, and that the naturalization of choice
sponges is a matter of national importance.

BS^The aggregate valuation of real estate
in Cincinnati, exclusive of the recently an-
nexed territory, is $137,762,998. The prop-
erly held by the churches is nearly four mil-

lions, and the valuation of the parks and ceme-
teries is over two and a half millions.

J3Sr"There are over 70,000,000 acres of un-
occupied land in Texas.

RA1LS0ABJMIEITE.
The Railroad Mam's Paper.

I

News & Operation,
Supneeriiij.%
Reports,
Management,
Advertising.

A. ft
1

. KELLOGG, Publisher,
Teems: $3 pe:' Annum.] 101 Washington St., Chicago.

E^° Will be Four Dollars after January 1, 1871.^31

TEE FIRM OF W5I. J. TTOUWG <& CO.

Mathematical Instrument Makers, consisting of Wm. J.
Young and Ohas. S. Heller, wad dissolved shortly be-

fore the death nf Wm. J. Young. Tho und*rsipned, the
late partner of paid firm (who was with Mr. Young con-
tinuously f«T Fifteen Years, will continue in the same
line of business, at No. 33 North Seventh streetf
Cor. of JP.ilbvrt,

CM AS. S. EEtfXliER.
Philadelphia, Aupust 1, 1870. 29-0-70, 27

GET THE BEST.

IIBM'S ffllllH IIRISIUT
10, i. O Words and Meanings not in other Dictionaries.

3000 Engravings. 1j40 pages Quarto,

Glad to add my testimony in its favor.

I'rest. Walker of Harvard.]

Every scholar knows its value.

|

v 11. Prescott, the Tlistorian.]

The mostcomplete Dicti ua y of the Language.
[Dr. Dick, of Scotland.]

The lest guide of students of our language.
[John G. Whittier-]

He will transmit his name to latest posterity

[Uhahc.-Ilor Kent.]
Etymological parts surpasses anything by earlierlaborers.

[Geoff- e Bmcroft.]

Bearing relation to Language Principia does to Philo-
sophy. [ Rlihu Burritt.]

Excels all others in denning scientific terms,
[President Hitchcock.]

Sso far as 1 know, be.-t defining Dictionary.
[Horace Mann.]

rn ake italtogether, the surpassing work.
_L [Smart, the English OrthqepUt]

A necessity for every intelligent family, student, teac er

and professional man. What Library is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. GOO Engravings, Price $6.

The work is really a gem <>f a Dictionary
, j list the thing

forthe million.—American Educational Monthly.

Published by G. Sc C. MEURIAM, Sprin;:u\ld, Mass.

Sold by all Booksellers.

Le Van's

Ifflpvel Governor,
wits

BALANCE VALVE COMBINED.

Warranted to give entire satis-
faction. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense Ifnotas
represented.

Price List and Photosraphssent
on application.

"W. Sarnet Le Van & Co.

& E. cor. ?Mh and Wood SU. ,

Philadelphia.

RANDOLPH,

MANUFACTURER OP

MATHEMATICAL INSTRUMENTS
T1IKODOLITS, TRANSITS. LKVELS,

DRAFTING INSTRUMENTS, Ac,

67 W. Sixth St., Cincinnati, O.

Olr;uliirssentfree. Established 1S53.
19-.i-?0. 1H

DWIJ! J. JIOKNE3t,TjTDW

Successor to

SIC5V4NEI, & HORNER,

Locomoiive and Railroad

CAR SPRING MANUFACTURER
Wilmington, i>«;la«aro
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THE PALACE DAY AND SLEEPING COACHES
of the:

Erie and Atlantic & Great Western Railway
Are the Fassest in Use on this Continent!

IN'.M.'it.cC.AWti. «iii»* (Ji' 'li'iiJti ISitiJAnv U.»U4iifc t-AL.-i^D KJOACmhES.
Tliese superb CoacSses, !mifIU peculiar to the Broad Gauge, aj-e

attached to the 9:45 i». M. Express tlaily at Cincinnati, running
THROUGH TO HEW tOK.lt WITEIOUT CB5AWGE. Conductors ac-
companying tliese Coacnes through to New York.
Ticket Offices : SO W. 4th St., No. 4 Burnet House and li5 Tine St.

W. H. Shattac, Gen,'I Southern Agt., Cincinnati, O.

HAR

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Culling and

Nut Tapping Machines, ^e.

W. T. HILDRUP, Treasurer.

Hawkins- Hprthel & Burrall,

Cibil & DJechfinicql £i)cjij).eisr£
>

BUILDEES OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Ronfd and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridge*, Rools and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Piping, Docking,
and Genera] Railroad Work.

Main St., SpPingfield Mass.
F. Hawkins. Geo P Ecrtltel. W. U. Hurra

AMERICAN"

The undersigned are now ready to contract for the
delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
42-S Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Cliesnut St., PHILADELPHIA.

3-21 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Rail,
Now fullv demonstrated to be the TRUE STEEL
RAIL, -we are now ready lo negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to 'hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must hear the signature of either the President,

Vice-President., Superintendent or Engiueer.

J. !,. BOOTH & CO.,
Rochester, N. Y.

HAVEN & AEEEHT,
SriS Broadway, N. Y.

GRAND SCENERY!
{©"QUICKEST ROUTE"©a

S9 Miles in Distance-Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PUILA I)EL PJIIA .

NEW YOHK, and

BOSTON,
WITII THE PRIVILEGE OF GOING TO

W^lSH INGTON

ISO CHANGK OTT CAKl^
From Cincinnati "Do 1 *H yvi rvPO an^ hllt ^NK

orColunihus to J-JCll LlIIxUl t? CHANGE
J'hilmi- Iplilti and JSew Yurie,

Ask for tickets and Raltimnrp A flhin R RRAGGABr. Cll ECK8 viaDalllm0re Oi UUIO tli n ,

J. L. WIT SON, Master of Transportation.
L. M. OOI.K, General Ticket Ajjent.

<i. It GIBSON, Genual Western Pasaenjier Apent.

JANUARY 1st, 1870.

Cincinnati to tit. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jsffersou City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUN AS FOLLOWS
St. Louis, Evansville and Cairo
Mail 7:15A.M. 10:55P.M.

Osgood Accommodation 3:10 P. M. 8:45 A. M.
Through Western Express 5:10 P.M. 8:30 P. M
Night Express 10:20P. M. 6:00A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

cennes time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices. 135J Tine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. d. BONDURANT, Superintendent, Cin.O.
C.E. FOI*LET.Ger.'l Tiek't Ag't, Si. Louis. Mo.

MB
As in use on the National Despatch Line of

Cars, adapted to two or more gauges, i'or

information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents
;

Wilmington, Delaware, ©r
CHAS. BOCIiSJS «V €«, Boston, Mjisn.

2-12-fl, 62

THE LOBDELL

CAR-WHEEL. TIRE & MACHINE
COMPASJT,

WILMINGTON, DEL.
Established in 18:16

Allkinds ofEailroadMachinery
GEORGE G. LOBDELL.Pre 3 ident

P. N.BRENN AN, Treasurer.
vVM. W. LOBDELL. Secretin!

12-5-70 52
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ERIE! BJI,IMtfiiY.
1100 MILES under

One Mjnageient.

SCO MILES without

Change of Coaches.

BROAD GAUGE, DUliBLETRACK ROUTE

KEWYORS,' BOSTON,
Providence, Albany,

PITTSBURG, HARRiSBURG
i*liil<«.<lelj>liia Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
ANDPennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 800 Miles.

CLEVELAND to NEW YORK, - 025 Miles.

DUNKIRK to NEW YORK, - 400 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROCHESTER to NEW YOKK, - 885 Miles

22 to 27 MILESthe'sfToRTER ROUTt.

T« O EXPRESS TRAINS BAILY
Leave CINCINNATI from DEPOT, corner Fifth

acid Hoadley Streets, by Columbus, O., time,

which is 7 liinuies faster than Cin'ti time.

7.00 A. IYT ., CINCINNATI EXPRESS,
(Sundays excepted.) Arrive Daytou 9.10 A.
M.; Urban., 10.20 A. M ;

Galion, 12 57 I .M.;

Jlaus-'field, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10P.M.; Meadville, 8.00P.M. (Supper);
Susquehnuna, 7.65 A. M. ( Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connecis at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Binghampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. il.;Urbana,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.j West Salem, 5.59 A. M. (Bkf'st)

;

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 0.19P.M. (Supper); New York, 7.00

A. M. Connects at .Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philaclelphia, &c. ; at Meadville
wiih Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Ilarrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New aitil Improved Coaches of tlie style peculiar to the

Broad Gausre. arranged for both Day and Night 'travel,

ar"1 attached to this train at Cincinnati and run through to

Setf York, forming the Only E.iiie running through
S.CO Miles without change.

Boston ami Sew Esift-lanii Passengers,
will. th«'ir Baggage, are t ranslerre<l l'J£££
OF CHASKE in Sew York.

XPP The Eric Railway Company has opened a new
Ferry from their Jei-=e.v City Depo to the foot of Twenty-
hird Slrcet, New York, thus enabling passengers to reach

be ip per portion of the city without the expense and an-
noyance ot a -treel car or omnibustransfer.

fr~p The scenery along the entire route of the Erie

Railway i* of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, vih find in its ever changing landscapes sub
eel- "f continual admirati n and interest

Hagj2jag,«Oheejk'cl Through
And Vare ajicayt at Low aslitj any other Haute.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which cu be ulttaired at the Company's Offices in Cin-

cinnati, 80 West Fourth Street. 115 Vine St.. 4 Burnet
;; use, and foot of Broadway, (Spencer House Block),

an<1 at all principal Ticket OtT-ces in the South and
South-west. «V.Tl. U. BA Kit.W B. K3IATT17C!, Gen\ PasrV Ag't

Qenera) Sjuthern Agent.

Best Route io St. Louteaud Chicago

INDIANAPOLIS,
*- CINCINNATI

LAFAYETTE RAILROAD
Gr-MThrougL Passenger Route from CINCINNATI to

s

CHI CAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Dea Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail anil Kiver Towns and Cities in the West,
North west and South-west.

JO^The? 35 A. M. train runs daily.

ON AND AFTER SUNDAY, DKC. 5TII, 1869, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS:

Leave. Arrive.

Indianapolis and Lafayette Mail. ... 7.20 am ]24U am
St Louis and/Spring field Express... 2.40 pin 7 35 aon
;'St. Louis and Springfield Express. 1<> 211 pin 3.42 pm
Lawrenceburg Accommodation 10. 10 am 2.35 pm
Lawreheeburg Accommodation 4.1'0 pm 8.25 am
*The lO.*0 oin. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail
Chicago Express
Harrison Accommodation.

7 Oti am HM5 am
6" 50 pm 0.3l' pm

.... 5.30pm 7.1U am

ThroughTickeu can be obtained atthe Burnet House
Office, corner oi Thiid and Vine ; River Office, corner of

Walnut Street and Kiver; and at Depot, corner of Plum
and Pearlstreets. The splendid Passenger Depot of the

I. &, C. Railroad is about a mile nearer the businesscenter
of the city than the Depot of any other railroad, and with-
in a few squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON ,Superintendent.
F. B. LORD, General Ticket Agent.

Cincinnati! Hamilton & Dayton Railroad,

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway}. 7:00 A. M. 6:3b P.M.
do do do ..0:45 P.M. 7:00 AM-

Toledo, Detroit & Canada 7:15 A. M. 10:25 P. M.
n*o do do 0:30 P, M. 7:00A.M.

Lima Fort Wayne &l Chicago 7:15 A.M. 30:25 P.M.
* do do do ....'2:30 P.M. 5:40 P.M.
do do do . . 6:30 P. M. ?:30A. M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield A ccommoiUtion 2:30 c\ M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 6:S0P M. 10:20 A. A.
MuiicieA Indianapolis 7:35 A.M. 10:25 P.M.

do do 5:00 P.M. 1:20P.M.
Hamilton, Eaton & Richmond.., 7:Jb A. M. 10:25 P. M.

do do do. ... 5:l:0 P. M. 10:20 A. M.
Hamilton Accommrdatmn 0:30 A. M. 8:05 A. M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincic-

jatitime.

For all information and throughtickets, please apply at

t r.eold office, south-east corn erofp>roadways nd Front; Bur-
net House Office, comer Vineand Rakerctreets.and at the
respective depots. East Front and VV.esi Sixth streets.

D- McLAREN, Oen'l Superintendent.
SAM'L STKBHK>S0N,Genl Tick't Ag't.

Jmnit use.* call for passengers

The Old And Reliable Route.

iiftisiy^&iimi
Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection wiih the Cincinnati, H.imilton &
Dayton, and Little Miami Railroads, still cont:nue to trans-
port produce and merchandise between Cincinnati and
I'ittsbusg. Philadelphia. Baltimore^ New York or Boston,
and ail Kastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & GIICIMATI
SHORT-LINE RAILEQAB.

On and after June 13, in ins will run as follows :

I%jO *i iiXPRISs leaves Cincinnati 7.20 A.
1 « "• d*d ;,j. Dniiy (except Sundays). Stops regularly
at Walton, blliston, Sparta, Liberty, Worihvdle, Gamp-
bellsburg, Lagrange, Pewee Valley, Anchorage; when
11 iggeij, at South Ct.vingtt n Maurice, Independence, Bank
Lick, Verona, Zion, Gleiic «e, Kagle; Carrullton, Sulphur,
Pendleton ; arrivts at Louisville 12.05 P. M.

l^Jrfft, 6$. SOUTIiEKN FAST USE lrsv-,.*

l^^JP© \? Cincinnati at 1-20 P. M Dr.;.y (except
Sundays). Stops only at Walton. Worthvhle, and La-
grange ; arrives at Louisville 5.20 P. M.

TWxfc fej MAIL, leaves Cincinnati 5.00 P. M
JjflO* C? Daily (except .-undays). Stops regularly
at Walton, Ellist n, Glencoe, Sparta, Liberty, Worthville,
Oampl ellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pei dence, Bank Lick, Verona, Z\ou, Eagle, Cor ollton,
Pendleton ; an ives at Louisville IO.OO P. M.

ftjffc "@ £1 NEGUT EXPRESS leaves Cini«W« JLv cinnati at 11.15 P.M. Daily (except
Satunlays). Stops regularly at Worthville, Lagrange, and
when flagged- a'. Walton. Verona, hlliston,<:. ler.c<-e, Sparta,
Liberty, Eagle. Campbellsburg, Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A. M.O3 No. (i connects at Lagrange with the Lexington
Trains, arriving at Frankfurt at 6.14t P. M., Lexington
7 45 P. M-, QUICK TIME.
rrp The Best Ruute to the Souih- More Daily Trains

and Quicker Time than any Line from Cincinnati.

- HENRY SL'KFFEE, Cen. Ticket Agt

CENTRAL R. R, Of NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easiun
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati. St. Louis, etc, with but one change of ears.

Silver Palace cars through Irom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. in.—Fur Easton, Bethlehem, Manch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock
6iC.

7:15 a. ui.—For Somerville.

S::iO a in.—For F'lemington, Junction, Stroitisburij
Water Gap, Scrantun, Kingston, Pittston. Great Bead, k&.c.
12 ill.—For Elemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsvilie, S'cranton, Harrisburg, &c.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:;JO p. in.—For Somerville.

5:25 i>- m.- For Somerville andFIemington.
G p. in.— For Easton and intermediatesiations.

7 Jl*. eib.—For Somerville.

7:20 p. in.—EiMtmiANT—Stopping only at thejrinci
pul stations.

9:00 p. m.—For Plainfield.

lfi:50 |>. na.—For Plainfield, on Wednesday and
Saturdays only

.

FOR THE WEST.
9 a. in.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati ur Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. m.

—

Cincinnati Express, daily (except Satur-
days.)fnr Easton. Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittfcburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad tor all sta-

tion-»to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects atllarrishurg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave fur Elizabeth at 5:45, 6:30, 6:55, 7:15
o:l5.,8:30, !»., 9:20, ]n:30, 11:40 a. m.—12m., 1:00,2:00
3:00,3:3U, 3:45,4:15,4 30,4:45,5:10,5:25,5:45.6:00,6:35,
7;t 0,7:2 ,7:4(1,8:1 0.9:0(1, 9:40, 10:45, 11:50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty St., N. Y.;
atNo. I Astor House; Nos. 254, 271. 526 Broadway Jit

No. 10 Greenwich st., and at the principal hotels.

R. E. RICKElljSuperintcndea-
p. Bii.Dwm,Qen Pass.AgU
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B. D. MANSFIELD,
T. WMGHTSOW, .

A. J. HODDEB, - -

r Editors.

CINCINNATI, Thdksday, December 22, 1870.

©Be 2&»il#oa& S&ecotS,

PUBLISHED EVERY THURSDAY MORNING,

By Wrighison & Co.,

OFB'ICE-No. 167 Walnut Street.

Sobscbiptions—$3 per annum in advance.

Cincinnati and Mackinaw Railroad

the arguments that have been used in

ADVERTSSEWIENTS.
A squareis the space occupied by ten lives ~f Nonpareil.

Cnesquare, single insertion „.„ $ 2 CO
" *

b per month 5 tit)

** M six months - 15 00
•• " perannum 25 00
*' column,single insertion 7 UO
** *

k per month 14 00
** * six months 55 00
•' " per anoum 110 00
•' page, single insertion 25 00
•* ** per month .. 40 00
" " six months 135 00
" " perannum 240 00

Cardsnot exceedingfour lines, S7 00 per annum.

WKEKIITSOST & CO., Propr's.

Dayton, Stillwater Valley & Saginaw
Railroad.

This is realiy but another name for the old

and all

favor

of the old scheme for the past twenty years,

apply to the new venture.

When this great work was concocted and

written up by one of the editors of this paper,

Mr. Mansfield, it might have been premature,

but from that time to this it has never been

lost sight of by those who were at ail intelli-

gent upon its merits. And in spite of all the

loading that has been piled upon it by those

who ought to have sustained it, railroad men
bave been steady in their faith that it would

sooner or later be accomplished.

The project, always a good one, has lost

nothing by lapse of time. It is to-day of more

importance than ever. Time and the devel-

opment of the railway interests of the country

showB, that it is a necessity, and possesses

capacities greater than were ever claimed for

it, by its original and most ardent friends,

and that had the work gone steadily on from

its inception, and been completed ten years

ago as ought to have been the case, the coun-

try through which it is to pass would long

sinee have been remunerated pmany fold the

cost, and every cross road in Ohio and Michi-

gan would have received immense benefits.

The Record has been the especial cham-

pion of thi3 undertaking. All through its

pages for the past eighteen years can be

found reasons for the advancement of the

work. Through all the misfortunes that

checked, and at times well nigh killed it, we
have hung on, and stuck to it, full of hope

and faith that a great line would be made
nearly direct from this city to the Straits of

Mackinaw, and that it would be the northern

half of an axial line across the Continent..

We are therefore most heartily in favor of

the new movement, that thus far has exhibited

its largest development in a meeting at the

Board of Trade rooms, at Dayton, Ohio, on
the 17th inst, and that resulted in the prelimi-

nary stepsforthe organization of the " D.iyton,

Stillwater Valley and Saginaw Railroad Com-
pany," with a capital stock of one million of

dollars.

This is cheering news to us, not only be-

cause a new class of men are earnestly en-

gaging in this enterprise, but because we see

from the report in the Dayton Journal of

this meeting, that these parties, now styled as

leading men in the work, are the identical

ones who have for years opposed it, and la-

bored with more zeal than judgment to

thwart the plans of those who a few years ago

were laboring with ail their might, and ex-

pending their best means to promote its suc-

cess. And we may here say by way of paren-

thesis, that had these parties helped, instead

of hindered, half as much as they now promise

to the Dayton, Stillwater and Saginaw orga-

nization need only consider the question of

building a road from Dayton up the Stillwater

Valley, to the point they now propose to inter-

sect the Oincinnati and Mackinaw line in or-

der to accomplish all that is now proposed.

But this is all in the past, and to be num-
bered among the mistakes men are subject to.

Besides, such wholesome and wholesale con-

versions are somewhat compensatory for prior

follies.

There is, however, the advantage of a fitting

outlet and Southern terminus gained by this

delay. No other that has been before pro-

posed has been satisfactory, because the points

were unimportant, aud without the possibility

of rising beyond mere thriving villages, and

no business center like Dayton, or even

Hamilton could be reached without absorbing

or running over other roads that were in the

control of companies whose interests were

conflicting, or who' were indifferent to the

value of such a connection, or else by con-

structing parallel lines of road in the face of

a vigoro«fe opposition from the people and

strong corporations, all of which is impracti-

cable.

Dayton is a point of great importance in the

Miami Valley, second only to the metropolis

of the State, with a country about her of vast

supplying capacity, with inumtrial resources,

both varied and extensive, with large accumu-

lated capital, an extended trade, possessing

lines of railway that reach in nearly every

directiou, and a caual that joins her to the

lakes and the Ohio river, that give her great

distributing power. She is a business center

too attractive to be passed by any great public

improvement that comes within her influence,

she possesses natural and proximate capabili-

ties, that under enterprising and enlightened

management, insures her such a future as will

make her the first interior of the State, and

therefore a desirable terminus for any line of

railway, however long or important.

Under the present scheme, this city will bo

reached by a direct line, and that through a

country of great supplying power, and of suf-

ficient area to sustain a railway with its local

business. Thus is the old and vexed question

of a Southern outlet for the great Northern

road satisfactorily solved, and the project

relieved of one, if not its greatost embar-

rassment.

There is no reason whatever, why this road

should not be built. The country through

which it is to run is particularly favored by

nature for the construction of such a trunk.

There is not a hill of any moment to cut

through or tunnel, not a stream of any magni-

tude to bridge, but few culverts to make, no

obstruction to an almost air line, a suscepti-

bility to the easiest gradient in the State, with

an abundance of timber for ties, and building

and fuel, and with stone and gravel for all

necessary uses found in abundance proximate

to the line, and the soil is fertile, and the peo-

ple all alive to the immense value this im-

provement will be to them. And more, this

road will be away from all competitors, and

so central to a vast belt of country that there

is not the slightest probability of its highest

prosperity being interrupted with conflicting

projects.

A well considered financial policy can be

organized, and if placed under the direction

of experienced energetic men who can inspire

confidence of the public and command respect

in the money market, the road can be built

in two years from the time the work is fairly

started, and it can be made well, up to a first

class standard, and thoroughly equipped, and

for a less cost per mile than any road of

equal length in the State.

And what an enormous business will bo

done upon this thoroughfare 1 And how it

will increase and swell with the development

of the country, aud the stimulus to industry

that the making and operating of this road

will produce. The timber and minerals and

coal of the upper country will &nd their way

down into this valley where they are in such

great and constant demand, arid the manu-

factures and products of this part of tha

country that enter into consumption thither

will return, the immense agricultural surplus

will find its market by this route to consum-

ing points, or to cross lines leading to them.

The stone of the Stillwater section will be

sent northward to supply the region that has

none, and the wood, and timber, aud lumber

and staves will return in exchange, and thus

a most healthy and extensive transfer of com-

modities will take place, to which should

be added the travel, and smaller traffic, and
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mail matter, and expressage that will be dene

by a people so thriving and with such inti-

mate business relation?, that will give

the road a productive business, add largely to

the population of the whole belt of country it

will supply, increase the value of property

immensely, give Dayton the Southern termi-

nus, a business now foreign to her, and her

wares a new, extensive and profitable market.
^

Cten'l Hiram Walbridge.

These columns, devoted to the cause of

public improvement and the national devel-

opment of the country, appear to us to be

peculiarly fitted to perpetuate to a class of

readers the memory of a very good man, him-

self prominent for many years in these, as in

other fields of effort, and whom death has re-

cently removed from them. The person to

whom we refer is Gen'l. Hiram Walbridge, who

was recently buried in the city of Washington

with many demonstrations of grief and dis-

tinguished honor. He was born in the State

of New York, and died at the age of 49 years.

At an early day his family settled at Toledo

in this State. He was a bright, promising

boy, and particularly noted for the possession

of those excellent qualities which promise

success and distinction in the man. He was

placed at school at the university at Athens,

and by industry and thrift whilst there, con-

rived to possess himself of an education.

The campaign of Harrison, in 1840, how-

ever, attracted him by events too exci-

ting to be resisted, and he entered

warmly into the canvass in behalf of

' Tippecanoe, and Tyler too," and did

sturdy battle to the end. Then he entered

upon the study of the law in the office of our

townsman (Tilden,) and it is said of him that

he was a close and diligent student. An un-

expected occurrence led him to visit the city

of New York, where he expected to be de-

tained but a few days, but it was ordered,

probably wisely, otherwise. He was led to

relinquish the practice of the law and to enter

upon other and more remunerative pursuits.

His condition in New York as an obscure

stranger continued but briefly. Very soon he

made himself felt, and he became widely

known throughout the United States and the

commercial centers of Europe as a thoughtful

and sagacious business man, and to large

numbers who knew him better as a student

and a thinker. He was honorable in his

business transactions, and largely successful,

and left an estate estimated to be worth not

Jess than a million of dollars. In politics,

after the formation of the Tyler cabinet, he

was democratic; but at the commencement
of the rebellion he took the side of the North,

and to the end of it, the North had no more

active or zealous friend. He had the full con-

fidence of Mr. Lincoln, and was consulted by

him on many important occasions. He was

by nature and taste adapted to the profession

of arms, and was at one time tendered by the

President a high military command in the

army of the North. He declined the honor,

but was constant and active in his own un-

official ways in his labors for the cause of the

Union. He was at one time a member of

Congress from the city of New York, and

there won distinction. But it was as a saga-

cious far seeing business man and public spiri-

ted citizen that he became most conspicuous.

It is impossible with the space at our disposal

to enter into anything like detail on this head_

The life of Gen'l Walbridge deserves to be

written in a book. But we can say without

exaggeration, that for the last fifteen years

there has been scarcely a meritorious national

work or commercial movement with which he

has not been identified, always being noted

for his just views and able advocacy. His

personal qualities were more respected when

best known. Tnough he had succeeded in

gaining wealth, he was so far from being close

and stingy that his liberality verged almost

into a fault. He was an attached and stead-

fast friend, and always sensitive on every

point of personal honor. He was extremely

temperate in his habits and liberal in his

benefactions. He had a fine personal pres-

ence and an easy flow of well chosen language,

he was an accurate writer and impressive

speaker, and was in every way calculated to

impress himself upon the people about him,

and to win their respect and esteem. The

result was, that few men were better or more

widely known, and he was for many years, on

terms of easy and familiar intercourse with

most of the leading men of the country, large

numbers of whom united in tendering the last

offices of regard and esteem due to mortality,

and assisted in bearing his remains to the

grave.

Great Convention ofRailroad Repre-
sentatives.

The principal officials of all the impor-

tant leading trunk lines of railway couvened

at Erie, Pa., on the 19th inst. There are

thirteen roads represented by forty officers,

besides representatives of sleeping car and

transportation companies.

The object of this gathering is to to pool

the earnings of the different roads represented,

and make an equitable division of them.

Among the leading railway men in atten-

dance are Horace Clark, Jay Gould, A, Boody,

Louis Worthington, Oscar Townsend, Wm. H.

Vanderbilt, Tom Scott and J. N. McCulloch.

It is expected the session will continue un-

til Saturday next.
•-»-•

—For the convenience of railroads addicted

to accidents, an arithmetical individual com-
putes the value of a man's life in dollars.

The amount that a laborer receives for one

year's labor at §1 50 per day is $476 50, which

amount is six per cent, on $7,989, and the

latter is therefore the cash value of a man to

his family.

The Good Old Knickerbocker.

What a pleasure it is to do business with a

reliable, first class and upright corporation

like the Knickerbocker Life Insurance Com-
pany of New York. There is such a sense of

absolute security that you are being justly

dealt with, that you are subject to no extor-

tions, that through all the intricacies of an

extensive and complicated business, your

rights, however small, are protected, thttyou

will get what belongs to you, and that the ob-

ject of your connection with them will be sa-

credly carried out.

This is the result of organizing the com-

pany upon correct business principles, and

their placing its affairs under the supervision

of men experienced in such matters, men of

the highest honer and integrity, and who take

a pride in building up a permanent business

so extensive as to include interests in nearly

every State in the Union, so profitable that

every body connected with it shall be fairly

remunerated, and so safe that there can be no

liability to loss.

Such a company is like a splendid machine

designed to perform some grand work ; every

part has its place, and once there can not get

away ; and these parts fitting exactly, the

whole moves off powerfully and almost noise-

lessly, fulfilling the purpose for which it was

constructed, making all those in its atten-

dance happy with profits, and providing a

large surplus to sustain itself perpetually in

its highest condition.

We do not pretend to say that there are not

other organizations as smoothly managed as

this one. It would be very strange if there are

not. All such are worthy of the highest pub-

lic confidence. But as we know whereof we

speak when we write thus of this company,

we feel safe in our endorsement of it, and

justified in calling it "The Good Old Knick-

erbocker."

—The electric signals used on the New
York and New Haven railroad, it is sta-

ted work so well that other roads in

New England are having them erec-

ted at all important crossings on their

lines. When a locomotive strikes the con-
necting rod at a point half a mile from the

crossing a red flag or light is instantly

displayed from a box at the road crossing as

a signal of an approaching train. When the

crossing has been passed, the locomotive

strikes another spring, and the red flag

disappears. The same signal apparatus is

attached to switches, to notify the engiueer

iu time to stop his train.

—A narrow gauge (2 ft. 6 in.) will be built in

Pennsylvania, says a correspondent of the

Iron Age, from Allentown to Harrisburg, via

Reading and Lebanon, along the Tulpehocken
and Swatara creeks. The Fairlee Engine will

be used, the cost of construction and equip-

ment being one-third that of the 4 ft. gauge.

A speed of twenty-five miles an hour is ex-

pected, and freight carried at one cent a ton

per mile.
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What's in the Wind?

The Gazette of Saturday last in its money
article makes the following startling an-

nouncement of the hedging process that is

going on about us.

—

" It is now currently reported that the

Pennsylvania Railroad Company is negotia-

ting for a, lease of the Cincinnati, Hamilton
and Dayton Railroad and its connections, and
that President McLareu has expressed him-

self in favor of it. For some days there have

been whisperings unfavorable to the C, H. &
D. stock, with a view to depressing the stock

for the purpose of buying. The renewal of

the talk of a second railroad from Dayton to

Cincinnati is part of the programme of the

ring who are buying the stock in anticipation

of the lease. There are many reasons why
the Pennsylvania road should desire posses-

sion of the C, H. & D. property. It now
owns a road from Springfield, Ohio, to Rich

mond, Indiana, via Dayton, and from Rich-

mond to Chicago. The Hamilton and Eaton
and C , H. &. D. would complete its line from

Chicago to this city, would enable it to gobble

the Junction road if it should so desire, and
would also enable it to dictate terms to the

Atlantic Ai Great Western and Cincinnati &
Sandusky roads, both of which run over the

C. H. & D. track, between Dayton and Cin-

cinnati. It would virtually place all the

Eastern roads entering this city, with the ex-

ception of the Baltimore & Ohio, under the

control of the Pennsylvania Central, as it

would, also, all the roads going we^t except
the I. & C. and 0. & M. There is to be a

meeting at Pittsburg in a few days (adjourned

from New York) to consider the question of

pooling the earnings of the four trunk lines

at all competing points. The object of this

is to destroy competition, and to place the

public in the power of a railroad monopoly.
The possession of the C. H, & D. Railroad by

the Pennsylvania Company would enable the

latter to force the Erie and New York Cen-

tral to terms. Putting all these things to-

gether, it will be seen that movements are on

foot of more than ordinary interest to our

citizens. When the fight between the public

and railroad monopolies, which is rapidly ap-

proaching, occurs, the latter promises to have
control of all the important lines of travel.

This will give the monopoly a decided advan-

tage.

C. H. & D. stock has been sold down to

8G@87, but it was not to be had this after-

noon at 88.

New Yore Central Railroad Taxes.—
The case of the United States vs. the New
York Central Railroad excites some interest,

and so far, Commodore Vanderbilt has

awakened considerable sympathy for his side

of the issue. The Government takes a scrip

dividend of 80 per cent., made by way of

watering the stock. The claim of the com-
pany is that the 80 per cent, certificate is not

a scrip dividend within the contemplation of

that provision of the law which levies a tax

upon such dividends, and that they have paid

the tax upon the dividends which have been

declared on such certificates since they were

issued, the same as upon the old stock. The
amount of tax which is contingent upon the

decision of the case is $1,100,000, which is

quite worth disputing over. The Commodore
is granted to the 1st of January to prepare a
statement, showing, as he says he can, that

the "watering" means were realized before

the law taxing gross receipts was passed, and
consequently are not liable.

—

Ledger.

A State may not Share the Profits of a
Railroad Company.

A RIGHTEOUS DECISION,

We have received a copy of Judge Dobbin's

decision in the case of the State of Maryland

against the Baltimore and Ohio Railway

Company, from which we abstract the follow-

ing :

"In 1832, the Legislature of Maryland, in

amending the act of charter to the Baltimore
and Ohio Railroad for the construction of the

branch road to Washington, among other
stipulations provided :

' That the Baltimore
and Ohio Railroad shall pay to the Treasurer
of Maryland semi-annually, in each and everv
year, one fifth of the whole amount which may
be received for the transportation of passen-
gers on the said branch railroad.' Under the
provision the company have rendered accounts
and paid into the State Treasury one-fifth of

the receipts for transportation of passengers
up to June 30, 1868, amounting to several

millions of dollars. Since the latter date the

c impauy have declined payment, and with-

held the one fifth of receipts on the ground
that it was a tax on passengers for the privi-

lege of passing through tho State, the compa-
ny assuming that the point was decided by
the Supreme Court of the United States at the

September term in 1867 in the case of "Cran-
dall against the State of Nevada." Under a

joint resolution of the Legislature of Mary-
land, the Attorney General now brings suit

to recover the one-fifth received since June 3,

1868, amounting to about $300,000. Judge
Dobbins granted the prayer of defendants,

that the act of 1832 is unconstitutional, be-

cause it conflcts with the Constitution of the

United States, and the further prayer, that

the fact of the payment up to June 3, 186S,

did not stop the defendants from denying the

constitutionality of the act, aud that the

plaintiff is not entitled to recover. Under
this decision of Judge Dobbin, in an elaborate

review of the whole question, the jury ren-

dered a verdict for the defendants. Counse
for the State filed exceptions. The Court in-

timated that each passenger could recover

from the Company the one-fifth (or thirty

cents) of the fare exacted by the Company.

Wall 'em in—The Etil of Cheap Pares,—r
The Dayton Journal denounces cheap rail-

road excursions as "diverting trade to Cin-

cinnati which belougs to Dayton," and be-

cause that "people who are induced to visit

Cincinnati by low fare and the prospects of a

pleasant excursion are irresistibly tempted
while there, to make purchases which otherr

wise they would make here, and just as

cheaply." To use a phrase of the journalistic

household, "this is sad," and this is not the

worst of it. The railroad offers facilities in

all sorts of ways that tempt the good citizens

of Dayton to accept the city wares and notions

instead of those of home production. It even

takes in the Cincinnati Gazette, filled with

all sorts of tempting reading matter, causing

the soul of the Dayton Journal to burn with

envy, and to break out into accusations and
vitnperations and maledictions like a son of

Shiraei. The only way to remedy the thing

is to build a wall after the manner of the

Chinese, so that nothing may go in or out of

Dayton, and thereby the citizens may be

shielded from temptation.— Gazette.

Narrow Gauge Railroads In America.

Mr Henry F. Q. d'Aligny, a New York en-

gineer, writes as follows to the United States
Railroad and Mining Register :

I have read with great interest the article

on "Economy of Narrow Gauge Railways,"
published in your last issue, No. 752, Novem-
ber 5, 1870. The writer is perfectly correct
in his views, and his suggestions are right;

I beg leave to state that his hopes will soon
be realized. In a short time thero will be
branch roads built on the "Narrow Gauge
Principal" (2 feet 6 inches,) for the geueral
transportation of mineials, freight and pas-

sengers.

It is contemplated that the first road will

be constructed this coming winter in the
Hanging Rock Region of the Ohio river (Ken-
tuckj,) lor the purpose of connecting the Iron
Hills mines with the Eastern Kentucky Rail-

road, which has its terminus and landing at
Riverton on the Ohio river.

In view of the construction of this branch
road, (9 miles,) Mr. Mat. Ellis, the President
of the Iron Hills Railway Company of Ken-
tucky, has, for the past three years, examined
and studied the different systems ot narrow
gauge roads established in several mining
districts of Europe.
Belgium—from Antwerp to Gand ,,.., .3 ft. 8 in.

France—from Couimeutry to Montlucon 3 ft. in.
'• M iiidalazuc Kuilroad (brapch of the

Paris & Orleans Railroad; , 3 ft. 6 In.
" Creuzot 2 ft. 8 In.

Prussia— Broelthal Railroad ,, , 2 ft. 8 in.

Luisenthal 2 ft. 4%Iu.
(3I1U.0U1) tons traffic, 10 miles long.)

England—Festiui^g & Portmadoc Kailroad - ft.

The Fesliniog road being the narrowest

and also having been the first worked and
equipped, Mr. Ellis spent considerable time
last summer inspecting this road in company
with Mr. C. E. Spooner, the Engineer and
Superintendent of the cornpany.

Mr. Ellis has obtained frorn. Mr. Spooner
all the official reports, maps apd working
plans relating to the construction, equipment
and working of the 2 feet gauge Fesliniog

road, and also has caused Mr. Spooner to

make original manuscript reports and compa-
rative estimates, showing the immense advan-
tages and economy which may be secured by
establishing 2 feet 6 inch road instead of 4
feet 8£ inch or any other broad gauge.
From the inspection of these papers, which

can be consulted at Mr. Mat. Ellis's office

(No 4 Broad street, Mew York,) I hastily clip

the following results :

TABLE OF COMPARATIVE EARNINGS AND EXPEN-
SES FOR THE HALF TEAR ENDING DEC. 1869.

NAME OX1 ROAD.

Per cent,
work. exp.
to gross re-

ceipts.

Uross runt,

carried pei

train mile

Fxp. of
work, per
train mile.

Festiniog & Puitmadoc*
London & Northwestern
Great Western
East Indian
North London
Metropolitan

44.5
47.84
48.616
49.4
52.7
54.

jti.H.r.rt

Sb.77
5S.495
8a.l

5a. 42
53.19

4S.60

2s.76
2s.76

4s.

2s,86
2s.t0

Which iucltfdes all the extraordinary charges—for altera-

tion of road and stocking it.

The regulation speed as per charter, on the

13 miles of the Festiniog road, is 12 miles per

hour, over continuous ascending gradient.

Maximum, 1 foot in 68 69-100; minimum, 1

foot in 186; Average, 1 foot in 92. Total

ascent, 700 feet.

Sharpest curves, 1J chains (75) feet in ra-

dius. On the Creuzot road (France) they

have curves 45 feet in radius on a 2 feet 6

inch gauge.
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Mr. C. E Spooner has made several practi-

cal experiments on speed, and has obtained

with full safety 35 miles per hour on a straight

road, and 20 miles per hour on the sharpest

curves.

The locomotives weigh from 8 to 19 tons in

steam, the nsual carrying load of the Fairlie

19J ton engine being 90 tons over the average
gradient, 1 foot in 92, exclusive of the weight

of the engine at an average speed of 15 miles

per hour.

The length of trainB with this engine is from

900 to 1,200 feet, and often on the road the

train has to wind its way on three curves at

one time.

TRAFFIC FOB 1869.

Tons. Cwt. Q.
Miner*! traffic 118)32 7 Si

Goods 18,600 .

Total Gross weight hauled, exclu-
sive of engine 241,617

Number of passengers 97,00U

ROLLING STOCK.

Number of locomotives, (3 generally in steam)— 7
Passenger carriages 1 4

Quarryman's carriages 32
Goods, coal and lime trucks 40
Slate trucks 852

Total of rolling stock 945

These figures speak for themselves to the

practical railroad men. They are the result

of years of most successful operations, which
have returned to the stockholders 29J per

cent of their original investment.

The following statement is from the report

for 1869 of the Festiniog Railroad :

Exposition, and I had all opportunities to offi-

cially ascertain all these facts above men-
tioned. Since I have the honor of being elec-

ted a member of the American Philosophical
Society of Philadelphia, I expect to prepare
a special paper to be read before this honora-
ble and scientific body on the subject of nar-

row gauge railroads.

Total receipts for 1S69 53,076 12

Total expenditures 13,053 17

Net revenue 10,622 15 00

Capital of the company 36,185 10 00

The object of the company which Mr. Mat.
Ellis is now organizing, and which so far may
be called "The United States Narrow Gauge
Railroad Company," is to build on contract,

roads and branch roads to connect mining
(especially) or manufacturing districts with

main trunk roads throughout the United
Slates. Most of the railroad constructors, lo-

comotive and car builders, as well as rolling

mill masters, are to be instructed in this en-

terprise.

At present the company expect to build

branches or feeders to main trunk roads, but I

am convinced that ere long many through single

roads, 4 feet 8J inches or broader, will substi-

tute the standard narrow gauge 2 ft. 6 in. for

their gauge, and establish a double track, as

the road bed would be sufficiently wide, which
will afford security to passengers and speed
in commercial transactions.

The economy of the construction and
equiment of a narrow gauge road is immense
when compared with the cost of a road 4 feet

8£ inches. For a single track it is 50 per

cent, over an ordinary flat country ; but in

mountainous or mining districts the propor-

tion increases to 75 per cent, and more. In

fact a narrow gauge road can be established

and will prove a paying concern in countries

bo rough that no attempt would ever be made
to construct a road of the usual 4 feet 8 J inch

gauge.

I am aware that many arguments are bow
brought against the narrow gauge railroads

by people accustomed to a certain routine in

railroading. But I close these hasty remarks
by saying that within a very short time the

standard narrow gauge roads will accomplish

a revolution in our railway system of the Uni-

ted States.

It was my good fortune to be appointed in

1867 one of the ten Scientific Commissioners
for the United States at the Paris Universal

Important Railroad Connection.

SLEEPING CARS ON THE ALBANY AND SUSQUE-

HANNA RAILROAD.

Through the courtesy of Superintendent H.
A. Fonda and General Ticket Agent S E.

Mayo, of the Albany and Susquehanna de-

partment of the Delaware and Hudson Canal
Company, we had the pleasure, recently, of

examining, in company with General Passen-

ger Agent William R. Barr, of the Erie Rail-

road, and B. F.- Popple, Agent of the Erie

Passenger Department, three elegant new
sleeping or palace coaches just placed upon
the Susquehanna road, from the m unu factory
of Gilbert Bush & Co., of Troy, N. Y.

The cars are of a bright color on the

oustide, and are made in the "extreme of

fashion,'' ( for car builders are continually

introducing new fashions,) which, in tail

connection, is but auother name for improve-

ments, to lighten the tedium of travel. The
interior of each car is fitted up in black walnut

and oak, with crimson plush on the seats.

Brussels carpet on the floors, with every con-

venience for easy and comfortable travel.

They are heated by hot water passing along
in pipes at the bottom of the car on either

side. Each car has ten sections and one
stateroom, with water and wash closets on

either end. This is certainly a desirable

improvement. The entire width of each coach

is 11 feet outside, by 55 feet in length. The
staterooms are models in their way, with

lounges, and tete-a-tete, wash stand, and all

complete, with doors on either side leading

to the passage way, or into the body of the

car proper.

Arrangements have been perfected by which
these coaches will run through to Hornells-

ville, Steuben County, on the Erie road, where
passengers will breakfast with the passengers

on the Erie express train which left New York
at six o'clock the night previous ; and then all

will proceed westward. These cars commence
running this afternoon, being attached to the

five o'clock train out. This innovation of

sleeping coaches on the Susquehanna road

will be hailed with delight by the residents

along the entire line, and travelers generally.

President Dickson, General Superintendent
Young, and Superintendent Fonja, have

recently made a thorough inspection of the

road, its running stock, etc., and it has been
decided to make many additions to the rolling

stock and locomotives, in order to keep pace
with the increased business of the road, as

also to lay new rails on many portions. In

the spring new drawing room cars will be

placed on the road.

By an arrangement between the Erie Rail-

way and the Albany and Susquehanna Railway
Companies, passengers from Buffalo eastward

can leave that city at 2:45 p. m., arrive at

Hornellsville at 6:05 p. M. for supper, where
an elegant sleeping-coach can be secured

through to this city without change. By this

route the comforts of the broad gauge are

obtained.

Lease of the New Jersey Railroads by
toe Pennsylvania Railroad.

The Pennsylvania Railroad Company bava
had under consideration for months the leas-

ing of the Camden & Amboy and New Jersey
Railroads, with their respective branches,
properties, and equipments; and parties on
both sides still are seriously considering the
proposition, with very little reason to doubt
that a satisfactory and mutually advantageous
arrangement as the basis of a lease will in
time be reached. The purchase of these
united companies is a big thing—involving

some thirty millions of dollars, more or less

—

and can not be hurried to a consummation so
readily as the purchase of. a corner lot. Tha
Newark Advertiser publishes some facts as
the inducing cause for the consolidation of
the New Jersey roads named under the con-
trol of the Pennsylvania Railroad Company,
which have been in our possession for somi!

months, but which we did not feel at liberty

to make public. As they are now published,

however, we give the readers of the Ledger
their substance. It states what is true, that

there is already a contract between these
great corporations, which 13 intended to be
perpetual, in reference to their through busi-

ness. In that respect their interests are
closely connected, but in these days of un-
certain tenure under paper contracts, and of
conflicting interpretations, neither party can
regard the agreement as absolutely binding.

In view of this important connection, the New
Jersey Company some time ago purchased
the valuable property at Hersimus cove, in

Jersey City, just north of their present ferry,

at a cost of something like §700,000. Shortly

afterward the State resolved to assess them
$500,000 for the grant of its right to the land
under water, while it will cost several millions

more to reclaim and adapt it to their great

Southern and Western business. This latter,

being dependent upon the connecting roads
beyond that State, the New Jersey company
have not deemed it prudent to undertake the

enormous outlay without some further hold

than they now have upon the busiuess of those

connecting roads, and their determination

was communicated to the managers of the

Pennsylvania Railroad. First, it was that the

latter company should take part of the large

expenditures at Jersey City, and, eventually,

that it should take the New Jersey roads, and
make the necessary improvements at Hersimus
cove, in Jersey City. Thus the question of
leasing came up, and is now the subject of
consideration by the " high contracting par-

ties;" and while it may be delayed, as such
large movements often are, there is reason to

believe that there is enough of merit in it—of
advantage to both sides—to induce continued

diligent efforts to ultimately carry it through.

The Advertiser says: "The ultimatum on the

side of the New Jersey companies thus far

appears to be that if the Pennsylvania Central

will offer to assume the liabilities and guaran-

tee ten per cent, per annum on the stock of

the united companies, that the officers of the

latter will submit the question to their stock-

holders " Of course no contract could be
made without legislation and the consent of

the stockholders. This would require time.

Whatever may be done, it is not likely that

there will beany sudden changes or surprises.

While the facts presented by our Newark con-

temporary are claimed to be nearly or quite

accurate, as we ourselves happen to know they

are, that paper says the parties in interest are

in no way responsible for what it has pub-

lished.

—

Philadelphia Ledger.
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Power of a State to Tax Bailroads.

The Philadelphia Inquirer publishes a long

report of a decision of Hon. Justice Strong,

of the United States Supreme Court, in the

case of ffm. Minot, Jr. vs. the Philadelphia,

Wilmington & Baltimore Railroad Company
et al., delivered in the Circuit Court of the

United States, District of Delaware.

The State of Delaware, by an act of its

Legislature bearing date April 8, 1869, im-

posed a certain tax upon the actual cash val-

ue of every share of the capital stock of every

railroad and canal company incorporated by

such State or doing business in it.

The same act also levied an additional and
much more onerous tax upon the net earnings

or income of such railroad or canal compa-
nies.

Also, by the third section, was imposed an-

other tax, which in effect was as follows:
" That every railroad company incorporated

by the State and doing business therein

should, on the 1st of January in each year
thereafter, pay to the State treasurer a tax of

$100 for the use, in the said State of Dela-

ware, of each locomotive belonging in whole
or in part to such company, and at any time

during the preceding year used by said com-
pany within the State of Delaware, and $25
for the use in the State of each passenger car

belonging in whole or ia part to such compa-
ny, and at any time during the preceding year
used by said company within the State, and
$10 for the use in the State of each freight

car of every description and each truck be-

longing to such company and at any time dur-

ing the preceding year used by said company
within the State."

Against the payment of each and all of
these taxes the complainant, who is a citizen

of the State of Massachusetts, and a stock-

holder of the above-named railroad company,
protested, and prayed the Court to enjoin the

State of Delaware against levying said taxes
and the company from paying thera.

In answer to this appeal the learned Judge,
after citing innumerable cases to sustain his

very able argument, decides that the tax on
the capital stock and on the net earnings or

income, is clearly legal, but the tax upon the

locomotives, passenger and freight cars and
trucks is unconstitutional, his honor saying :

"The case, in any view of it, decides that

a State can not directly or indirectly tax per-

sons for passing in through or out of it. That is

enough for the case I have before me. The
Delaware statute of April 6, 1869, does indi-

rectly levy a tax upon both persons and prop-

erty for transit through the State, into it and
out of it. It is therefore, in my opinion, so

far in conflict with the Constitution of the

United States.
" I shall therefore enjoin against any steps

for the assessment, collection or payment of

the tax prescribed by the twenty-first section

of the act of April 8, 1869, namely, the tax
for the use of locomotives, passenger cars,

freight cars and trucks, and I shall refuse the

injunction prayed for to prevent the collection

and payment of the taxes prescribed by the

fifteenth section, upon the actual cash value

of every share of the company defendant, and
I shall also refuse an injunction against the

collection and payment of the tax prescribed

by the twentieth section upon the net earnings
or increase of the company.

Silver.—The largest "button" ever pro-

duced in the silver districts of the United
States has been taken out at Georgetown,
Colorado. It weighs 1,051 pounds troy, and
was extracted from 33 tons of ore.

The Gazette of yesterday says, in rela-

tion to the reported leasing of tne C. H. & D
R. R :

The Commercial rubbed its sleepy eyes

yesterday, and this morning, with all the

solemnity of an owl, announced there is

nothing in the story about a lease of the C.

H. & D. R. R. Co. by the Pennsylvania Cen-

tral, except in the imagination of the Gazette.

Since the publication of the report, we have

had a conversation with one of the parties to

the negotiation, and we have to inform the

Commercial that there is a good deal in it.

What this city most needs for her commer-
cial prosperity is first class railroad talent in

the first place, and a hearty support of it on
the part of our merchants and capitalists.

There is not now a line of railroad running
out of this city that is controlled here, and the

frequent complaints made of discriminations

i.n freights against this city we are powerless

to prevent. If we had men to take hold of

our railroad system, such as the trunk East
and West lines of railroads have at their

heads, the trade of this city would rapidly

increase. See what the President of the

Baltimore & Ohio Railroad has done for the

city of Baltimore, and not a whit behind is

the Pennsylvania Railroad in the interest of

the city ol Philadelphia. Who is the coming
man ?

Duluth & Sioux City Railroad.—W. S.

Banning, writing from St. Paul to the New
York Tribune, says that the port of Duluth,

when the railroad system of the new North-west

ia developed, will drain an area of country
embracing about 2,000,000 square miles, in-

cluding the States and territories of Minnesota,
Dakota, Montana, Washington, Oregon, Idaho,

Wyoming, Nebraska, and portions of Wiscon-
sin, Iowa, Kansas, Colorado, Utah, Nevada,
and California. He says that the St. Paul &
Sioux City Railroad, now in operation from
St. Paul to St. James, a distance of 121 miles,

is looking fosward to an early junction, via

Sioux City, with the Union Pacific Railroad
company at Columbus, Neb., a distance from
St. Paul of 195 miles. He further says that

the distauce from San Francisco to Chicago is

2,250 miles, and to Duluth, via the Sioux City

& Lake Superior Railroads, 2.150 miles, mak-
ing a difference in favor of the Minnesota port

of 100 miles.

JG@*Tobaeco may be classed among the

great agricultural products of the world. In
1840, the number of persons in the United
States engaged in the culture and manufac-
ture of tobacco was 1,500,000. At the present

time there are 50,000 journeyman cigar ma-
kers alone in the United States. England
derives a revenue of abont £27,000,000 from
tobacco. In 1868, the estimated crop for

Virginia and North Carolina was 4,500 hogs-

heads, of 1,200 pounds each, making 5,000,-

000 pounds, and in 1869, the estimates for

Virginia were 6,000,000.

B@"The quantity of unmanufactured to-

bacco imported ioto the United Kingdom last

year amounted to 52,588,500 lbs. The analy-

sis shows that 1,466,623 lbs come from the

Hanse Towns, 6,350,957 lbs from Holland,

312,817 lbs from Greece, 1,752,587 lbs from
Turkey Proper, 1,334,718 lbs from the Philip-

pine Islands, 594,339 lbs from Japan, 242,076
lbs from Cuba, 1,872,765 lbs from New Gra-
nada, 37,046,032 lbs from the United States,

and 1,645,276 lbs from other countries.

Narrow Gauge is Pennsylvania.—We
some weeks ago published an account of a
railway in Wales of a very narrow gauge, say

some two or two and a half feet, which com-
mended itself to favor, as well on account ot

economy in construction as in cost of equip-

ment and in expense in working. Locomo-
tives and cars were made correspondingly

light with construction of road way, and time

was somewhat shortened, as compared with

that maae on the longer and heavier lines of

railway. We now observe a statement that

narrow gauge railways are becoming popular

in Canada, though not S3 narrow as 2J feet.

Three and a half feet is the narrowest, men-
tioned of the Canada roads. An additional

recommendation for the narrow gauge over

and above that of economy is, that very much
sharper and more frequent curves are permis-

sible without danger to the trains or loss of

tractive power by the engine. This makes it

especially adapted to a hilly country. The fi-

gures of the cost of a 3J feet road is given at

$5,000 per mile, while that of an ordinary 5J
feet road is given at $8,100. The cost of

equipment is even more largely in favor of

the narrow gauge. The first of these narrow
gauge roads in the United Stales is about to

be built from Buffalo to Springville. A
party of Buffalo capitalists recently went to

Canada to make inquiries in regard to the

new style railroad, and came hack so pleased

that tiiey decided to build the line mentioned.

Coming nearer home we notice a statement to

the effect that a number of gentlemen of

Reading, Lebanon, Harrisburg and Allen-

town, in this State, are making arrangements
to build a two feet six inch gauge railroad

from Allentown via Reading and Lebanon to

Harrisburg, running along the Tulpehocken
and Swatara creeks, for the purpose of carry-

ing local freights and passengers. With the

narrow gauge, cheaply constructed railway

system, once fairly inaugurated in this coun-
try, almost every village within ten to fifty

miles of a through line of broad gauge railway

will have its lateral railroad connecting it

with main lines, and all of them, it is believed,

may be made productive works from the start,

by their facilities of transportation gradually

developing the resources of tbe regions of

country through which they pass.

—

Philadel-

phia Ledger.

B^^The public debt statement for the month
of November, shows the total debt outstand-

ing to be $2,418,673,044.43, and the accumu-
lated interest on the same $41,457,318.65,

giving a total debt, principal and interest, of
$2,460,130,363.08. Tbe amount of coin in

the Treasury at the same time, including $16,-

582,620 of gold certificates, was $97,368,577.

81, and of currency $28,453,290.62, giving an
aggregate Treasury cash balance of $125,821,-

868.43, reducing the debt, less amount in the

Treasury, to $2,334,308,494 65, against #2,341,

784,355.55 on the 1st of November, showing
a decrease of debt during the month of $7,-

475.860.90, and a decrease since the 1st of

March last of $104,019,982.52.

)3@*Some Eastern men have recently pur-

chased 200,000 acres of improved lands in

Clay, Harlan and adjoining counties in Ken-
tucky, with a view to colonizing them with

English and German, immigrants, who are to

have farms of 200 acre3 for each family.

Another company has bought 60,000 acres of

coal and mineral lands along the Elizabeth-

town and Paducah Railroad, and are going to

establish furnaces and factories.
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Railway Populations— It has been argued

that the general iuiriase of population in the

northern cities east of Chicago and Cincin-

nati is caused by the influence of railways

which nalurally draw a large part of the

country folks into the excitements of a more
artificial life—while from Illinois westward
to the Pacific, however, the increase of popu-

lation spreads over town and country; and
hence it appears in the apportionment of

members of the lower House of Congress
upon the new census that the states of the

northwest will secure an important balance of

power. The southern states, notwithstanding
their fearful losses dunlin the war, show an
unexpected increase in their white population.

Baltimore shows a gain of five per cent, in

her population of 1870 compared with I860,

which is due more to the Baltimore and Ohio
Railway than to the emancipation of the

negroes. Though, pince the abolition of slav-

ery, nearly all the cities and towns of the

south have made large gains to their fixed

population from the blacks of the surrounding
country. The excitement of railway travel

<ind the amusements of cities and towns and
the chances they offer of a comparatively
vagrant sort of existence, have been irresisti-

ble to the ignorant and lazy negroes who love

ft'ti in a city cellar better than toil on a. plan-

tation.

Petroi.eom as Fuel— Success at Last.—
After many trials which have proved tiuile,

the use of petroleum as fuel has at last been
brought to perfection, and it is now a fixed

fact that crude oil can be used for generating
steam in either stationary engines, locomo-
tives, or steamboats. The great obstacle in

using this production as fuel has been the

clogging up of the tubes used for feeding the

flames by a deposit of solid carbonaceous
matter, and this difficulty has been the only

obstacle to complete success. This has at

last been removed, and there is a factory in

Philadelphia which is running night and day
with no other fuel. No trouble is experienced
from the cause above mentioned, and the fires

have been running six months continually.

There is no smoke from this new fuel, no gas,

and no trouble in feeding the furnaces; the

engineer acts in his own capacity and that of

fireman combined, as he has only to turn a
siopcock to increase or diminish his fire.

Having no ashes to clean out, and being
enabled to keep his engine room in good
order at all times, the smell of the burning
oil is scarcely perceptible. This material for

generating steam is about to be tried here on
a large stale, and if entirely satisfactory will

prove a great saving in large factories, as

petroleum only costs about one-half as much
as coal when used as fuel, with a very large

saving in labor. It generates steam much
more rapidly than coal, and is just as safe to

use, there being no danger of its taking fire

if managed wiih ordinary care. It is now
thought, that this substance can be used on
ocean and river steamers; and, if it can, run-

ning steamers can be made more profitable

than now, as much of the room required for

coal can be used for the purpose of stowing

cargo, thereby materially increasing the profits

of the voyage.

—

New York Bulletin.

85S°* According to a recent estimate the

population of the globe is 1,228,000,000 souls.

Of this uumber 552,000,000 belong to the

Mongolian race; 360,000,000 to the Caucas-
ian; 190,000,(00 to the Ethiopian; 170,000,-

000 to the Malay, and 1,000,000 to the Indo-

American race. The annual mortality is

over 33,000,000.

Medical Properties of Egos.—We find the
following in an exchange : "The white of an
egg has proved of late the most efficacious

remedy for burns. Seven or eight applica-
tions of this substance soothe the pain and
effectually exclude the burned parts from the
air. This simple remedy seems preferable to

collodion, or even cotton. Extraordinary sto-

ries are told of a new oil, which is easily made
from the yelk of hens' eggs. The eggs are

first boiled hard, and the yelks are then re-

moved, crushed and placed over the fire,

where they are carefully stirred until the whole
substance is just on the pointof catching fire,

when the oil separates and mny be poured off.

One yelk will yield nearly two teaspoonfuls
of oil. It is in general use among the colo-

nists of South Russia as a means of curing
cuts, bruises and scratches.

11?

Tho Railroad Man's Paper.

I

News & Operation,
Engineering,
Reports,
Management,
Advertising.

A. IV. KELLOGG, Publisher,
Teems: S3 per Annum.] 101 Washington St., Chicago.

EST" Will be Four Dollars after January 1, 1S71. _^£3

THE FIRM OF WM. 3. YOtOKG «Sfc CO.

Mathematical Instrument Makers, consisting of Wm. J.
Young and Chas. S. Heli.ee, was dissolved shortly be-
fore the death of Wm. J. Young. The undersigned, the
late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen YearB, will continue in the saoie
line of business, at No. 33 North Seventh streetj
Cor. ofMUbert.

CHAS. S. HELLER.
Philahelphta, Auirust 1, 1S70. 29-9-70, 27

H

GET THE BEST.

mm isfflii iinnim
10, ifcO Words and Meanings not in other Dictionaries.

3000 Engravings. 1^40 pages Quarto.

Glad to add my testimony in its favor.
1 Prest. Walker of Harvard.]

Every scholar knows its valu&.
["V n. Prescott, the Historian.]

The most complete Dicti na y of the Language.
[Dr. Dick, of Scotland.]

rn he test guide of students of our language.
[John G.Whittier.]

e will transmit his name to latest posterity.

[GhahcellorKent.]
tymological parts surpasses anything by earlievlaborers.

±J [George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. l^Elihu Burritt.]

Excels all others in denning scientific terms,
[President Hitchcock.]

Sbo far as I know, best defining Dictionary.
[Horace Mann.]

Take italtosether, the surpassing work.
[Smart, the English Orthoepist.]

A necessity for every intelligent family, student, teacher

and professional man. What Library is complete without
tho best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thiDg

forthe million.

—

American Educational Month!//.

Published by G. & C. MEKRIAM, Springfield, Mass.

Sold by all Booksellers.

leYaa's
IMPROVED BOILER

Single Acting for Hot
or Cold Water; com-
plete In Itself, with
Wrought Iron Crank-
shaft and Connecting
Bod.
j6®~Fast and Loose

Pulleys, hteam Metal
Valves and Boxes fit-

ted up in the best man-
ner.

J85F-Photographs &
Price Lists sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BametLeVanciCo
S. E. Corner

24th. & Wood StS., 4
PHILADA.

T. F. RANDOLPH,

MANUFACTURER OF

MATHEMATICAL INSTRUMENTS
IHEODOLITS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, &c,
67 W. Sixth St., Cinciunati, O.

Circulars sentfree. Established 1653.
19-5-70. 18

I^DWIK J. HOBSE«,

Successor to

HcDAHXL * HORNER,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wiliiiiugtom, Delnware
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THE PALACE DAY AND SLEEPING COACHES
op' xhh:

Erie and Atlantic k Great Western Railway
A.re the Finest in Use on tBsis Continent!

IMTEKIOK. VIEW OF TSflE BBOAD GAUGE fAlACE COAWLJiES.
Tlsese snperli Oaelies, built peculiar to the Ei-oad Gauge, are

attached to the 9:45 P. 31. Express daily at Cincauuati, riHiamiaig

THROUGH TO BJEW YORK WITHOPT CHAKTGE. Comductors ac-
companyigig' these Coaches through to Kew foi'h.

TicRet Offices : §© W. 4th St., No. 4 Burnet House and 115 Vine St.

JF. J3. Shnttuc, Gen'f Southern Agt., Cincinnati, O.

HA

MACHINE W8RKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MAGKimSTS' TGGZig,
SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, $c.

W. T. HILDRUP, Treasurer.

Hawkins- B>rthel & Burrall,

BUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Bridfres, Rools and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Iron Building Ma-

terial generally. Contractors for Fifing, Docking,
and General Railroad 'Work.

Main SU, Springfield 3Xass.

F. Uaukim. Geo P HertheL W. B. Burra

SRICAI3"

The undersigned are now ready to contract for the
delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 W.-ilsutt St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 ChesnutSt.,PIIII.ADE][.PIHA.

2-21-3m

BOOTH'S DUPLEX,
SAFETY,

Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to them. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. H.. BOOTES & CO.,
Rochester, IS. Y.

HATES & AILK-EN,

VZ Broadway, HT. Y.

GRAND SCENERY!
J8@-QTJICKEST ROUTED
B3 Miles in Distance Saved

Baltimore& Ohio R.R.
—10—

BALTIMORE,
PHILADELPITIA

,

NEW YORK, and

BOSTON,
wrrn tiie privilege of going toWASHINGTON

'FREEr
NO CHANGE OF OAKS
From Cincinnati pQ "l.*..:.™. —« and nut ONE

orColunihus to X3<i± LllliUi fc> CI1ANGE
J^hilad' Iphia and New YorTi.

Ask for TICK ETS and
UAGGABIi CHECKS viaBaltimore &Ohio R.R

J. L.WILSON, Master of Transportation.

L. SI. OOLB, General Ticket A^ent.
Q. B.GIBSON, General Western I'assenjrcr Acent,

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

JsTerson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUJ? AS FOLLOWS
St. Lnuis, Evansville and Cairo
Mail '- 7:15A M. 10:55P.M.

Osgood Accommodation... 3:10 P. M. 8:45 A. M.
Throufjh TTerftcin Express 5:10 P. M. 8:30 P. M
Night Express 10:20 P. M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

eennes time, 12 minules slower than Cin'ti time.

For tickets or information apply at Offices, 132 Tine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. 0. BONDURANT. Superintendent, Cin.O.
C.E. FOLLEY.aer.'l Tick't Ag't, St. Louis, Mo.

IE EMGS 01 II

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents
;

WiflitiiBigtoii. Delaware, or
('HAS. BWCItUh «& CO, Boston, Sans*.

2-12-9,53

THE LOBDELL

CAR-WHEEL, TIRE MACHIIE
COMPANY,

WILMINGTON, DEL.
Established in 1336

Allkinds ofRailroadMachinery
GEORGE G. LOBDELL, President

P. N. BItENNAN, Treasurer.
WM. W. LOBDELL. Secretary
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360 THE IiAlJLKOAU liEGOED.

1100 BILES under

One Management.

SMI MILES without

Change of Coaches.

BROAD GAUGE, DOUBLETRACK ROUTE
FOR—

HEW YORK, BOSTON
Providence, Albany,

PITTSBURG, HARRISBURG
JPliilatlolpIiia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania.

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles
AM) IS FROM

22 to 27 MILES the SHORTER ROUTL
TWO EXPKESSTKASJSS S>AIi,Y

Leave CINCINNATI from DEPOT, corner Fifth

and Hoadlej Streets, by Columbus, O., time,

which is 7 Eiinutes faster than Cin'ti time.

7.00 A. Iff-,CINCINNATI E2PHESS,
(Sundays ">icepted.) Arrive Day ion 9.10 A.
M.; Urban.*, 10.29 A. M ; Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M.j Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Hreakt'ast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at liiugbampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; Urbana,
1 25 A. M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. V..; West Salem, 5.59 A. M. (Bkf'st);

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at'

Elmira with Northern Central Railway for

HarriBburg and the South, and at. N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the
Broad Gnu^e. arranged for both Day and Night 'travel,

are attached to this train at Cincinnati and run through to

Hew York, forming the OnBy I,iase running through
8Q0 Miles without Cltreiige.

Boston and New EingSnnc! Passengers,
wilft their Bap^ase. are transferredFREE
Of CHARGE in New York.

JlJ= The Eric Railway Company has opened a new
Perry from their Jersey City Depo to the foot of Twenty-
hiru Street. New York, thus enabling pacsengers to reach

he x? per portion of the city without the expense and an-
noyance of a street car or omnibus transfer.

"Pry The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admiration and interest

BaggageCheck'd Through
And Fare alicarjs as Low ae by any other Route.

ASK. FOR TICKETS VIA ERIE RAILWAY,
Which can He obtained ;it the Company^s Offices in Cin-

cinnati, 80 WeEt Fourth Street. 115 Vine St., 4 Burnet
House, and foot of Broadway, (Spencer House Block),
and at all principal Ticket Offices in the South and
gonth-west- *V31. R. BAUli,W B. SHATTUO, Gen'.Pase'rAg'l

O-.-oeral S>uthern Agent.

Best Route to St. Loisi* and Chicago

CINCINNATI
—AND

—

LAFAYETTE RAILROAD
Gr'MThrougU Passenger Route fromCINCINNATIto

CHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and River Towns and Citiesin the West,

North west and South-west.

JO=The7.35A. M. train runs daily. m
ON AND AFTER SUNDAY, DEC. 5Tn, 1B69, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail.... 7.20 am 12,40 am
St Louis and Springfield Express... 2.40 pm 7 35 am
•"'St. Louis and Springfield Express, l't.20 pm 3.42 pm
Lawrenceburg Accommodation 10.1 U am 2.35 pm
Lawrenceburg Accommodation 4-''0 pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail....' 7 00 am 10.15 am
Chicago Express 6.50 pm g.30 pm
Harrison Accommodation.... 5.30 pm 7.10 am
ThroughTiekets can be obtainedatthe BurnetHouse

Ofiice, corner o I Third and Vine ; River Office, corner of
WalnutStieetand River; and at Depot, cornerof Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. P.ailroad is about a mile neaiertt.e businesscenter
of the city than the Depot of any other railroad, and with-
in afew squares of the Postofficeand principal hotels and
Steamboat Ian dings.

J. F. RICHARDSON ,Superintendent.
F. B- LORD, General Ticket Agent.

Cincinnati* Hamilton k Dayton Railroad,

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway). 7:00 A. M. 6:30 P.M.
do do do ..9:45 P. M. 7:00 A. M-

Toledo, Detroit Sl Canada 7:15 A. M. 10:25 P. M-
do do do 0:30P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25P.M.
do do do ..,.2:30 1*. M. 5:40 P. M.
do do do ... 6:30 P. M. 7:30A. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40P. M.
Springfield Accommodation . 2:30 P.M. 10:20 A. M-
Sandusky, Cleveland & Buffalo,.- 6:30P M. 10:20 A. M.
Munciei Indianapolis 7:15 A.M. 10:25 P.M.

do" do 5:00 P.M. 1:20 P.M.
Hamilton, Eaton &: Richmond.., 7:15 A. M. 10:25 P.M.

do do do. ... 5:00 P. M. 10:20A.M.
Hamiltcn Accommodation 9:30 A.M. 8:05 A.M.

do do 6:50A M.
Trains run SEVEN MINUTES FASTER than Cincin-

aatitime.

For allinformationand throughtickets, please applyat
ttieold office,south-eas'. cornerof Broadwayand Front; Bur-
net House Office, corner Vineand Bakerctreets.and at the
respective depots. East Front and WestSixth streets.

D. McLAREN.Gen'l Superintendent.
SAM'L STEPHEN SON, Gen "lTick'tAg't.

Omnibuses call for passengers

The Old And Reliable Route.

Through to Pittabars without Change-

The PITTSBURG, FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still continue to trans-
port produce and merchandise between Cincinnati and
Filtsbusg, Philadelphia, B;dtimore t New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

n. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati,

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISflLLE & CINCINNATI

SHOUT-LINE MILROAH
On and after June 13, trains will run as follows :

1{a fc> EXPRfcSS leaves Cincinnati 7.20 A.
1X| SU?3 j)d m. Daily (except Sunday*). Stops regularly
at Walton, Elliston, Sparta, Liberty, Worthville, Cainp-
belbburg, Lagrange. Pewee Valley, Anchorage; when
fl'igsed, at Sou in Covingtcn, Maurice, Independence, Bank
Lick, Verona, Zion, Glencoe, Kagle, Carrollton, Sulphur,
Pendleton ; arrives at Louisville 12.05 P. M.

TU ** it fcOUTHEKMT FAST LINE U*r* t

LM%Pm SLP Ciuciunati at l.SO P. M, D«J)y (except
Sundays). Stops only at Walton, Worthville, and La-
grange ; arrives at Louisville 5.20 P. M.

Wtfft S^ MAIli. leaves Cincinnati 5.00 P. M
XM sLP9 C5 Daily (except f-undays). Stops regularly
at Walton, Ellist -n, Glencoe, Sparta, Liberty, Worthville,
CHmpliellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zion, Eagle, Cinollton,
Pendleton ; arrives at Louisville 10.00 P. M,

Mrffc 111 NIGHT EXPRESS leaves Cin
l>S«i>© M.\Jr cinnati at 11.85 P.M. Daily (except
Saturdays). Stops regularly at Worthville, Lagrange, and
when flagged, at Walton, Verona, i-lliston,01encoe, Sparta,
Liberty, Eagle, Campbellsburg, Sulphur, PeDdJeton Pewee
Valley, Anchorage; arrives at Louisville at 5.00 A.M.
"Ky

3 No. 6 connects at Lagrange with the Lexington
Trains, arriving at Frankfort at 6.14 P. M-, Lexington
7 45 P. M-, QUICK TIME.

JCr* The Best Route to the South. More Daily Trains
and Quicker Time than auy Line from Cincinnati.

HENRY STEFFEE, Gen. Ticket Agt

CENTRAL I; R. OF NEW -JERSEY.
Fassenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Easton
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc., with but one change of cars.
Silver Palace cars through from New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

6:55 a. an.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannock
&c.
7:15 a. ni.—For Somerville.
8:30 a- in.—For Flemington, Junction, StronSsburg

Water Gap, Scranton, Kingston. Pittston, Great Bend,,&.c.
22 ill.—For Flemington, Easton, Allentown. Mauch"

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litiz, Pottsville, S'cranton. Harrisburg, &c.
3:30 p. m.—For Easton, Allentown, Mauch Chunk

and Belvideie-

4:30 p. in.—For Somerville.
5:25 p.m.- For Somerville and Flemington.
6 p. in.— For Easton and intermediatestationa.
7 p. HI.—For Somerville.

7:20 p. in.—Emigrant—Stopping only at therrinci
pal stations.

9:0Op. m.—For Plainfield.

11:50 p- ill.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. mi.—Western Express, daily, (except Sundays,)

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg fot
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily (except Satur-
days,) for Easton, Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, aud Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-
tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principalstations.

8 p.m.

—

Western Express Train, daily, for Easton
Allentown, Reading, Hpjrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:l5., 8:30, 9., 9:20, H.:30, 11:40 a. m.—12 m , 1:00, 2:('0

3:00,3:30,3:45,4:15,4.30,4:45,5:10,5:25,5:45,6:00,6:25,
7:00, 7:2 ', 7:40, 8:"0, 9:00, 9:40. 10:45, 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty St., N. Y.^
at No. 1 Astor House; Nos. 254, 271. 526 Broadway \it

No. 10 Greenwich st., and at the principal hotels.

R. E. RTCKER,.SuperiutendeC'"
P **>Mnvm,Gen Pass. Agt.
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Railroad Needs of CsiBcGninnti.

It was a necessily and a matter of course,

lhat the first railroads made from Cincinnati

'should be those to the Atlantic ports. There

was the money; there was the foreign trade;

and there was the great market for Western

produce. It was, of course, we say, that roads

should be made lo New York first; and as

New York, Boston, and Philadelphia were to

be (and have been) immense gainers, the

capital was easily obtained. In this manner

things went on for years, the first practical

railroads (the Mad River and Little Miami)

being made about 1842-3, and the whole

system, as it now exists, being finished by

1863. This system was almost exclusively a

New York system, and made and conducted

for the benefit of New York. The results

may be seen in the rapid growih of New York

city. The following two lines will show the

growth of New York from 1840 to 1870, viz.:

New York population in 1840, 312,000
" " " 1870, 927,000

Some one will say this was not caused by

railroads No! for it was the result of the

rapid growth of the great West; but, without

these railroads through Ohio, New York would

not have been I he market for Western pro-

ducls. New Orleans would have been, as it

had been in all the previous period. Ohio

was the great and only gateway from the

Eastern Atlantic to the West. New York

capital flowed out, and the railroads were

made; but they were all made down to the

center of Cincinnati for the benefit of New

York, some results of which we bhall presently

see.

Again, some one will point to the New York
canals as the cause ot the great commerce of

New York with the West. Let us see: The
Erie canal was begun in 1825, and finished

about 1832. The New York and Ohio canals

were the great commercial ouliets in that

day for internal commerce. In 1830 New
York had 200,000 inhabitants, and in 1845

had 370,000. This was rapid growth, but

slow compared with what the next twenty

years produced. It is the railroad era which

has produced such prodigious results in our

great cities.

Again, it will be said that the Pennsylvania

roads competed. Undoubtedly: but Phila-

delphia, where Pennsylvania roads centered,

is on the way to New York, and, exclusive of

the local coal and iron trade, the commerce
of the Pennsylvania roads was for the benefit

of New YoVk.

Such was the state of things on the com-

pletion of the Grand Trunk lines What was

the result in regard to Cincinnati ? Just what

people are now for the first time beginning to

see:—All the nicer lines of railroad round

Cincinnati are owned by Eastern capitalists;

ail their business is conducted in reference to

Eastern interests; the prices of freight are

fixed without any regard to the interests

of Cincinnati; and combinations are made
among all the Eastern trunk lines to control

and regulate the entire railroad trade of the

West. At this moment there is a railroad

convention sitting, whose object is to throw

all tbe lines connecting New York and the

West into a great pool, and, by consequence,

to control absolutely the price of freight, and

all the interests of Western commerce ! There

is nothing to prevent this if the parties can

agree. In this case, what can Cincinnati do?

Sbe does not own or control any of these

road3. Even the Little Miami, at her very

doors, is owned by a foreign corporation,

entirely foreign to her interests. What is

to be done? It is evident there is but one

mode—one possible condition of things—in

which she can make herself independent of

New York monopolies. This is by rearing

up competition in the South. This will not

merely make competing roads, but competing

cities. New Orleans is beginning to regain

its strength by railroads into the great fields

of Western productions, and it will eventually

become a much grealer outlet of Cincinnati

than it is now. In consequence of there being

no mountains or obstructions in the South, a

railroad from Cincinnati to New Orleans c»n

be made nearly or quite as short as one to

New York, viz.: 700 miles. Gradually New
Orleans will resume its position as the real

capital of the whole lower Mississippi. It

will therefore become, to some extent, an

available competition with New York monopo-

lists. But this will not do to depend upon.

The hot climate of New Orleans will not do,

in many months of the year, for the exports*

lion of ceieal products. We must, therefore,

—

or be assured Cincinnati can not grow fast,

—

have other ports in the Southern Atlantic.

The schemes lor this object have been often

discussed in the columns of the Record; but

a more financial view of Southern competi-

tion may enable us to see the position mofe

clenrly :

First.—We notice the Baltimore road has

not joined the New York monopoly, and

from its position we may be sure it will not.

Nevertheless, Baltimore is too tar East, and

too much connected with New York and

Philadelphia to be largely available as a

competi'or; but we are glad to see that the

Baltimore road, as a grand trunk to Cincin.

nati, will, in a few days, be entirely finished.

The two links necessary to this were the eight

miles of entrance into Cincinnati and the

bridge over the Ohio at Par%ersbur'g ; both of

which will be finished in a short time. The

business on that road is already increasing,

and, we may be assured, will soon he doubled.

It will not be long before the New York roads

will feel the effects of this great improvement.

Secondly.—The next competing line—and

it will be a very important one—will be the

Chesapeake and Ohio road. This being yet

more removed from New York will never be

brought info the ring. But it yet remains lo

be seen whether Norfolk or Richmond can be

made into large exporting ports. Norfolk is

one of the three or four great natural outlets

of commerce in this country; but it requires

capital, enterprise, and health to make a

great export port; and all of these are, as

yet, very uncertain at Norfolk. All these are

to be had, so we are told, at Newport News.

Thirdly —There remains the last and the

really great Southern competitor and Cincin-

nati ally against New York monopolies, and

this is the Southern Road. We never will

say we have done all we can. Not so. Thero

are two things to be done yet. We have yet

to make an earnest and honest appeal to the

Kentucky Legislature. This may succeed;

but if it fails, we must put our own shoulders

to the wheel; and if that be done, we can tell

the people of Southern and Western Kentucky

the road will not be made on a route to suit

their interests.

8Sg=The South has an immense area of new

lands yet untouched bv the plow, nnd from

this soil will arise a wealth, grandeur and

power, new to those States. The amount of

Government lands in acres in the cotton

States is put down as follows: Alabama still

has 6,582,9%; Mississippi, 4 822, 0fi9; Louisi-

ana, fi,582,841 ;
Arkansas, 1 1,573,432 ;

Flori-

da, 17,422,438 ; while Texas has over 70,000,-

000 belonging to herself. The home-itead and

pre-emption laws of the United States afford

an easy means to tbe immigrant of becoming

at once a thrifty farmer in nnv of the states

where the public lands are still unsold.

—

St.

Louis Journal of Commerce,
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The Short Line Again.

The article in the Gazette of the 27th inst.

headed "The so called Short Line Railroad

Scheme Dissected," and signed "A late Stock-

holder of the C. C & I R. R. Co ," is a rehash

of the stale and worn shifts and arguments of

two railroads (the C. H. k D. and the Little

Miami) used for the past 18 years, through

hireling advocates and a pensioned press, to

defeat an improvement in which Cincinnati

and the valley of Mill Creek are more deeply

interested than any, nay perhaps all others,

which have a bearing on her outgrowth and

prosperity. During this long period these

two roads have absolutely held this city by

the throat, choking her or releasing their

grip only as their supposed interests dictated
]

dwarfing her proportions, and actually forcing

the business which naturally centers here to

find its way around the city, and not to it and

through it. The^e roads resolted to maintain

their monopoly and control of the business

avenues to the city totally regardless of the

cost to our interests.

Eighteen years ago there were at least ten

railroads pointing towards this city from the

west, north, and east, to-wit : the Harrison &

Chicago (called Smith's road); the Four Mile

Valley; the Junction; the Eaton, Hamilton &

Cincinnati; the Twin Creek & Germantown;

the Dayton Short Line; the Lebanon &Xenia;

the Wilmington & Zanesville; the Marietta &
Cincinnati; and the Hillsborough & Cincin-

nati; most or all of which would have been

completed to this point had suitable facilities

of entrance to the city been offered them.

This great avenue to the center of business,

the tunnel, which would have given the neces-

sary accommodation to all, has not been com-

pleted; and what is the result? the Harrison

& Chicago, the Four Mile Valley, the Twin

Creek &, Germantown, the Dayton Short Line,

Bnd the Lebanon & Xenia, have been actually

choked out of existence for the want of these

facilities of ingress and egress to the city;

while the other five, to-wit: the Junction, the

Eaton & Hamilton, the Wilmington &, Zanes-

ville, the Marietta & Cincinnati, and the

Hillsborough & Cincinnati, have struggled

through a sickly existence, some of them

even yet but partially completed, and most of

them passing into other hands, by the process

of capitalization, at perhaps a tithe of their

original cost.

With suitable facilities of entrance and

provision for the business of these roads in

the heart of the city, the use of which were

secured on the-complelion of the tunnel, these

roads, or most of them, would have been

completed at a cost of perhaps fifty millions

of dollars, (twenty millions and upwards were

actually expended and most of it wrenched

from the original stockholders through le^al

process5
,) for the want of a terminus in the

city. How this was done will doubtless be

remembered by many whose investments in

these roads have been thus swept from them
;

what the exactions of these stem lines have

been opon them ; how they discriminated

against them, and afforded no facilities, only

as they added to their own profits and weak-

ened the dependent companies. It is said

that the Marietta company paid their toll at

times to the Miami company (§60,0(10 per

annum) by borrowing from their employes

and starving their labor for the time, and the

Wilmington & Zanesville reports show that

they delivered tens of thousands of tons of

through freight to the Miami without a single

ton in return, although they had through

connections at their eastern end.

Is it any wonder that these roads were

forced into bankruptcy and capitalization?

The same coercive processes were adopted

by thi; Hamilton & Dayton towards the roads

dependent upon it for entrance into the city,

as the histories of the Dayton & Michigan and

Eaton & Hamilton testify. Weakened and

crippled by exactions which they could not

meet, they fell a prey to the voracious cor-

morant; the Dayton & Michigan actually

paying a million of dollars in watered stock

to the C. H. & D. for the privilege of being

swallowed up! The question is pertinent

here, what peculiar advantage has either the

Little Miami or the Hamilton & Dayton roads

over other roads of the country? do they

traverse a better country? are they more

economically managed ? has their cost of

construction been less? I ask the question

why these roads are largely dividend paying,

while others built at less cost, more economi-

cally nonaged, and traversing regions which

furnish at least equal traffic, are unremunera-

tive? Is there, can there be, any other reason

than the power wbich these companies have

over rival lines by means of the monopoly

which they enjoy of exclusive control of the

avenues into the city?

But besides and beyond the power to break-

down contesting lines, which, if completed,

would have given us free competition in the

business of transportation, how has this mo-

nopoly operated on our interests in another

direction? We are a central city, with all

the elements for outspread and development

within and around us—health, subsistence,

raw material, skilled labor, enterprise, capital,

and yet with all these we can not grow—why?

There is about 2,500 acres of area between

the hills and the river; this is all covered,

saving about 2(10 acres of Mill Creek bottom

subject to submersion, and the value of the

land has passed, in consequence of this re-

stricted surface, beyond its use for manufac-

turing purposes, and the labor is illy provided

with shelter even at exorbitant rates.

The writer of this came here when the

population numbered less than 9,000, and

this was less than fifty years ago. We now

have 218, OCO, and still we grow. We have

yet 200 acres to be reclaimed from 20 feet of

submersion, affording sites for 2,000 houses,

or accommodation for 20 000 people as we
now build, at our rates of increase. How
long before this area is covered, and then

where shall we go? The surrounding hills

serve well for the domicile, but can our facto-

ries go there? will the coal, the iron, the salt,

&c, bear the haul, and can our commerce be

conducted four hundred feet above the present

city level ? Cast your mind forward fifty

years. With suitable facilities for outspread,

is it extravagant to say that we will number

a million, and a hundred years hence have

2,000,000? Where do you find room for

this number?—not here. Mill Creek Valley

contains an area of upwards of 20.000 acres

The ground is sufficiently undulating for

thorough drainage, and Mill Creek could be

formed into a sewer to be slushed by the

waters of the great Miami, thus preserving

the public health. Where on this continent

can you find a tract of land more suitable for

a great city? The hills north of the city

separate us from this valley. It is true there

is a narrow strip "blong the creek between

this and Carthage, but it is already traverse!

by two railroads, one canal and two or three

common roads, and is now being compactly

built. This strip of land is even now inter-

sected by numerous thronged streets and

avenues, requiring trains on railroads to be

confined to low speed by city ordinances, and

likely to be still further reduced. Can the

tborougfares along this narrow strip afford

the necessary facilities of passage between

this northern city that is to be and the present

one ?

I predict that in 50 years, perhaps in less,

the great city of Cincinnati with its work

shops will stand in Mill Creek valley, and that

the one we now inhabit will be but the sales-

room ; her great warehouses, her offices, her

banks, etc., will be here. In a word, it will be

to us then what New York now is from Canal

street to the Battery, to the present surround-

ings of that city. If then we continue to

grow, and the present avenues are unsnited or

inadequate to allow of passage in reasonable

time for the transit between the points, is not

this tunnel then a necessity? With the

development which I predict, Mill Creek will

be webbed over with trams and street railways.

Already I hear of several to be constructed

during the coming season, to connect with

the avenue road, but the low speed to which

they are confined is found to be a serious ob-

stacle. The time by the street cars to Brigh-

ton is 45 minutes, thence to points north by

horse power will be perhaps 6 miles per hour.

The distance through the city can not be

much reduced by steam, for even now, at the

present low rate, many accidents occur. The

tunnel could be run at 20 miles per hour with

safety, for the track is isolated and crosses no

avenue for the first four miles, the point at
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which the street lines would probably connect,

and besides by radiating from this point, an

actual saving of three miles of distance in

most directions would he made. I have not,

as I designed to do, replied to "S Late

Stockholder," I may do this in another arti-

cle, this is long enough.

Railroad Earnings.

It will be remembered that the year 1869

was a favorable one for railroad traffic, and

that the gross earnings of the leading and

well managed roads rose to a hight that was

very encouraging to the parties interested in

them, and that gave confidence in railroad

investments.

By a comparison of the earnings of ten

important lines for the eleven months from

January 1st to December 1st, it will be found,

however, that there has been in nearly every

instance a most satisfactory and healthy ad-

vance in receipts during 1870 over that of the

year previous. And it is believed that, if the

earnings of the present month could be added,

the exhibit would be even 'more gratifying, as

up to the first of this month there has been

no unusual or extraordinary movements of

freights. The accumulations of grain and

pork are still at the first principal gathering

points, and will not be likely to go forward in

any great quantities until the latter part of

the month or early in the coining year. If

these products, which are the natural business

of this year, had moved this month, with the

high rates that now prevail, the receipts of

these roads would be very considerably in-

creased
;

perhaps showing a per centum in

advance of the same month in any prior year,

after making due allowance for the natural

increase of such business by the growth and

development of the country through which

these lines pass.

It will be noticed that where a decrease in

the earnings is shown by our table, that it is

not important, and we have no doubt this can

be accounted for by local disturbances:

EARNINGS m>M JANl'ABY 1 TO DECEMBER 1.

lbTO. 1S09. Inc. Dec

Central Pacific $7,709,107 $5, I9j,5!19 2,513 503
Chicago & Alton 4,425,73a 4,357,723 08,002
ClevelM. Columbus

Ciu. &. Ind'p's s! 995.2U4 2,871904 123 360
Illinois Uentral i«,0Uli,2B0 8,185,122 28,802
Marietta Jl Cincinn'i 1.277,405 1.231,053 4,158

Milwaukee It St. Paul 7,59.i,009 051,940 938, 723 ....

North Missouri 2,.j77,;i;3 1,1-21,257 7 0,508

Ohio St Mississippi.. 2.037.604 2.000,052 177,012

Pacific of Missouri... 3,208,569 2 913,01* 295,555
Tol'o.VVab.a. Weal'n 4,1 40, 175 3,818,052 228,113

Total 544,704,701 830,690,982 $5,100,770 $33,020

There is one thing pretty certain, and that

our sagacious financiers seem to know thor-

oughly, and that is, nothing like a permanent

check is likely to be given to tbe increase of

railroad earnings. Temporary interferences

may occur, but even these, under good man-

agement, will not materially affect these re-

ceipts, as the great law of compensation will

make up the losses of one season by the gains

of another.

The natural growth of the country—the

prosperity that railways themselves produce

—

are their sure supporters; and now that the

importance of local traffic is appreciated, and
railway managers are turning their attention

to its development, the earnings of railways

will be relieved from the contingencies they

are now subject to, and be counted upon with

a degree of certainty that will make their

stock and securities sought for permanent
investment.

On the whole, we may say that there has

been a remarkable railroad prosperity during

the past year. The management of the lead-

ing lines has been considerably improved.

Economies have been introduced that promise

to work desirable reforms. Roads that for

years—indeed since their completion—have

I
been of minor importance, and were without

the least value to their stockholders, have been

absorbed by larger enterprises and rendered

valuable, or have come under a more vigorous

and enlightened management and been re-

lieved of their embarrassments, and made
among the productive interests of the country.

What is wanted in railway interests just

now, is an energetic, intelligent, and honest

direction. There are few roads well located

but that will pay if thus controlled; whereas,

the best of such enterprises can not gather

money enough to sustain the blunders and
iniquities of poor or dishonest management
and pay their liabilities, much less dividends

upon their cost.

Personal.—We were greatly pleased the

other day to have introduced to U3 by letter

from a friend in the West, Capt. E G. Tur-

bin, now stopping at the Gibson House. The
object of Capt. Torpin's visit to this city is to

add some additional subscribers to a Com-
pany being formed in Chicago, who contem-
plate makipg a settlement on the rich mineral

and agricultural lands of the Little Colorado,

west of the Zuni pueblos, and on the route of

the proposed extension of the Kansas Pacific

Railroad. Capt. Turpin is intelligent, speaks

Spanish fluently, (which will be of great

service) and is evidently possessed of the

tjualities requisite to fit him for a leader in

just such an expedition as is contemplated.

May success attend them, and their hopes be
realized.

Asa fair and impartial description of the

country to which ttie party intend to emi-
grate, we give the following from the Diary

of F. X. Aubery, of his journey through Ari-

zona in 185H :

—

"Aug 27th. We met Indians to-day, who, I

think, are not Apaches 1'ontos, as they do not
speak any Spanish, and refuse to answer our
questions. We obtained from them over
fifteen hundred dollars' worth of gold for a
few old articles of clothing. The Indians use
gold bullets for their guns. They are of dif-

ferent sizes, and each Indian has a pouch of
then. We saw an Indian load his "un with

one large and three small gold bullets to

shoot a rabbit. They proposed exchanging
i hem for lead, but I preferred trading other
articles.

"Aug. 28th. Traveled ten miles east over a
good country ; met with more Indians and
traded for some horse meat, by giving articles
of clothing in exchange We traded also for
a few hundred dollars' worth of gold. To-day
a mule broke down, and an Indian gave me
for it a lump of gold weighing a pound and a
half less one ounce.

" The Indians are so numerous fl cy would
destroy the party if we allowed them the least
chance. But we are very vigilant, and select
camps on elevated places, consi quently we
are unable to make any examinations for
gold in the sands of the country. The In«
dians call themselves Belenois.

"Aug. 23ih. Traveled some twenty miles
in an eastern direction ; the country quite
level, and the land good, with plenty of grass
and water.

"Aug. HOtb. Traveled to-day nbout fifteen

miles east, over a country a little broken.
Water and orass abnndnnt.^

" Aug. Hist. Moved about twelve miles
north of east, over a country similar to that
of yesterday. Found water, grass and pine
timber.

"September 1st. Traveled fifteen miles

over a country a little broken, and well sup-

plied with water, grass and timber. The soil

was good.
" Sept. 2d. Traveled the same distance

north-east to the Sierra Blanca. Followed
Iiidian trails all day, and fouod grass, water
and pine timber in greot abundance; and
most of the soil is of a superior quality.

"Sept. 3d. Pursuing the same course, we
traveled some fifteen miles among the same
mountains To day we passed through val-

leys of good soil, and we found the pine tim-

ber in greater abundance than yesterday.

The trees are generally from two and a half

to five feet in diameter, and over two hundred
feet high We have seen timber enough to-

day to make a railroad frrm the Eastern
Slates to the Pacific. The passes through
this mountain are level, and can be traveled

bv wagons without any difficulty whatever.
" Sep. 4th. Made twenty-five miles north-

east, crossing the Colorado Chiquito after

traveling about two miles. The land is level

and good, and waler and wood are plenty.

"Sep. 5th. Mate twenty miles east-north-

east, and got out of the mountains after

traveling five miles; struck the prairie, where
we found good soil, grass and water.

"Sep. fi'h. Continuing north-east over a
good and level country for twenty five miles,

we reached the Indian town or pueblo of Zuni,

where we met with a hospitable and civilized

population, from whom we obtained an abun-
dance of pood provisions, over whiph we
greatly rejoiced."

ggpThose who love tbe juicy steak, and
those who view the Texas steer with distant

respect, will he interested to learn that 125, POO

Texas cattle have gone East this year over

the Kansas railroads, against 41,778 in 1869.

Kansas is pushing its system of railways

southward, and the Texan cattle traders ex-

pect soon to be able to ship from 500,000 to

800,000 live beeves per year.

B@T*Aecording to the census returns, the

population of Sun Francisco is 150,301, of

whom 12,017 are Chinese. The property valua-

tion is $260,000,000, an ii.crease of 600 per

cent.
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The Cincinnati and Newport Bridge.

The following is the report of the Corps of

Army Engineers ordered to inspect the bridges

across the Ohio river, upon the Cincinnati and

Newport structure. We suppose this will be

fin.il with the Bridge Company, and that they

wiil proceed at once to comply with the

specifications suggested ;

" We are unanimous in the opinion that this

bridge, a?* being constructed, is a serious ob-

stacle to the free navigation of the Ohio liver,

and that it. imperatively calls upon Congress to

exercise its specially reserved rights fur its

modification." The B ;ard holds that the

alternative provision of the law for a bridge

with a pivot draw, giving two clear openings

of 100 feet, unfortunately made no stipulation

about the hight, above the highest water, of

bridges using draws, and this has since be-

come a verv serious omission, on account of

its operation being extended so as to include

Cincinnati Seventy feet above the lowest

water is at least 25 feet abjve the highest

water at Steublfcville, but only 7£ feet at

Cincinnati. The board considers the Con-
gressional debate on the bill authorizing the

bridge as showing that the bill was com-
promised between the navigation and bridge

. interests in regard to the length of the span.

Several gentlemen who voted for the bill

stated that it wus the express understanding

that that bridge was not to be of less hight

than the existing suspension bridge, nor less

than forty feet above the highest water. The
provisions for a high bridge under the law

would have been satisfactory. The board

says the fads show that the compromise, as

understood by those who made it, has not

been complied with in building this bridge on

the draworidge plan, and that it lacks the

essential quality of a compromise in not being

understood alike by those who are said to

have made it, and hence it can not be made a

reason for Congress refraining from exercising

its reserved right to compel a modification of

the bridge itself. The government of the

United States is the custodian of the public

rights in these great navigable streams, and
though the parties interested in special

branches of trade may consent to certain

designs of bridges, the government alone,

comprehending all the interests, sho'uld be

the final judge in such matters. The board
asserts that long spans of four hundred feet

ur upward are not impracticable at reasonable

expense, and when properly apportioned are

much more stable and safe than smallpr
spans. High piers, propurtionably widened
and lengthened, are just, as firm as low ones.

Tfyese points are illustrated in the case oi the

Luutsvi)le bridge, which the report designates

as an admissible structure that overcomes all

objections that can 'be made against high
br.dges. The piers of the Newport bridge

are reported as making an angle of two de-

crees with the current, and thus reducing the

width of the span to ii'JO feet, or less than the

law requires, The loundations of the piers

are reported as not deep enough. The curved
portiou of the bridge is severely criticised,

first, because it necessitated two spans, where
without it one would have bpen sufficient, and
because it led to placing the wide span, which
the law requires next to the channel span, on
the Newport instead of the Cincinnati side

The principal modifications recommended
are the mam span to be raised Hi) feet higher
than now designed, thus giving a clear head-
way of 100.1 feet above the lowest water and

H8$ feet above the highest, the main 400 feet

span to be kept, and all the other spans to be

raised so as to .make deck bridges. The
estimate of the amount necessary to make the

required changes is $288,695, provided the

changes are made before the 400 feet span is

erected. The total cost of the bridge when
remodeled will be $1,109,089.

In conclusion, the board gives its opinion

of the legislation required. It recommends
that Congress, for its own protection, ought
now Id finally dispose of the subject in such a

way that the river interests will no longer be

threatened with destruction, and that the

bridge companies may no longer hope for

special favors, but tie compelled to work on
a weil understood and digested plan. The
capabilities of engineering and the resources

oi' the railroad companies are ample to meet
any just requirements of navigation. The
board says if Congress should compel the

alteration of the Newport and Cincinnati

Bridge, as recommended, and should repeal

or modify the law authorizing a bridge at

L'uducah, that this action would be acceptable

to all river interests. A general law is

recommended providing that hereafter all

bridges to be built across the Ohio river shall

have at least one span giving a clear opening

of 400 feet wide, measured at right angles to

the stream, and that the headway under this

span shall not be iess than 100 feet from

lowest water, and 40 from highest. These
two requirements about hight should be

applied to all places. In addition to other

modifications suggested, all the bridges below

Cincinnati should have a draw span giving a

clear passage way of 160 feet wide, placed so

as to be available in the highest stages of the

river for the use of the largest packet steamers

that can not at that time pass under a bridge.

The Connecting: Track of !.. , C. and I-..

Railroad and tbe B.. and IV. Itailroad—
The Plan of the Uonte and the Progress
Made.

We condense the following from an article

upon this improvement in the "Courier Jour-

nal" of the 19th inst.

;

THE CHARACTER OF THE WORK.

The connection between the Frankfort and
Nashville lines of railroad is now so nearly

finished that a description of the progress

and of the work as done will be of especial

interest to our readers. The work on the

grade has, owing to the very favorable

weather of the fall, been very rapid, the

grading being, with one exception, over a

contested lot, ready for the laying of the

rails. This latter work will be completed
probably within the next two weeks. This

track, however, is but a temporary one, used

only for construction, and the connection can

go into active operation immediately only by

special permission of the City Council. It

will be remembered that it was made impera-

tive by the Council, in granting tbe right of

way, mat the gauge should be changed, thus

creating the necessity of breaking bulk at this

point. This has not been done as yet on the

Short Line road, and the track, as purposed

along the connection, is that used by both the

Nashville and Short-Line roads.

The line starts from the shops of the Short-

Line, above the head of Jefferson street, and
thence to Broadway, running thus tar almost
parallel with the course of Beargrass creek.

At this terminus it is intended that the trans-

its of freight shall be effected. The building

when completed will be very capacious, its

dimensions being about 300 by 4(1 feet. From
the crossing to the bridge over Beargrass,

near the head of Broadway and on the New-
bury road, it is about 2,000 feet. Near the

bridge across the Bafdstown pike a very fine

piece of trestle work over Beargrass creek has

been just completed, with an average hight

of fifteen feet, and some one hundred yards
in length.

The road crosses the Bardstown pike just

south of the bridge, and takes its course

nearly due southeast to the Broadway cross-

ing. Some 2U0 feet before it reaches this

point, a temporary trestle-work commences,
continuing until it reaches Broadway. The
track had been laid only to this point Satur-

day. At the begini.ing of this trestle-work,

the grade of the road rises in about five feel

to the 200, bringing it to the grade of Broad-
way. The present intention is to cross the

street at its own level. Should it be made
finally necessary to cross the street at the

proper grade of the connection, this trestle-

work and consequent rise will be done away
with; a cut of seven feet will be necessary

across Broadway,, and a bridge of eleven feet

above the level of the street be rendered im-

perative. In this event, a fill on each side of

the bridge will be made, extending to Under-
bill street on the one side, and probably to

Campbell on the other.

The road crosses Broadway about 100 feet

east of the Broadway bridge and Beargrass
again some 300 feet north of the Broadway
bridge. About a half mile beyond the cross-

ing is the deepest cut of the route, 200 feet

in length, and with an average depth of 10

feet. A foot above the grade a thin limestone

ledge was struck, 18 inches wide, that was
necessary to be removed in its entirety Be-

yond this cut again is a six feet fill, with a
length of between 125 and 150 yards.

The fine bridge of the road crosses Bear-

grass creek a mile and a quarler from the

Short-Line terminus. The bridge was com-
menced about, the 15lh ultimo, and will be

completed within the week. There are two
abutments and a span of thirty feet. The
bridge is fifteen feet high, and is a very solid,

massive, and handsome structure. The base

courses are of limestone—brought from the

quarries of the work-house road—measuring
26 feet by 14. The stems measure 9 by 20

feet. The stone abutments of the bridge are

of the best quality, laid in courses of seven-

teen to twenty-four inches, bedded in cement,
and the works reflects much credit on the

contractor, who has spared no expense in

making this a very superior job of its class of

masonry. One abutment is completed, and
the bridge, as stated above, will be ready for

the rails probably by Wednesday night. Be-

yond this bridge is another heavy cut of 1,200

yards in length, and with an average depth

of five feet. From this point the road runs,

with but few, and those unimportant, features,

through Germantown, crossing Sbelby street

at the old fort, Preston at a point nearly iwo

miles east of Broadway, and meets the Nash-

ville road a little over a mile and a half south

of the House of Refuge. The grading has

been entirely finished, with the one exception

of the crossing of the contested lot south of

the Germantown bridge, and, with the track

laid by the close of week after next, the road

could be put into active operation by that

time.

The contract work of the connection has

been done by Mr. M. J. McNamara, under the

general direction, we presume, of the Chief

Engineer of the Short Line road, Mr. G. B.
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Tallcott. It is certainly a handsome, and,

apparently, a thorough piece of work, and

reflects much credit upon huih its theoretical

and practical authors.

Our Coal Fields and the Future of »»mi-
lectures

Among the latest discoveries of coal in this

country is a wonderful deposit in the territory

of Wyoming, lying immediately west of Ne-

braska, and comprising a portion of the Hocky

Mountains. This coal belt extends along the

Pacific Kailroad a distance of three liur.dred

miles. The quality is said to fully equal

Lehigh coal, yielding ten thousand feet of

gas to the ton. Ihe workings at various

places show the vein to be 30 to 40 feet deep.

A company is taking out 3,001) tons per

month, and the article is selling at the low

price of seventy-tive cents to one dollar per

ton. The Central Pacific Railroad Co. are

using it on the eastern end of their road.

Prof. Hayden, United States Geologist, who

has lately returned from Wyoming, where he

has been prosecuting his geological investiga--

lions, speaks in high terms of that territory.

Not only does it contain immense coal beds,

but iron ores exist in great abundance, while

u careful test of the soil on the hills and

valleys shows that there is no part of the

territory that would not yield, by irrigation,

lorty bushels of wheat per acre.

The vast and inexhaustible coal fields of

the United Stales are among the most impor-

tant forms of our latent wealth. These fields

have recently been estimated at two hundred

thousand square miles, and, though stupen-

dous, it is evident, from the frequent develop-

ment of new sources, that the estimate is a

moderate one. The importance of this in-

comparable store of concentrated mechanical

force will be realized only in connection with

the immense extent of fertile land within our

national limits, which are capable of sustain-

ing an immense manufacturing as well as

agricultural population. It adds greatly to

the significance of the facts that the rich land

aud the rich mines are to so large an extent

in close proximity. In the great coal fields

of Illinois, Indiana, and Kentucky, scores of

thousands of square miies of exuberantly

productive land overlie a weight of coal ex-

ceeding by many fold all that of the British

Isles, of excellent quality and easily procured.

Here amidst almost boundless coin and wheat

fields a system of manufacturing is certain to

arise, such as the world has never yet seen.

In the Missouri and Arkansas basin, as well

as in Pennsylvania, Maryland, and Virginia,

immense quantities of coal are associated

with lands of great- fertility. The period

when great manufacturing enterprises shall

be established in these Slates depends mainly

upon the States themselves Once established

in such prolific regions, manufacturing indus-

tries will not, like those of other manufacturing

countries, be in a state of dependence upon

distant and foreign countries for food supplies,

England now being obliged to supplement her

natural deficiencies by the importation of food

for her workers to the amount of four or five

hundred millions of dollars per annum. Hav-

ing in abundance the power, food, iron, cop

per, lead, cotton, the ability to produce an

adequate supply of wool, and an unlimited

scope for population, then, there is nothing

to prevent the United States from becoming,

in due time, the foremost manufacturing

nation on the face of the globe. Other

countries having the start of us, we shall

have to make many sacrifices before we con

take our proper rank; hut with steady ad-

vances in favor of those less elementary

occupations that at nnce characterize and
largely constitute civilization will anon bring

ample recompense.— Economist

~m~.

Cheap Freight Transportation by Kail.

l oriii

X
A few years ago the question of reform in

the management of our American railways,

by securing the general adoption of a system
tnat should provide lor the cheap transporta-

tion of freights, and, while encouraging every
form of industrial enterprise, greatly facilitate

the development of the richly productive but
now practically inaccessible districts of the
South and West, received much attention, and
was widely discussed in legislative bodies and
through the columns of the newspaper press.

To facilitate the introduction of these reforms,

an association known as the ''Cheap Freight
Railway League" was organized, and many
of our leading capitalists and practical states-

men were identified with the movement. So
general Was the acceptance of the plan of
railway reform proposed by the League that

it seemed to assume a national character, and
as many as seven bills were presented to

Congress proposing the establishment of as
many different through railways, embracing
in the line of their projected routes many of
the most productive and populous sections of
the interior. One of the schemes provided
the necessary facilities of cheap frei"bt aud
transportation for Texas and Kansas; another
for the intervening country between some
central point on the Mississippi and the near-
est shipping port on the Atlantic coast; a
third included the anthracite and bituminous
regions of Pennsylvania and the New Jersey
shore; a fourth provided for Georgia and the
adjoining Gulf States; a filth for Virginia
and the Carolinas; a sixth for Alabama and
Northern Florida; and a seventh for the
wheat growing plains of the Northwest. This
system of trunk roads, exclusive of the
branches and connections to be built for local

accommodation, was to have required about
four thousand miles of double track, which
at an average cost of $50,000 per mile, would
represent an invested capital of some two
hundred millions of dollars. This money was
to have been obtained from the sale of actual
shares, and auipie precautions were to be
taken to prevent the possibility of any of those
"irregular" transactions which has given the

stock of so miniy important railroad enter-

prises a doubtful reputation in the market.
What has become of this League and of its

seven bills in Congress, and why has the plan
of railway reform which it proposed been
allowed to quietly disappear from public
notice ? The net work of roads that now
supplies such excellent facilities for quick
travel in so many directions, is only parnally
adapted to the wants of the country. From
many of the sections thus connected the

freights to be conveyed consist mainly in the
natural products of the soil, agricultural and
mineral, which, produced at comparatively
small cost, and commanding a proportionately
small market value, can not bear the heavy
transportation charges that might, with less

detriment to common interest of both pro-

ducers and consumers, be levied upon indus-

trial pruducts requiring trained talent and
skilled labor in their manufacture. Under the

present system of management it is doubtful

if the carrying of freight could be made
profitable if a materiul reduction were to be

made in the freight tariffs of most of our

principal railroads; but this by no means
establishes the .fact that freights can not be

carried much cheaper by rail than they now
are, provided our railroads were operated

i chiefly with a view to freight transportation.

i That such reforms in railroad management as

will render cheap transportation poss hie ire

|
imperatively demanded in the inter' Bt of

both the producers, consumers, and exporters

of domestic commodities, the public does not

need to be informed. Even our vast and
rapidly extending railroad system, embracing

upwards of fifty thousand miles of road in

operation, there does not exist between the

different section of the country that freo

interchange of products and commodities

which is essential to the full prosperity of all

sections. For example, while the West pro-

duces a much larger surplus of corn and grain

than cm be profitably marketed, a fair quality

of Hour costs the consumer in this market

from §6.50 to $7.50 per barrel, and good

wheat is quoted at from SI. 30 to $1 75 per

bushel; and in the South the cotton planters

are turning their attention throwing the very

crops for which the Western farmers cannot

find a profitable market. Again, while in the

seaboard markets lumber of all kinds is

steadily and rapidly increasing in value, and

the coal mining companies of Pennsylvania

have forced a suspension of operations on

account of " over production," our forests aro

rapidly disappearing under the woodman's axe,

thousands of acres are every year " burned
,

off" in order to clear them, for cultivation, of

their valuable forest growth, and in some sec-

tions where wood is naturally scarce the want

of fuel is severely felt To overcome these

and many equally serious obstacle! to our

national prosperity, by establishing between

the different sections f-ieilities for the cheaper

interchange of commodities, was the object of

the League of which we have, spoken, and

that the important movement started under

such favorable auspices should have been to

all appearances abandoned, is a cause for

sincere regret to all who are interested in

railroad reform.

The present high cost of cheap freigiit

transportation is easily accounted for. Most
companies, owing to the hollowness of their

financial basis, are compelled to declare divi-

dends upon from forty lo sixty per cent more
capital than is represented in the actual value

of their roads and equipments. The number
of trains run upon these roads is compara-

tively small, and these are driven at a rate of

speed which materially damages the road-bed,

ruins the rolling stock and consumes extrava-

gant quantities of fuel. To realize a sufficient

profit upon business under such a ruinous

system of management, the companies aro

compelled to charge high rates upon freights

and passengers; and the public is not only

taxed to pay interest upon fictitious capital,

but to repair the constant and costly damages

to roads and rolling stock. But suppose that

one of these roads, if favorably situated for

such an experiment, should be devoted by

its managers to the business of transporting-

freights at rates one half lower than those

charged upon competing lines, and instead

of running five trains a clay, at a ruinous and
dangerous speed, it should run twenty trains,

at an average of eight or ten miles per hour.

It requires no arguments to prove that such a

road could increase its capacity for business

fourfold, without proportionally increasing its
.

operating expenses, allowing for diminished

wear and tear and the greater economy of

fuel in proportion to mileage. Relieve such
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a road of the burden of a debt for which it has

nothing to show but fietiiious capital slock,

run trains at a moderate i-peed and as often

as business may require, charging no more
lor freights than may be necessary to pay

expenses, plus a legal interest on the capital

actually invested; open it to any forwarder

or transportation company that chooses to

run cars upon it, and the question ol cheap

transportation by rail would be practically

solved.

On a freight railroad, constructed and oper-

ated under conditions favorable to economy,

and operated with the advantages of uniformly

moderate speed, it has been estimated by

competent railroad authorities that freight

might be carried from the Ohio river to the

seaboard for $4 per ton. This would amount
to about 40 cents per barrel on flour and 12

cents per bushel for grain. Doub'e these

rates and the facilities thus offered would still

attract much of the wasted production of the

West to a profitable market, and largely stimu-

late the development of the natural agricul-

tural and industrial resources of the districts

tributary to the business of such a road as we
have described One such road between this

city and any given point on the Likes would

have a carrying cap-icity greater than the

aggregate capacity of all the lines of land

and water transportation with which it would

come into competition. These reforms must

be adopted sooner or later, and we are of the

opinion that, if the League organized for the

purpose of introducing them has been dis-

solved, the projectors of the reform movement
have abandoned it in the face of a certain

ultimate success.

—

Economist

Pneumatic Passenger Cars in Chicago.

A pleasure trip on a new line of pneumatic

cars was taken by seventy invited guests in

Chicago, on Saturday last. The Times, of

that city, describes the scene: The party left

the dummy station at three o'clock, and soon

arrived at Hyde Park, where the pneumatic

car was found backed up to a portable engine

at the rear of the depot. The car resembles

an ordinary street car, excepting the peculiar

formation of the roof, which looks like that of

a palace sleeping car, and on this account it

was once dubbed "the palace street car" by

the visitors. This heavy top renders the car

about twice as heavy as others, and is of great

importance to the pneumatic car, for it con-

tains the propelling power. It consists of

four hollow tanks, made ol copper braised

together, and of sulticieiit capacity to hold

150 cubic feet of compressed air, and of suffi-

cient strength to resist a pressure of 200

pounds to the square inch. These tanks are

filled or charged by means of an air force-

pump worked by the steam engine. Beneath

the seats, on either si le, at one end of the car

are two small machines, operated precisely

the same as the ordinary steam engiup, con-

nected with the wheels by cranks. The en-

gines are controlled by the conductor on the

platform by means of a wheel placed in jux-

taposition with the brake. One hand is used

in operating the engines, without interfering

seriously with the control of the brake.

"After the filling of the tanks, which occu

pied but a few minutes, the company was

divided into two parties to accommodate the

size of the car. The first load consisted of

thirty men. The car started with the same

celerity a9 one would drawn by a pair of

horses, and bowled along very nicely at the

rate of six miles ao hour. 1 he pressure on

the gauge at starting was 145 pounds. After
passing up the track for a mile, the car re-

turned, making the last mile in a few seconds
less than ten minutes, and the gauge indicated
that only 30 pound-i of pressure had been used.

The car was reloaded, and went another mile
and one-quarter, when the pressure became
exhausted. The tanks were only calculated to

hold sufficient air to propel the car three

miles, and it was so stated by Mr. Myers
before the start was made. The trial v/*a

pronounced to be entirely satisfactory by the
railroad men present, and some of them were
quite enthusiastic in their praise of the in-

vention and the inventor. The only objection

made was to the slight noise of the exhaust
in the little engines, and this, it is claimed,
can be completely deadened by having them
inclosed in boxes "

—

Iron World.

ETTE.
The Railroad Man's Paper.

["News & Operation,
Engineering,

-j Reports,
Management,

I [ Advertising.

A. N. RELLOGG, Publisher,
Teems; S3 pe-- Annum.] 101 Washington St., Chicago.

C2T" \ViUbeR>ur Dollars after January 1,1S71._£3

THE FIRM OF WM. J. YOU1VG <fc TO.

Mathematical Instrument Makers, consisting of Wh. J.

Young and Cms. S. Hkli.f.r, was dissolved shortly he-

fore the death of Wm. J, Young. The undersigned, Iho
late partner of said firm (who was Willi Mr. Young con-
tinuously for Fifteen Yearn, will continue in the satrio

line of business, at No. 33 Nortli Sevrittli streetf

Cor. of Filbert.
CHAS. S. HELLER.

29-9-70, 27Philadelphia, August 1, 1870.

fMABW0(M}DITlON MM
fDrCTJOfajj/ 5000

GET THE BEST.

IDSTU'S H1HDEU HB9IUT
10, tO Words and Meanings not in other Dictionaries.

3000 Engravings, i ; 40 pages Quarto.

Glad to add my testimony in its favor,

Prest. Walker of Harvard ]

Every scholar knows its value.

L»v" II. Prescott, the Historian.]
.'p he most complete Dicti aa y of the L;inguas:e.

J. [Dr. Dirk, of Scotland.]

The test guide of students of our language
[John G. Whittier.]

He will transmit his name to latest posti-iity.

[UhahcellorKent.]

Etymological parts surpasses anything by earlierlalmrers.

[George B»nerofi.]

Bearing relation to Language Principia does to Philo-
sophy. [>:iihu Buiritt.]

1p xcels all others in defioing scientific terms.

j LPresideut Hitchcock.

J

Sbo far aa I know, best defining Dictionary.

[Horace Mann.]
Take it altogether, the surpassing work.

[Smart, the English Orthoepist.]

A necessity for every intelligent family , student, teac er

and prafessional man. What Libiaiyis complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

forthe million.

—

American Educational Monthly*

Published by G. &. C. MEUUIAM. Sprin-field, Mass.

S.'td by all Booksellers.

Le Van's

Improved. Governor,
with

BALANCE VALVE COMBINED.

"Warranted to gi^e entire Hatls-
facLion. One will be sent to
any responsible party on
30 days' trial to be re-
turned at our ex-
pense ifnotaa
represented.

Price List and Pbototrraphssent
on application.

"W. Bamet Ls Van & Co.

S. E. cor. SUth and Wood &**.
Philadelphia.

30 70, 70.

T. F. RANDOLPH,

MANUFACTURER OP

MATHEMATICAL INSTRUMENTS
T1IKOD0L1TS, TRANSITS, LEVELS,

DRAFTING INSTRUMENTS, 4c,

67 V5". Sixth St., Cincinnati, O.

Cir;ularssentfree. Established 1853.
19-a-tO. 1H I

EIHVIS J. HORJJER,

Successor to

JlflVAXr.L *- IIORXEK,

Locomotive and Railroad

CAR SPRING MANUFACTURER
Wilmington, Delaware
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THE PALACE DAY AND SLEEPING COACHES
OS' THE

Erie and Atlantic & Great Western Railway
Are the Fistcst in Use on IBsEs Continent!

INTERIOR VIEW OF THE BKOAU GAUGE I'AEACE COACHES.
These superb Coaches, built peculiar to tbe Hruad Gauge, are

attached to tbe 9:45 P. 51. Express daily at Cincinnati, running
THROUGH TO SEW TORHL WITHOUT CHANGE. Conductors ac-
companying tbese Coacbes through to Sew York..

Ticket Offices : SO W. 41b St., Mo. 4 Burnet House and 115 Tine St.

IF. B. Shattac, Gen' I Southern Apt., Cincinnati, O.

IRG m

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

euca as

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, §c.

W. T. HILDRUP, Treasurer.

Hawkins- Hprthel & Burrall,

Cibil & IVFeciwik'ql jifgiriMrs,

BUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tardea. Also

Howe's Patent Truss,

And other Timber Bridges, Roola and Turn Tables Cor-
rugated Iron Doors, Shutiers, and Iron Building ma-

terial generally. Contractors for Fil'iug, Docking,
and General Railroad Work.

Main St., Springfield Mass.
F. Haukins. Geo P HertktL W. U. Burra

AMERICAN

W 1 isalisils! IOinilia€l
The undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEU3IATIC STEEL,
Wholly AMERICAN, and of the beBt quality.

PENNSYLVANIA STEEL CO.
•J'-! I "iVuliu.l St., (>HIL4DELFHIA.

CAMBRIA IRON CO.,
400 ClieMniit St.,PHII.ADELl>HIA.

2 -2 1 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Eail,
Now fulU demonstrated to be the TRUE STEEL,

RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known
to ':hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. E. BOOTH & CO.,
Rocbcster, IV. Y.

HAVEN &. ALLEN,
?•£ Broadway, ST. Y.

GRAND SCLNERY!
J&SrQUICKEST RuUTE"«
SS Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
PHILADEL PITTA

.

NEW YOIiK, avd

BOSTON,
wrrn tiie privilege of going toWASHINGTON

rVO CHANGE OF CARS
From Cincinnati Pal+iTnnvo am' '"HONE

orColunihus to L3AX L1XI1UX C CHANGE
Philadelphia ami New YorJc.

Ask for TICKETS arid D Uimnrp & ftllin R RltAGGAet. checks viaDaiiimore otuiuo riiO

J. I,. WILSON, Master of Transportation.

L. M. COLE, GeneralTirket Anent.
G. I) GIBSON. Gent-i'al Western Passenger A cent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J>*Terson City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TRAINS RUy AS I'OLtOWS
St. Lnuis. Evansville and Cairo
Mail 7:15 A M, 10:55 P. ML,

Osgood Accommodation.,, 3:10 P.M. 8:J5A.M.
Thrmiph Western Express 5£1i P. M. 8:30 P. M
Night Kxpress 10:50 P.M. fi:00A.M.

The 5:10 P. M. train runs daily. Trains run by Tin-
cennes time, l~ minutes slower tlian Cin'ti time

For tickets or ini'ormatinn apply at Offices. 13a Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BON'DTRANT. Superintendent. Cin.0.
C.E. F0LLET', Gen '1 Tick 'tAg't, Si. Louis, Mo.

Ill

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.

Manufacturing Agents
:

Wilmington. Delaware, or
('HAS. BOCKHS A CO, ISoslon, Maw

2-12-9, 62

THE LOBDELL

CAR-WHEEL. TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836

Allkinds ofBailroadMachinery
GEORGE Q LOBDELL, President

P. N. BUENNAN, Treasurer.
*VM. W. LOBDELL. Secretar,

ie-5-70,52
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ERIE B AILWj|7. Best Route to St. Loubaiid CSi «ago

H00 31ILES under SCO MILES uiiliont

One Minagciicnt. Change of Coaches.

BROAD GAUGE, BOIBIETKACK ROI'TE

Providence, Albany,

PITTSBURG, HARRISBURG
lJliilaclelpliia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND.
AND—Pennsylvania.

This Railway extends from

CINCINNATI to NEW- YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

KUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES%SH0RTER ROUTt.

TWO EXPRESS TKAIKSDAIL.Y
Leave CINCINNATI from DEPOT, corner Fifth

and lioadley Streets, by Columbus, O., time,

which is 7 rainutes faster than Cin'li time.

7.00 A. M-

.,CINCINNATI EXPRESS,
(Sundays -icepled.) Arrive Dayton 'J. 10 A.

M.; Urban.'., 10.29 A. M ;
Gallon, 12 57 I .M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M-.; Ranvenua,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);

Susquehanna, 7.55 A. M. (Breakfast) ;
Tur-

ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williarasport and the

Souih; at Uingbampton for Coopersiowu,

Albany and the celebrated summer resort.

Sharon Springs, and at New York with

atternoon trains and steamers for Boston and

New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; U ban;.,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Likf'st);

Akron, 7.38 A.M.; Ravenna, 8 25 A. id.;

Meadville, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broa.t G"U2e. arranged for buth Bay and Ni^ht Travel,

are attached to this tiain at Cincinnati and run through to

New York, forming the Only Ijiuc running through

860 Miles without Cnatigre.

Rnsfon mid Xew England Passengers;
with I heir Bhggage, are transferred FlijEE
OF tllAKGE in New York.

y\r* The Erie Railway Company has opened a new
Ferry from their Jersey City Dcpo to the foot of Twentv-
hir.l Street. New York, thus enabling parsengers to reach

lie 4.. per portion of the city without the expense and an-
noyancot a street cat- or omnihustransfer.

ypp The scenery alone: the entire route of the Krie

Railway is of the roost picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, pill find in its ever changing landscapes sub
frets of continual admirati n and interest

T3a(£Sa fSe Checlc'd Throng-Ji

And Fare ahcays at Low at by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can he ohtaireo' *t the Company's Offices in Cin-

cinnati, 30 West Fourth Street. IIS Vine St.. 4 Burnet
1I"U3C, ami foot of Broadway, (Spencer II'»u^e Block),

and at all principal Ticket Otf-cea in the South and
Sooth-rat. ira. K. BiltK,
W B. SHATTVC, Gen'.PaiiVAf't

Qoocral Southern Agent.

I NDIAJNAPOL1S,
A CINCINNATI

LAFAYETTE RAILROAD
Gr-MThrougL Passenger lloute from CINCINNATI to

CAIRO
CHICAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St.Joseph, DesMoines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and (liver Towns and Cities In the Wect,
North west and South-west.

TTj=The7.35 A. M. train runs daily.

ON AND AFTKIt SUNDAY. DKC. 5TII, 11=09. 1 RATNS
WILL LKA VU PLUM STKEKT DKPOT, AS t'OLLUWS :

Ltave. Arrive.

Indianapolis and Lafayette Mail '> .20 am liMUara
St Louis and Springfield Express... 2.4d pin ' 35 am
*St. Louis and Springfield Expreis. 1" 211 pm :1.42 pm
Lawrenceburg Acominodation 111.10am 2.35pm
Lawrenceburg Accommodation 4."0 pm 8.25am

The lU.IOpm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail " Oil am 111. 15 am
Chicago Express G 50 pm q 3t. pm
Harrison Accommodation 5.30 pm 7.10 am

ThroughTicKets can be obtained at the Burnel House
Office, comerot Thi.dand Vine ; River Office, corner of

WalnutStreetand River; and at Depot, cornerof Plum
and Peavlstreets. The splendid Passenger Depot of the

I. & C. Railroad is about a mile neaie. tl e businesscenter

of the ci\v t' an the Depot of any other railroad, and with-

in a few squares of the Po^tofiiceand principal hclels and
Steamboat landings.

3. F. RICHARDSON ^Superintendent.

F. B. LORD. General TicKet Agent.

llincinnati, liiimiltoi! & liayton Railroad.

Trains run to and Irom Cincinnati as follows:

nilPART. A.KR1VS.

Eastern Express (trie Railway). 7:1:0 A.M. 0:3c>P.M.
do do do .. 0:45 P. M. 7:(;0A M.

Toledo, Detroit & Canada 7:15 A. 11 10:25 P.M.
do do do C::tt)P.M. 7:U0A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:'.'. P. M.
do do do ....2:30 P.M. 5:40 P. 51.

do do do . . 0:30 P. M. 7:.toA. M.
Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:401'. M.
Springfield Accommodation ».. . 2::'.0 P.M. 10:;0 A. M.
Sandusky, Cleveland & Buffalo,. G 50 T M. 10:80 A. A.
Muucieilndianapolis 7:15 A. Mi 10:25 P.M.

do do 5:1:0 P. M. 1:20P.M.
Hamilton, Eaton tc Richmond... 7:1a A. M. 10:25 P. SI.

do do du. ... 5:00 P. M. 10:20 A. SI.

Hamiltcn Accommodation 9:30 A.M. c. :t>5 A. M.
do do 0:50 A .M.

Trains run SEVEN MINUTES FASTER than Cinclc-
jatitime.

For allinformationand throughtickets, please apply at

tneold office, south-east cornel ofBroadway and Front; Bur-
net House Office, corner Vine and Baker rtreets. and at the
respective depots. East Front and VTesl Sixth streets'.

D. McLAREN. Gen'l Superintendent.
SA51"L STEPHEN SON, Cent Tick't Ag't.

Omnibuses cat I for passen-.ers

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, JT0BT WAYNE & CHICAGO RAIL-
ROAD, in connection with ihe Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still coiit'nne to trans-

pott produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, B iltim?re( New York or Boston,
and ail Eastern points with the greatest promptitude and
dispatch.

For Kates*, Bills of Lading, or any information desired,

shippers will please apply to

II. Y7. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P SEINN. General Freight Agent.
PUtiburKh, Pa-

LOUISVILLE & CINGINNATI

SHORT-LINE HAILHOAS,
On and after June 13, trains will run as follows '

l%Jtffc ^ *:Xi*ItB-:SS ]i-avea Cincinnati 7.30 A.
\yg \Ve *mJ m. Daily (except Sundays). Mops regularly
at Walton, Elhston, Sparta, t,ibeity, Wunhville, Camp-
hellsbuig, Lagrange, i'enee Valley, Anchorage; when
fl igged, ^t South Covington, Maunce, Independence, Bank
Lickf Verona, Kion, Gleucoe, t-agle, Carrullton, faulphur,
Peituk-ton ; arrives at Louisville 12.05 1'. M.

1UI^> &£ SOtTHJKKM FAST JLBXE lcav- ,

1^1F« O CiuciuDati at 1.20 P. M. DrJiy (except
Sundays) . Stops uDly at Walton, Worlhviile, and La-
grange ; arrives at Louisville 5.20 P. 31.

T^tffc «^ SIAIii leaves Cincinnati 5.00 P. M
1«^?» ^5 Daily (except ,-unday.-). Slops regularly
at Walton, liilist n, Gfeucue, Sparta. L berly, tt'drtbville,

C-impt;e)lsburg, Sulphur, Lagrange. Pewee Valley, Anchor-
age, and when flagged, at Sou;h Covington, Maurice, Inde-
pendence, Bank Lick, Verona, Zion, Eagle, C-r nljton,

Pendleton ; arrives at Louicville 10.00 P. il.

1%7a, "@ rfk MIGHT KXa*Jl£S>» leaves Cin
1^^P» JL <y cinnati at 11.65 P.M. Daily (except
Saturdays). Stops regularly at Wonhvilie, Lagrange, and
when flagged, at Walton, Verona, r lliston,^ lencue, Sparta,
Liberty, Eagle, Camphellsburg. Sulphur, Pendleton Pewee
Valley, Anchorage; arrives at Lonisvilte at 5.00 A. M.

Tjlj
-1 No. G connects at Lagrange with the Lexington

Trains, arriving at Frankfort at 6.1-1 P.M., Lexington
7 45 P. M-, QUICK TIME.

IL"j=* The Best Route to the South More Dflily Trains
and Quicker Time than any Line from Cincinnati.

.HENRY STEFFEE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
I'as3enger and Freight Depot in New York, fout of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at E-.iston

with the Lehigh Valley Railroad, and iu connections,
forming a direct line to Pittsburg and the West, witaont
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati. St. Louis, etc., with hut one change of cars.

Silver Palace cars through trom New Yurk tu Chicago.

FALL ARRANGEMENT-
Commencing August 30, 1669. Leave New York as

follows

:

0:55 a.m.— For Easton, Bethlehem, Mauch Chunk?
Widiamsport, Wilkeabarre, Mahoney City, TucKhannock
&c
7:15 a. mi.—For Somerviile.

8:30 a lai.—For Flemington, Junction, Strotvisbure
Water Gap, Scranton, Kingston, PiUston, Great Bend, titc.

12 tu.—For Elemington, Easton, Allentown. Mauch
Chunk, Wilkesbane, Reading, Columbia, Lancaster,
Ephrata, Liiiz, Pottsville, S'cranton, Harrisburg. &c.
3:30 p. in.—For Easton, Allentown, Mauch Chunk

and Belvidere.

4:30 p. iu.—For Somerviile.

5:£5 p- m.- For Somerviile andFlemington.
C p. in.— For Kaston and iutermediatestaiions.

7 p. wi.—For Somerviile.

7:20 p. m.—Emigrant— Stopping only at the j rinc»
pal stations.

0:00 p. m-— Fi.r-Plainfield.

11:50 -p. m.—For Plainfield, oo Wednesday and
Saturdays only.

FOR THE WEST.
9 a.m.

—

Wkstkrn ExfREss, dail>. (except Sundays,)
for Kristoti, Allentown, Harrisburg, and the West without
chants of cars to Cincinnati or Chicago, and but one
chiinge to St Louis. Connects »t Harrisburg for Erie and
the Oil Regions. Connects at Junction for Strourisburg,
Water Gap, Scranton, Cfcg. Connects at Phillipsburg for

Mauch Chunk, Wilkesbane, fitc.

5 p. m>

—

Cincinnati Express, daily (except Salur-
daysO'foT Easton. Bethlehem, Mleut. wn, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion* to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations,

8 p. m.

—

Western Express Train, daily, lor Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg uith train for WUliamsport, Erie
&.C

Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:43, G:"0, 6:55, 7:15
o:15., 8:30, »., 9:20, lu:3l), 11:40a. m—ISm , 1:10. Si/'O

3:00.3:311, 3:45,4:15, 4 30, 4:45, 5:10, 5:2?, .~>:45.G:oO,G:*5,

7:I0.7:2-, 7:4n, 8:>0 0:00,9:40 10:45.11:50p.m.
Tickets for the West can be obtained at th^ oflice of the

Central Railroad of New Jersey, foot of Liberty St., N. Y..

ntNo. 1 Astor House; Nos. V54, H71* 520 Broadway ;'f

No. 10 Greenwich si., and fit the principal hot-h.

R. E. RTCKER, superintend?*'
V **>i.nH'i*,Gen Pass Agt-
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The " So-; nlleil Short Line Koitd."

" A Late Stockholder," in the Gazette,

expatiates extensively on this subject with

the laudable desire of sustaining, and then

showing, the stock of the "Cincinnati, Ham-
ilton & Dayton " road. We can have no

objection to this, but the article affords us

an occasion to comment on this business of

Short Line and Short Horn roads. At the

time when the Cincinnati, Hamilton & Dayton

road was made, it was, of course, difficult to

raise the capital, and the true policy and

results of railroads was little understood. It

was supposed the route by the Great Miami

was the cheapest, the population densest, and

doubtless, also, that the elbow at Hamilton

would be what it proved to be— a point

d'appui for branch roads iDto Indiana and

the North. These were good and sufficient

reasons at the time. It was not then under-

stood, and could not be, that in the course

of time great railroad corporations would

arise, which grasp and gobble small roads in

order to command a through route over the

country; nor was it foreseen that the en-

trances into Cincinnati on the river side

would soon be crowded and jammed up, so

as to be an impediment and inconvenience.

These things and many others were not fore-

seen ; so, in the progress of time, there came

an agitation for a "Short Line Road." It

was natural, it was desirable, if the capital

could be found; and in the course of time it

will be a necessity. The "tunnel," also, (as

we have often said,) will he a necessity.

When Mr. L'Hommedieu and his co-directors

bought the present depot ground, they thought
it was altogether too large; no need for such
extensive grounds was supposed to exist. It

was not five years before they were too small

;

and if the company had bought three times
as much, they would have needed it, besides

making a great speculation. Hence arose
the idea of the •' Short Line" and the "tunnel,"

and both would have been made long since

but for the fact of unexpected commercial
convulsions at the time they were undertaken.

"Stockholder" considers the " Short Line"
as a mere bugbear to the " Cincinnati, Hamil-
ton & Dayton" line. But the fact that much
money was spent on that line, and that very
recently large expenses have been incurred

in re-surveying the route to Springfield, and
the large subscriptions on the route, prove
that somebody was in earnest, and that the
need of such a line is seriously felt. But to

"Stockholder." This person at times is hu-

morous; and as he is fond of fun, we will

humor him a little :

The subject of a third road to Dayton has
been agitated about once in twelve months
for the past fifteen yeais, and always with
the same result. The joke was once carried
so far a3 to bury about half a million of
dollars in the dark hole at the head of Broad-
way known as the "Short-line Tunnel." One
would suppose that this thing had been car-
ried to the full extent of human credulity,
but, like' the confidence game, it constantly
assumes new shapes only to find new dupes.

We will tell "Stockholder" two facts. The
first is, there never was as much money sunk
in the "tunnel" as the Cincinnati, Hamilton

& Dayton sunk in Lake Erie steamboats and
contracts with the Great Western branch

roads. Next, the "tunnel" was fifteen years

ago, and is to day, by far the best railroad

enterprise which any company, or any of the

existing railroads, can indulge in.

"Stockholder" tells the following story

:

It is related that on a recent occasion of a
meeting of parties concerned in the Short
Line enterprise in New York, old Commodore
Vanderbilt was present. The maps were
spread upon the table, and a gentleman was
tracing out the proposed route of the new
road. The Commodore was looking on in-

tently, and placing his finger, first on the line
of the Little Miami, then on that of the C, H
& D., he asked, " Rowfur is it from there to
there?" On receiving answer, "About ten
miles," the railroad king replied, "That is

quite near enough." Here is the whole story
in a nut sheil.

No doubt the " story "is id a nut shell ; but,

if Commodore Vanderbilt ever said that, he

made himself very ridiculous; for he and his

colleagues own both the Hudson River and
Harlem roads, which do not average fifteen

miles apart for a hundred and fifty miles!

"Stockholder" is probably a lawyer, and
his law and facts are consistent—the facts as

good as the law, and the law as good as the

facts. He says truly that an Ohio law has

expressly provided for the aid and endorse-

ment of one railroad by another, but imme-
diately proposes to enjoin the Cleveland &
Columbus road if it should dare to do any
such thing; and on what ground? Hear
him

!

But this is not all. The endorsements, if

sanciioned by the stockholders of the two
roads named, would not be legally binding
on the companies, and of course the bonds
could not be sold at any price with such a
taint upon them. By the terras ot the enabling
act, passed by the Legislature of Ohio in

March, 1H(>9, railroads in this State may aid
other roads by the endorsement of bonds or
otherwise; but it is expressly provided, in

said act, that the road receiving such aid
must lie directly connected with the road
granting it. In the present case, this impor-
tant condition is wanting.

Well, if Delaware, Springfield, and Dayton

are not in a pretty dirpct line from Cleveland

to Cincinnati, then the map of Ohio has

somehow gone astray. If he suppose the

Supreme Court of Ohio will enjoin a railroad

from furthering its own interests because it is

not an air line, he will probably live to find

himself much mistaken. But why all this

flurry about this matter? Why make, in

advance of all action, a hypothetical case

about the Cleveland & Columbus road ? What
harm has it done to the Cincinnati, Hamilton

& Dayton? The fact is evident that the

"late Stockholder" knows—and we are very

glad to hear it—that a serious effort will be

made by the roads interested to make a new

and better entrance into Cincinnati. We
know nothing of their purposes, and are in

no way connected with them; but we are

glad to be informed by one who is behind the

scenes—and "Stockholder" evidently is

—

that

there is a fair prospect of the "Short Line"

being made.

"Stockholder" gives us this valuable testU

mony to the "Short Line." He says;

Before closing, there is one more point

demanding attention. A chief argument in

favor of the new road has been a shortening
of the distance of nearly six miles to Dayton,
thereby reducing the time of transit and the

cost of maintaining and operating about tea

per cent. If this were true, the so-called Short
Line would enjoy a great and permanent
advantage.

Now "Stockholder" tries to back the force

of this admission by quoting Mr. Shoemaker,

as saying that the Hamilton line would be

practically the shortest. Shorter than what?

Why, than a line which should turn off at

Glendale! That is not the question; that in

not the "Short Line." We will inform the

"late Stockholder" a little:

1. The "Short Line" route is not six nor

seven, but nine miles shorter than the Hamil-

ton & Dayton road. The route of the Great

Miami turnpike, surveyed by Mr. Forrer,

through Franklin is less than 51 miles, and

the turnpike itself is no more.

2. As to the practically, the route is from

Davton to Franklin, on the east side, a better
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route than that of the Dayton road now.

From Franklin to Cincinnati mure than half

the distance is in the valley of Mill Creek. By

passing a little west of Chester, and bearing

not more than a mile, an easy passage through

the hills is found; and that route can be run

at, not one-tenth, but onefifth, less time and

cost than can the "Cincinnati, Hamilton &

Dayton."

The " Cincinnati, Hamilton & Dayton " is a

good road, and may be made more prnfitahle

than it is; and it can but do so by minding

its own business.

Lebanon Sbort Line.

AN INTERESTING LETTER.

We do not know whether the following let-

ter was designed for publication, but as it is

addressed to us as Editor, and it contains

thoughts of general value, we see no impro-

priety in giving it a place in our columns,

particularly, as we suppress the writer's

name.

We may publish our reply in a future

number of the Record.

Lebanon, 0, Jan. 2d , 1871

A. J. Hodder, Ed. R. R. Record

:

Sir—I Buppose you are aware that we have

been pretty badly fooled lately, in an attempt

to secure the construction of a railroad

through this place. I say fooled, (although 1

hate to confess it,) because, let what will

be said or published about the matter,

that is the fact, and hereabouts we all under

stand it now, and can't be very easily fooled

again by the same parties, nor for any similar

purpose.

Yet we are as anxious for a railroad as

ever, and I think the stirring up of our people

upon the railroad question has satis6ed them

more than ever of the value they will derive

from such a work, and they are ready to aid

in its construction to a greater extent than

before.

But the question comes up, who shall start

this project so as to inspire public confidence,

and command the largest support the people

ean give it? And next, can a plan be organ

ized that shall promise success, and be out

of the reach of the powerful conflicting inter-

ests that have hitherto prevented the making

of another railroad in the Miami valley, and

that we may be sure will attempt to do so

again, and as often as the experiment is

tried?

I have my own views upon these questions,

but I am not a railroad builder or financier,

and from what little I have recently seen of

snch men, I do not want to engage in that

profession, hence I would like to submit my
ideas upon this subject to you, and ask

whether, in your judgment, matured by ex-

perience in such matters, they are practicable,

and if so, what steps ought to be taken to

carry them out.

I have argued myself into my present posi-

tion by first looking over the several attempts

that, have been made to construct this work,

and what our former opinions have been, and

concluding what ought not to be done, and I

can not convey my views to you better than

by following this same line of thinking in this

letter.

In the first place, I think, and our people

now agree with me in this, tiiat there is no use

in relying upon the lertility of the Miami val-

ley, the salubrity of its climate, the enterprise

and intelligence of its people, nor the beauty

of our village, or its advantages lor rural

residences for wealthy denizens of Cincinnati,

or the anxiety of our people to trade and traffic

in the Queen city, nor even the extent of our

stone quarries, nor any of these things to

attract capital and secure the building of this

much desired railroad. All these are very

desirable qualities, and what is said of them

may be, and doubtless is true, but they don't

bring "foreign capital" into our section of

by the people in interest, that if we wait for

"speculators" to build our road we shall

probably waste such of our substance as we

place under their- control, see a little surface

scratching done upon the face of our beautiful

valley, and our children, even their children,

will continue to long, as we have done, for the

modern improvement that will move us to the.

front of civilization.

• Then, if none of these means are to afford

us relief, what shall we have to do to secure

it? What can we do ?

I think, once more, and' believe you will

agree with me, that we must depend upon

ourselves, that we must ascertain whether we

have local resources adequate and available

to place the work in such a condition that it

will be a basis of marketable credit by which

it can be completed, and then find men to

place in the management who >ha?e a com-

mon interest with us, and who, though they

mav not be skilled railroad men, are men of

business tact and experience, of ability, and

who can learn the mysteries of this strange

profession, and who will serve us before they

the country, there is not such a rush of mon- j
become contaminated and up to the tricks

eyed men to seize these vast resources, and I
that my acquaintance with "old railroaders"

gaze upon these natural beauties as we have |
show they all are, more or less subject to. We

hoped there would be. We have tried them

pretty thoroughly for the past quarter of a

century, and they have not sueeeded, hence

we conclude they will not, whilst capitalists

are so stupid as we have thought they were,

and so lacking appreciation of the beautiful

as they seem to be, and so wanting in the

common interests of some of their fellow-men,

at least, as to be unwilling to spend money for

their benefit.

I think, and the people hereabouts think so

too, that there is no use to depend for the

construction of our railroad upon any of the

great companies, or all of them together,

whose existence and prosperity depend upon

their having an independent entrance into

Cincinnati.

It's a great pity for these great railroad

corporations that their welfare, or what is

worse, their very existence is thus imperiled,

but so it is, and they must stand it. We can't

rely upon them. For hav'nt we had the New
York Central, with Commodore Vanderbilt.

The Erie with Fisk and Gould. The Sandusky,

the Dayton & Eastern, the Cleveland & Col-

umbus, the Michigan Southern, the Foster's

crossing cut off, the Short Line, the Cincin-

nati, Wilmington & Zanesville, and lastly the

Cincinnati, Mill Creek Valley, Lebanon &
Springfield iron tie, steel rail, grand trunk

and stem line railroad company with

the Shoemaker individual liability attach-

ment? And have they not all failed

us? Are we not justified therefore, in

having no faith whatever in any efforts

these great corporations may make to build

our sixty miles of railroad ?

And I think again, and am again sustained

must find men who can not be bought, either

because they are above price (which we con-

fess is probably impossible as things go now"

a-days) or as are unpurchasable by any means

the antagonistic interests of which we have

spoken are able to pay ; or what is more likely

to be found, men who have a much larger

interest in the success of the undertaking

than they can possibly obtain by its defeat.

Now, Mr. Editor, these are my ideas upon

this matter. If they can be organized in any

practical way to be effective, I believe we can

secure this devoutly to be wished improve-

ment, and if not, I see no hope for us, nor any

encouragement whatever to make further ef-

forts in that direction.

As I said before, I am not a railroad man,

and therefore do not know what means are

available for such a work as ours, nor what it

will cost, nor what preparation is necessary to

make it sustain a good credit ; but I believe I

can select the men who would command the

highest confidence of our people, and under

whose direction, at least Five Hundred Thou-

sand Dollars of local assets can be quickly

and cheaply secured for this enterprise.

From what I heard during the recent can-

vass for contributions for the Shoemaker road,

I suppose a half a million dollars will not do

very much towards building this road, but I

have been told by a good engineer that there

are economies known to railroad men, if not

practiced by them that would make this sum
go a great ways towards grading this road,

and placing it in the best possible condition

to be used in the manner suggested for com-

pletion. If this is not true, may not this

amount enable us to build a narrow or thirty-
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three inch gauge road? These seem to be the

popular railways just now, and from what I

have read of their cost, capacity and economy

in the pages of the Record,- I am inclined to

the belief that such a road is witliin our reuch,

and will answer all our purposes.

What think you ? I have mentioned this

narrow gauge plan to several of our leading

citizens, and they say if it is what reports

claim for it "to go ahead," a railroad we

must have if it is possible, and if what means

we have will not build a big one, we are wil-

ling to begin with the "day of small things."

As soon as possible I would like to hear

from you upon these subjects.

Yours r &c,

The Short Line Tunnel Affuiia.

The article of a "Late Stockholder" in the

Gazette of the 27th ult., to which a reply was

promised in our late issue, is in fact entitled

to no notice from us or any one. It is a

tissue of flippant and ad caplandum assertions

concerning a great work in which the people

of this city are very deeply interested, as well

as those of the surrounding country, and in

which also are involved the vital interests of

several lines of railroads.

Although the article to which this is meant

as a. reply might be characierized as impudent

and unworthy of any attention, yet in view of

the magnitude and importance of the subject,

affecting as it does the great future of this

cily and large tracts of contiguous territory,

makes it proper that we forego the contempt

which the pettifogery of the article in question

engenders, and treat the subject 6oberly.

In our preceding article on this subject we

attempted to exhibit the malign influence

which the C. H. & D. and Little Miami roads

exercised over this city by being instrumental

in preventing the construction of at least five

lines of railroads pointing towards us, and

crippling five others so as to render them of

little value to us, by moans of the monopoly

which these roads held over the railroad

avenues into the city. With this tunnel

completed fifteen years ago, and with free

passway, and facilities within the city for the

transaction of the business of these several

roads, and the extensions and connections

which they would have secured with distant

portions of the country—thereby multiplying

and extending our trade—who will say that

218,000 is all the population which we can or

could claim in this year of our Lord, 1871 ;

—
would not half a million be nearer the

mark, with an area of land upon which

to expand, which the construction of this

tunnel would have furnished. And what

right, let me ask, has the C. H. & D.

or the Little Miami to interpose or prevent

the construction of this work. Do they own

Cincinnati? Have they a prescriptive right

to hedge in, and prevent our growth! We
are aroused and excited by the erection of

monopolies which are comparatively insig-

nificant as compared with this. Our Gas

Company's exactions are a fraction too much
and wo become frenzied over the imposition.

Or a bridge across the river trenches a trifle

upon the water way, and lo 1 we move Heaven

and Earth to abate the nuisance. Yet here

is a monopoly which circumvents us, abso-

lutely binds us as with bands of steel, and

says to us, " thus far shall thou grow but no

further," and we lie down with the meekness

of lambs and submit to the imposition.

The writer in the Gazette attempts to sneer

at efforts which from time to time, are put for-

ward to escape from this thraldom. He does

not want this short line or tunnel built, oh

no! this might interfere with the C. H. & D.

or Little Miami interests ; but in case of

necessity in his judgment out of great concern

for our people and abundance of charity.

" Should the business ever increase so as to

justify the outlay;" (thus he writes) "the two

roads," (the C. H. & D. and L. M.) can be

double tracked throughout when their capa-

city for traffic will be more than quadrupled."

How considerate, how generous, but are the

people of this city, of Mill creek valley and the

surrounding country prepared to submit to this-

Thank God, we may yet escape and throw off

the incubus that has weighed us down, and

that we will, I have a confident hope.

Ere a twelvemonth rolls around, I trust that

this work will be far advanced towards comple'

rion, when the impudent swagger of these hire-

ling advocates will no longer offend us. *

lubricating qualities that the best of such oils

can boast, it ought certainly to become a

favorite in the market.

The Cincinnati Southern Railroad.

Yesterday, the Superior Courts of Cincin-

nati in general lerm decided that the Ferguson

bill is constitutional. Judge Taft delivered

the opinion of the Court, Judges Hagans and

Storer approving.

Oil That Don't Freeze.

During the recent cold snap, we were an.

noyed by the congelation of the oil in the oil

cups upon our machinery, and whenever they

were at all exposed, in a single night the oil

would freeze into a solid lump.

To relieve ourselves from this inconveni-

ence, we tested thoroughly all kinds of lubri-

cating oils that we could obtain, but without

satisfactory results, until we obtained an arti-

cle from the agent of Messrs Kraft & Moore,

of Parkersburg, West Virginia, and known as

" Purified Natural West Virginia Oil." This

stood the severest trials most satisfactorily,

not even thickening in ordinary exposure,

and but trifiingly so, where other oils had

frozen solid. This we regard as a great merit,

and when this is known, and that this oil is

as free from impurities, and possesses all the

The Mechanic and Inventor. Published

at Detroit, Mich.—We would like this valu-

able paper to have a circulation equal lo its

deserts. It is certainly one of the very best

of its kind that finds its way upon our table,

and one to which we always give the readiest

welcome.

As a scientific journal, it ought to be the

favorite of our Western people; and if a little

well directed effort is now made on the part

of its present subscribers, it can become so at

once.

The Iluntoon Governor.

Some three years since our attention was
attracted by a small advertisement, bearing

the above caption, accompanied by an illus-

tration. From our earliest recollections,

however, having always associated with our

ideas of a sleam governor the absolute neces-

sity of two swinging balls upon an upright

pedestal, we were inclined lo question whether

the <*ut and advertisement really belonged

together. A rigid adherence to the same
general outline, as has been the case in the

construction of steam governors for a century,

however varied the mechanism in minor par-

ticulars, would seem to be an obstacle too

formidable to warrant the hope of any rapid

appreciation by the public of a machine so

entirely opposite in principle, construction or

appearance. Yet from one modest certificate,

dated some three and a half years back, from

parties who ventured at first, as a trial, to

allow the invention to be tested upon their

engines, we are informed that at present the

proprietors have in their possession some
thousand testimonials to its efficiency and
superiority.

The early adoption of a system of judicious

advertising, we are assured in this case, as

with most new inventions of real value, to-

gether with a liberality in management and
unflinching integrity, and adherence to con-

tracts, has been greatly instrumental in pro-

ducing the result. By this, however, we do
not mean to detract in the least from what
we know to be of the greatest merit in the

invention itself. We have neither time nor

space for any description of the machine, but

as an illustration of what may be done with

a really valuable invention when under the

management of liberal-minded business men,

however great the opposition, we allow the

above facts to speak.

S®~We can endorse almost anything that

can be said in favor of the Huntoon Governor,

having had one in use for a number of months.

It can be relied on to do the work.

—

Ed.

Record.

fijir" Pyrography is a new art invented in

England, and consists, as the name indicates,

in printing by fire through a system of metal-

lic cylinders, which burn into the wood any

design required, which is indestructible.

From its nominal cost and great beauty, it

seems likely to take the place of much of the

expensive ornamentation and inlaid work now

done by hand.
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Great Tunnel Under the Severn.—Rera-

path's Railway Journal has the following

concerning a proposed railroad tunnel under

the Severn for the Great Western Railway of

England, which surpasses in extent the pro-

posed tunnel under the Detroit Kiver for the

Great Western Railway, of Canada, and the

Michigan Central

:

"Under concession from the Board of Trade.

the construction of a portion of the tunnel

under the estuary of the Severn, at the new
passage, can be commenced at ocee. The
tunnel will be about 4 miles long. Up:>n its

completion that part of the railway could be

used, by which the distance hy railway between

Salisbury and other towns in the counties of

Somerset, Wilts, and Dorset, and Smith, and

Wales would be shortened to the extent of 61

miles.
" The worka will be commenced under the

direction of Mr. Hamilton Fulton, the engi-

neer who designed the plan of the line some
vears ago. It is believed that the tunnel can

be completed, if the necessary capital is forth-

coming, in two years' time. The shafts by

which the excavation of the tunnel will he

removed will be comparatively shallow and
inexpensive. They can be made short at

intervals, without incurring any great extra

amount of outlay, and so much accelerate

the time of completion. It may be mentioned

that the tunnel under Mont Cenis is 7*miles

long, and that the excavation has all been

made from the two ends or "faces," owing to

the great hight of the summit, which has

caused tardy and expensive progress. In the

case of the Severn tunnel, the works will be

carried on at twenty four different "faces,"

and as the material to be removed consists of

either marl or red sand-stone, the economy of

the work are, it is said, pretty well insured,

and Mr. Fulton estimates the cost at £900,000

per mile. The present amount of coal raised

annually in the South Wales district is about

Bix millions of tons. Two millions of tons, if

this line were made, would, it is believed, be

carried over the Great Western Railway to

London."

—On the Northern Pacific, discoveries of

vast veins of lignite coal in the Missouri val-

ley, have been made by Capt. Morris' party of

engineers, which will be a godsend to the

road which traverses so large a section of

woodless country. The veins range in thick-

ness from eight to twelve feet, and outcrop

at many points iu the Great Missouri Coteau,

indicating an almost inexhaustible supply.

Indianapolis Junction Railroad.—The an-

nual meeting of the stockholders of the Cin-

cinnati & Indianapolis Junction Railroad was
held at Cunnersviile, Ind , last Monday, result

ing in the election of the following named
gentlemen for Directors for the ensuing year :

Lewis Worthington, Wm Woods, J. M. Dono-
hue, J. A. Frazer, C. J. Acton, uf Cincinnati

;

J. SI. Ridenour, of Indianapolis, and A. H.
Campbell, of Liberty, Ind. The board organ-

ized by reelecting Lewis Worthington, Presi-

dent; M. H. Coates, Secretary and Treasurer.

The other subordinate offices are to be filled

hereafter. There were represented in this

election twenty-four thousand shares, a larger

amount than for several years past, showing
increased interest in this important road.

—A special train of thirteen freight cars lately

conveyed from Liverpool to London 74 tons

of Mexican silver dollars, worth $2,652,160.

The Trials and Troubles of a Railroad
Mail—Short JJiic Indignation.

R. M. SHOEMAKER INTERVIEWED— IMPORTANT
FACTS CONCERNING THE GRAND TRUNK SHORT
LINE ELICITED—TRIUMPHANT VINDICATION OF
THE PARTIES CONCERNED—SCENE IN THE LIFE

OF A REPORTER.

The subject of the Short Line Railroad
being of all-absorbing interest, and news
concerning the same being eagerly sought
for, we felt it our duty to especially investi-

gate the subject, and throw all the light possi-

ble upon it. In order to the more effectually

accouiplisii this object, we dispatched a re-
porter to interview R SI. Shoemaker, and the
following is the result. Aftsr arriving in the

city, our reporter experienced some difficulty

in finding the President of the Cincinnati,
Lebanon & Springfield Short Line Railroad.
After inquiring of several business houses,

and of divers persons of knowing exterior,

without obtaining the necessary information
as to where Mr. Shoemaker could be found,
he at last bethought himself that he bad
neglected to tack on to his inquirv, "Grand
Trunk, Steel Rail, Iron Bridge, Short Line
Railroad via Slillcreek Valley." After this

he was more successful, and at last was
directed to Mr. Shoemaker's office, which he
entered, and, after the ceremony consequent
upon the meeting of two great men, the
following conversation took place:

Reporter—Did I understand ycu to say,

Mr. Shoemaker, that your -name was Shoe-
maker ?

President S. L. R R,—That is my name,
sir.

Reporter—As my mission is one of grave
importance, may I ask if you claim to be R
M. Shoemaker, President of the Cincinnati,

Lebanon, Springfield, Grand Trunk, Steel
Rail, Iron Bridge, via Slill Creek Valley,

Short Line Railroad, etc., etc, ?

President S. L. R. R.—I have the honor of

filling that responsible position.

Reporter—I would be correct, then, under
the circumstances, in arriving at the conclu-

sion that I am now addressing R. SI. Shoe-
maker?

Pres. S L. R. R —You certainly would.
Reporter—Have you a distinct recollection

of making a proposition to certain persons in

Lebanon, that if §250,000 was donated to the

road, you were authorized to locate and build

a railroad from Cincinnati through that place

to Springfield ?

Pres. S. L. R. R—I have a faint recollection

of making a proposition of that kind. Rail-

road men frequently indulge in that species

of imnsement.
Reporter—Exactly; I was not certain but

that you had forgotten the circumstance.
May I be tolerated in asking by what author-

ity you made the aforesaid proposition, and
in what kind of faith it was made?

Pres. S. L. R. R —By the authority of my
profession, and in "railroad" faith.

Reporter—Perfectly comprehensible, no
doubt, to railroad men, but can't say as I

fully comprehend it. Sly curiosity would
certainly be gratified, hrtwever, by learning

something about the Short Line Railroad.

Will it be built, or will it not be built?

Pres S L. R. R —In view of the present
condition of railroad affairs, you are very
likely correct.

Reporter—About what time will the road
be completed, and would you recommend the

farmers to hold their grain until its comple-
tiou, in hopes of a rise iu the market?

Pres. S. L. R. R —Like all railroad men

—

very scrupulous of their reputation for truth
and veracity, especially the latter— I would
not like to give the exact date of its comple-
tion, for fear it might, by some unforeseen
event, be completed one day before or not
until a day after, in which event my reputation
for truth might be questioned. I would advise
farmers to hold on to their grain until it

advances to the highest point, and then sell.

Reporter—Happy to hear that you are so
solicitous for truth; but don't yon fear that
Short Line Railroads will finally become un-
profitable? There have been two or three
built from Dayton to Cincinnati, upon what
is familiarly known as the Big Sliami Route,
one by way of Centerville stone quarries,

through Lebanon, and one by way of Slilf

Creek Valley, Lebanon and Springfield, which
is to be the Grand Trunk Road, Steel Rail,

Cast Iron Cross Ties and Iron Bridges. Will
not the facilities for transportation overreach
the transportation to an extent that will re-

duce the business of the roads oelow the
expense of running them ?

Pres. S. L. R. R.—No, I think not; oppo-
sition, you Know, is the life of trade, besides
other roads—the Pennsylvania Central, for
instance—help us out frequently, by voluntary
contributions. The survey, it is true, is the
greatest expense that we incur in our manner
of building railroads; but the generous peo-
ple along the line frequently aid us in that
respect. "Your constituents" were quite
liberal with us in the matter of the Trunk
Road Short Line survey.

Reporter—I think I hear mention made of
the circumstance of the survey donations by
our people. In fact, you are rather popular
with us as a public benefactor. The people
of Lebanon could not do otherwise than so
esteem you. Though the Short Line is rather
shorter than we at first anticipated, aDd you
did not pay back the survey money as vou
agreed to do if the "Line" was too short;

but, then, that is nothing. Our people never
stand on a few dollars, especially if it is in

favor of a poor devil. They think of making
you a present of inherent value if you will

come up, but they do not feel sufficiently

indebted to you to bear the burden of trans-

portation. Pardon my inquisitiveness, but it

would be a source of pleasure to me to be
able to tell the people of Lebanon something
approximating to the amount you received of
the Pennsylvania Central, Erie, and other
roads, for building the Short Line about forty-

six miles too short at the lower end?
Pres. S. L. R. R.—I would be happy to

gratify you; but, for fear I should make a
mistake of a few cents of the amount, I should
prefer to wait until I can obtain the exact
figures. Donatione were perfectly gratuitous,

of course, and accepted by us with a great
deal of reluctance.

Reporter—To what church do you belong?
Pres. S L. R. R.—I am a member, in good

standing, of the Presbyterian Church.
Reporter—Pardon my impertinence again,

but I thought your spiritual as well as your
physical being was transported on " short

lines," in which event Presbyterian grace
would be of little consequence. Laying all

jokes aside, have you anything to offer in

palliation of your course toward the people of

Lebanon, who consider you a cheat, a hum-
bug, a railroad paltroon and falsifier, deserv-

ing the condemnation of the people along the

proposed road, and especially the people of

Lebanon, anil in particular those persons who
pledged their names for the money to com-

plete the survey? If you have no answer to
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this, permit me to "assume the pressure,

and deliver it in the way of direct address as

the blessings of our people, and

—

At this poinl, our reporter says, a bis Irish-

man made his appearance from the back

room, and he concluded to proceed up street,

after successfully gathering himself up at the

foot of the stairwaj. He says the Short Line

is completed, for he came down Shoemaker's

stairs on it, and that it is "steel rails," also

Since the above interview, he has taken to

more peaceful pursuits, and is now engaged

looking 11 ri agricultural items, and is confident

that the Short Line Railroad is a "fixed fact."

—Lebanon Patriot.

Indianapolis, Cincinnati and Lafayette
Railway.

RKPORT OF THE RECEIVERS OF THE ROAD.

The following is a classified summary of

the balance sheet, showing the total receipts

and expenses of the Receivers from the 26th

of October to the 30th of November, 1870,

inclusive: Main Branch receipts, §173,061.34;

expanses, $78,006 83; gain, 195,054 51. Mar-

tinsville branch: receipts, 13,320 13 ; expen-

ses, $4,949.47 ; loss, $1,629.34. Whitewater

Valley branch: receipts, $16,181.80; expen-

ses, $14,882.70; gain, $1,299.15. Harrison

branch: receipts, $4,678.54; expenses, $2,-

057.22; gain, $2,621.32. Hagerstown branch:

receipts, $1,774.72; expenses, $i,H71 88; loss,

$97.16. The expenses above ehuwn, so far

as they relate to repairs of roads, depots,

bridges, water stations, and fences, are the

actual amounts paid upon said main line

and branches respectively, but all the other

expenses shown above are unavoidably pro

rated between said main line and branches.

The apportionment, was made according to

the relative amount of business done, and the

estimated amount of service required in doing

the same. While, therefore, that exhibit does

not show the exact actual expenses of the

respective roads, it is believed that the results

stated very closely approximate the actual

expenses paid upon the respective roads.

As to the branch roads, the receivers sub-

mit the following additional facts, viz. : That
the accruing rents for the period that they

have been operated by the receivers is unpaid,

and that the amount of such rents does not

appear in the above. The rent ehargeahle to

the company on account of the Martinsville

branch under the existing contract with the

company owning the same, is $54,000 per

year. The proportionate amount of rent for

said branch for the period covered by said

exhibit would therefore be $5,250. This sum
added to the deficit shown by the exhibit

would show a net loss upon that branch, for

the period of one month and five days, of

$6,879 34 The vearly rent for the Whitewater

Valley Railroad under the existing contract

with the lessor thereof, is $140,000. The
proportionate amount of said rent for the

period covered by said exhibit is, therefore,

$13,611. If from this sum is deducted the

apparent net gain upon said branch by said

exhibit, there will appear a net loss upon
said branch, for one month and five days, of

$12,311.85. That the 'like proportionate rental

upon the Harrison branch would be $2,339.27,

which would reduce the apparent gain upon
said hranch to $282.05. That the like propor-

tionate rental upon the Hagerstown branch

would be $1,690.16. which, added to the loss

as shown by the exhibit, gives a net loss for

said period of one month and five days upon

said branch of $1,787.32. They further state

that this unfavorable showing as to the results

of the business of the branches will be ren-

dered still more unfavorable when their pro-

portionate taxes for the current year, and
their proportionate amount, of expenses, such
as sal-iries of executive officers, expenses of

j

foreign agents, renewal of iron, etc , shall be
charged against them. The receivers submit
it as their conviction, grounded upon actual

experiment and observation, that no one of

said branch roads can be operated under
existing contracts without loss. Thev state

that the exhibit of net results for the period

covered by the report, can not be relied on
as indicating an average for the year, so far

as relates either to the main line or either of

the branches Ihere are various expenses,
such as salaries for executive officers, expen-
ses of foreign agents, renewal of iron, taxes,

etc., not included in the present report, which,
if paid, would materially reduce the apparent
aggregate net receipts: they also state that

the gross earnings received by them have
been beyond the average of a whole year It

is shown that on the 1st of January, 1871,

there will be due to various parties in Cincin-

nati about $31,000 for rent of property leased

for the uses of the company, for the payment
of which authority is asked by the receivers.

They represent that portions of the floating

debt of the company are secured by pledge of

stocks, bonds, and other property of the

company; and other portions are secured by

mortgage on its real estate. They say that

in some cases the debts thus secured by
pledge and mortgage, especia'ly some secured
by pledge oi bonds and stocks, are past due,

and that the creditors holding the same
threaten to sell the pledge for the satisfaction

of their debts. They say that the certain

result of permitting such sales will be the
partial sacrifice of the securities pledged, and
a serious loss to the trust. They say that the

aggregate amount of indebtedness secured as

aforesaid, by pledge and mortgage, is about
two hundred thousand dollars. They repre-

sent that, in their judgment, it is expedient
that they be invested with authority to effect

a loan of money to be used from time to time,

should ex'gencies require, to protect said

securities by the payment of said debts or

portions thereof. They therefore pray for an
order of court, authorizing them as receivers

to negotiate a loan of two hundred thousand
dollars upon their notes or bonds as receivers,

and that the amount so to be borrowed may
be adjudged a first lien on so much of all the

net earnings of the company as may be agreed
upon by the receivers and the lenders, and
that the loan or loans be charged thereon as

a preferred debt. Judge Tarkington ordered
the appointment of John E. Davidson as

master commissioner for the examination of

the report .and exhibits submitted. Time was
granted to the 25th of January for the filing

of the schedule and inventory. The Court
refused instructions as to the branch roads,

but gave the receivers authority to make any
arrangement with the lessors they could for

the surrender of the branches, or for any
modification of the terms, or to bring suit for

the determination of the lessors, so that loss

may be avoided. All the other authority

requested was given, including that for a
loan of $200,000 which shall be made a pre-

ferred claim against the net earnings of the

road.

—The Platte bridge on the Omaha and
South-western Railroad will cost $160,000.

The company are asking additional county
aDd private aid.

Narrow Gauge Railroads,

We have received a pamphlet from Messrs.

Paul Bros., Civil Engineers, resident at Ak-

ron, Ohio, that treats ably the much mooted

question just now of the narrow gauge as the

fitting one for lateral lines of railway.

We are pleased to find that this subject is

attracting the attention of such gentlemen as

the Paul Bros. It but needs discussion to

become popular and to secure adoption.

We can not do better for our readers, in

treating upon this topic, than to present

copious extracts from the Paul Bros. 'a pam-

phlet:

We find in the Report of the Commissioner
of Railroads for the State of Ohio, for the

year 186S, a list of the thirty-five railroad

corporations then existing in that State, and
that of this number, representing 3,200 miles

of road, only seven, representing 540 miles of

road, or but one-sixth of the entire length,

paid interest and dividend from the start.

Other road 3
, with an additional length of

770 miles, subsequently became profitable,

making the number of paying roads at that

time some 40 per cent, of the whole length.

O&these latter, however, and of those road^

which are destined to yield dividends in the

future, it must be remembered that investing

money for a series of years without interest

very materially reduces the value of the

original outlay, and that at times the prospect

of ever realizing anything from the invest-

ment seemed so slight that many stockholders

sold their stock at more or less of a sacrifice,

often realizing but a fraction of it3 cost.

We find, also, that many roads sunk every

dollar of their capital stock, the loss in this

way amounting to nearly forty millions of

dollars. .

Other roads were mortgaged for more than

they were worth, thus entailing loss on the

part of the holders of their bonds; and it

would not over state the case to say that in

Ohio the losses from entire and partial sacri-

fice of stock, and on capital advanced in the

shape of loans, etc., would amount to sixty or

seventy millions of dollars.

The history of. railroads in other states ia

the same as in Ohio, one of financial embar-
rassment and failure, and it is not worth our

while to enumerate examples to show the

great losses which have been sustained in

railroad building.

The unprofitable nature of railroad invest-

ment is something every one is aware of; and
so generally is this understood, that capital

is invested in them, not with the expectation

or scarcely a hope of ever realizing from it

as a direct investment, but for considerations

of a wholly different character.

That by opening a new avenue of commu-
nication it may stimulate business, develop

resources, and enhance the value of real

estate, or as a means of competing with rival

towns prospering under the effects of railroads

they have opened.

These are the considerations which influ-

ence the building of railroads; and the re-

quired capital is generally contributed, not

from the accumulations of capitalists, but

withdrawn from protective industry, paid by

anxious, struggling, enterprising men, who
can ill alford the loss of the money, but hope
for an increase of business and of profits from

the effects of a railroad.

Iu the West, the aid of the general govern-
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merit is called in to furnish liberal subsidies

in money or public lands, while state arid

municipal taxation are largely resorted to.

This practice of investing money without

expectation of direct returns is something
eniirely different from the general custom of

duins; business.

Relerrins to the report of the State En-
gineer and Surveyor of the State of New York
for 1868, we find that the gross amount earned

by the railroads of that State (or the year
pievious was 847,377,790, and that the ex-

penses of operating and maintaining them,
including every item of expense but the sums
paid for interest and dividends, amounted to

§H5, 737,830, or 72.88 per cent, of the earn-

ings.

The Commissioner of Railroads of Ohio, in

his report for 1809, gives the total earnings

of that State at $30, 136,965, and the expense
£21,091,591, or 69 90 per cent., thus giving as

the combined results of these Stales that for

every seventy-one cents expended a dollar

was received, or in other words, without

reckoning interest on cost, the roads of those

States were run at a profit of 40 per cent on
the capital invested in operating them and
keeping them in repair.

It is worth attention, too, that while the

amount of capital invested in Ohio in con-
struction and equipment was If 176,455,722,

the whole earnings, without any deduction,

would only afford 17 per cent, interesf on
thtir cost.

While it is no doubt true that, by the pro-

gress of invention and improvement, we may
somewhat reduce the per centage of the ccst

of railroads, it is evident that the great cause
of their unprofitableness has been that but
few lines can command sufficiently large

traffic to pay the interest on their cost, even
if the business is done at 40 per cent, profit

on the capital invested in operating and keep-

ing them in repair; thus showing that any
means which will tend to reduce their first

cost will be a step in the right direction.

In this connection it is proper to remark
that the efforts which some railroad corpora-

tions have made to economize capital by
means of the use of inferior iron, unsound
ties, the want of proper ballast and drainage,

and the general imperfect construction which
characterize too many of our American raiJ-

roads, have proven to be a failure, as a matter
of course.

We find, also, that while on a well ordered
railroad no difficulty is found in passing from
twenty to thirty trains daily, that in the State

of New York the average number was only

eleven and one-half, or one-half their capacity.

And when we consider that this average is

mostly made by the great trunk lines, it will

be admitted the average of the majority of the

roads is much below this ; and that taking the

roads of the whole conntry we will find that a

large proportion are not able to secure traffic

enough for more than four to six trains per

day.

Thus while instances may occur when some
of the leading roads pass as many trains as

practicable, the fact still remains that a very

large proportion of our railroads are not run

to more than one-fourth to one-sixth their

capacity.

The question then arises, can they afford to

build structures on such a scale and of such
magnitude that the capacity for business is

from four to Bix times the amount actually

done ?

Is such a practice compatible with sound
business principles, or with the manner in

which other business is carried on ?

In an industrial enterprise would a company
consider themselves warranted in constructing
buildings of four times the necessary capaciiy,

and thus carry a large amount of unnecessary
or dead capital winch would decrease the
dividends; or in case where a portion of t fie

capital was borrowed, tend to impoverish the

company? Would it not be better for them
to build on that scale that common experience
has taught them sulficiem for their needs?

Why these considerations should have been
lost sight of iu railroad building it would be
hard to tell, save that under our present sys-

tem of construction no opportunity is offered

to further economize in cost, and it remains
for us to show in this article how far the great
problem of less expensive construction would
be solved by the introduction of narrower
gauge than at present in common use.

Roads of this character have long been in

use in the mineral regions of this country,

but it is not until lately that their capacities

for geueral traffic have been understood or

investigated.

Their economy of construction and cheap-
ness of operating are so striking, that of late

the attention of thinking engineers has been
drawn io them to see if they were not built on
a better principle than those of the ordinary
gauge, and the result of their investigations

has been to demonstrate their superiority.

In the first great item of cost, the muvmg of

masses of earth and rock, we find a reduced
amount is required for a narrow gauge, not
only because the embankments and cuttings

are of less width, but we can introduce curves
of shorter radius, and thus better adapt the

line to the inequalities of surface, passing
around instead of cuttitig through the hills,

thus securing easy gradients without expen-
sive works, and at the same time effecting a
saving in the cost of the right of way by
lessening and avoiding the damage to private
property.

By reason of the reduced gauge, a lighter

iron rail could be used—an important con-
sideration when iron is from $80 to §85 per
ton—so that a reduction of weight from
seventy to thirty pounds per yard would
amount to five thousand dollars per mile.

Tms saving of first cost would extend to a
greater or less extent to every item that now
swells the expense of construction, such as
cross-ties, ballasting, bridging, culverts and
masonry.

SsaThe cost of the equipment, the engines,
cars and machinery, would be less in a
marked degree, as we would be enabled to

use locomotives costing from four to seven
thousand dollars, instead of those costing
from twelve to fifteen thousand dollars.

And when we consider the shifts that are
resorted to, to obtain the necessary capital,

the discounts of biokers, agents, and middle-
men, we can see where, by reducing the
amount of capital required, we can avoid the
loss sustained in that direction.

So, too, when we can raise it to a paying
enterprise, can we secure better materials
and more perfect workmanship.

By reason of this superior construction,

and of the reduced gauge, we may effect a
saving in the cost of the repair of roadway,
etc., thus reducing the per centage of expen-
ses; but this is of little importance compared
with the advantages we have enumerated in

the saving of original cost, wherein the great

merit of the narrow gauge consists, and the

ground upon which we advocate its introduc-

tion.

When the capital required to build railroads

is limited to an amount in proportion to their
needed capacity, it will exert an importaut
influence on their extension and usefulness.
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THE PALACE DAY AND SLEEPING COACHES
OB' THE

Erie and Atlantic & Great Western Railway
Are the Finest in Use on this Continent!

cRAND SCENERY!

INTERIOR VIEW OF THE BROAi> «A8J4iK HVAEACE COACSiiES.
These superb Coaches, built peculiar to the Broad Gau^e, are

attached to the 9:45 I*. M. Express daily at Cincinnati, running'
THROUGH TO MEW VOStSS. WITHOBT CHANGE. » Conductors ac-
companying' these Coaches through to New Vorb.
Ticket Offices : SO W. 4th St., No. 4 Burnet House and 113 Vine St.

W. B. Shattac, Gen'/ Southern Aat., Cincinnati, O.

HARRISBUI

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, £c.

W. T. H1LDRUP, Treasurer.

Hawkins. H>rthel & Burrall,

BUILDERS OP

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Biidpes, Rools and Turn Tables. Cor-
rugated Iron Doors, Shutters, and Tron Building Ma-

terial generally. Contractors for Filling, Docking,
and General Railroad Work.

Main St., Springfield Mass.
. Hatjkins. Geo P Hertkel. W. H, Bur*

a

AMERICAN

The undersigned are now ready to contract for tbe
delivery of RAILS made uf

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
424WiUntit St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Cticsnut St.. PHILADELPHIA.

2-21 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Sail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for ils adoption under such

arrangements and suggestions as we will upon
application by letter or in person make known
to ',hem. Opening a new erain Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. E. BOOTH & CO.,
Rochester, N. V.

HAVEN & AEEEN,
ys Broadway, N. Y.

JS-QUICKEIST KuUTE"®s

S@ Miles in Distance Saved

Baltimore & Ohio R.R.
—TO—

BALTIMORE,
PIIILA I)ELPHIA

,

NEW TOUK, and

r. OS TON,
WITH THE PRIVILEGE OF GOING TOWA^H JWO rJTOFC
FREE!^$

TVO CHANGE OF CAKS
From Cincinnati T2q 1 -fr-i -m r\T*Ci am ^ ,nit ON K

or Colon,!. us to LjaiLlIUUIC CHANGE
l'hltad' Iphla find JNeyj YavJz.

Ask for TICKETS and D U\ mnrp X. filiin R RRAUQAUf. CHECKS via Dalllr '10re OilUlO n.H

J. I,. WILSON. Mas' er of Transportation.
L. M. COLE, General Ticket Agent.
Q. 1J GIBSON, General Western I'asseneer A-jent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St.. Joseph

J**ferson City, and all points tin the Lower Mis-

sissippi River, and on the the Illinois

Centra) Railroad.

TRAINS RUW AS FOLLOWS
St- Louis, Evansville and Cairo

Mail 7:11a M. 10:55P.M.
Osgood Accommodation... 3:10 P.M. 8:45 A.M.
Through Western Express 6:1M P. M. 8:30 P. M
Night Express 10:90 P. M. (J:00A M.
The 5:10 I*. M. train runs daily. Trains run by Vin-

nennes time, 12 minutes slower than Cin'tt time.

For tickets or information apply at Offices. 13'j Tine
Street. Curner Front and Broadway ; and at Depot, Foot
Mill Street.

E. O. BONDITRANT. Superintendent. Cin.O.
C.E. FOLLET.CIeu'lTick't Ag't, St. Louis, Mo.

CUMULI MICE CM TB1IEE

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobciell Car Wheel, Tire & Machine Co.

Manufacturing Agents.

Wilmington. Delawiire, or
I'llAS. BOCKUS A- CO, i.osloii, i)In»N.

2-12-0,52

THE LOBDELL

CAR-WHEEL, TIRE 4 MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 18M

Allkinds ofBailroadMachinery

GEORGE G LOBDELL, President
P. N. BKENNAN, Treasurer.

WM. W. LOBDELL. Secretin.
12-5-70 52
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1RIE3 jftAIX*Vu.fa,Y.
UOO MILES under

One ManageiECBt.

SCO MILES without

lliauso of Coaches.

BROADGAVGE,r)OlBLETRACK ROUTE

KEWYORkTbOSiW,
Providence, Albany,

PITTSBURG, HARRISBURG
JPliilsrilelpliia, Baltimore,

And Principal Points ia

NEW YORK, NEW ENGLAND
ANDPennsylvania,

This Railway extends from
.CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 025 Miles.

DUNKIRK toNE>V YORK, - 400 Wiles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 885 Miles
AND IS FROM

22 to 27 MIIES the SHORTER ROUTt.

TWO EXPRESS TK.AIIVS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, U., time,

which ia 7 oinutes taster than Ciu'li time.

7.CO A. W-,CINCINNATI EXPRESS,
(Sundays -luepted.) Arrive Daylon 9.10 A.
M.; Urbane, 10.29 A. M ;

Galion, 12 57 P.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
6.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. (Breakfast) ; Tur-

ner's, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williamsport and the

South; at Bingbampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; IT bana,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st)

;

Akron, 7.38 A.M.; Ravenna, 8.25 A. J>1.;

Meadville, 11.20 A. M. (Dine) ; Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadville

with Franklin Branch for Oil City;- at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of the style peculiar to the

Broad Gaupe. arranged for both Day and Niylit Travel,

are attached to this train at Cincinnati and run through to

M«w York, forming the Only Line running through
860 Miles without Change.

Boston and New England Passengers,
wltli their Baggage, are transferred FfltEE
OF CHARGE in Now York.

TO3 The Erie Railway Company has opened a new
F.rry from their Jersey City Depo' to the foot of Twenty-
hiru Street. New York, thus enabling parsengers to reach

he ip per portion of the city without the expense and an-
noyance of a street car or omnibustransfer.

yr~r> The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ectB of continual admiration and interest

BaggageCheck'd Tin-crag-li

And Fare altcaye as Low at by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin-

cinnati, 8') West Fourth Street, 115 Vine Stnet. 4Bjrn^t
House, and foot of Broadway (Spencer Hous-.' Block) «nd
at all principal Ticket Offices in (he South and South-
west WM, K.RARIt,
W. B. SHATTUC, Gen. Pass'r Agt.

General Southern Agent.

Best Route to $(. Loui*aiid Chicago

NDXArSJAPGLlS,
CINCINNATI

lafayette" railroad
Gr'-lThroUL'L Passenger Route from CINCINNATIto

C HI CAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Biver Towns and Cities in the West,
North west and South-west.

TCr
,The7.35A. M. train runs daily.

ON AND AKTERSUNDAY, DEC. oTH, 1809, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS:

Ltave. Arrive.

Indianapolis and Lafayette Mail.... '. .20 am 1SJ 4i> am
St Louis and Spring fit-Id Express... 2.40 pm 7 35 am
,-, St. Louis and Springfield Express. 1" 20 pm 3.4 ,

.i'piii

Lawrenceburg Accommodation 10.10 am 2.35 pra
Lavrrencehurg Accommodation 4.: U pin 8.25 am
*The 10.*0 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIV13ION.

Chicago Mail 7 00 am 10.15 am
Chicago Express 6.50 pm 9.30 pni

Harrison Accommodation 5.30 pm 7.30 am
ThroughTickets can be obtained atthe Burnet House

Office, corner oi Third and Vine ; River Oifice, corner of
WalnutStreetand River; andat Depot, cornerof Plum
and Pearlstreets. The splendid Passenger Depot of the

I. & C. R.ailroadis about a miie neaiei the businesscenter
of the city than the Depot of any other railroad, and with-

in afew squares of the Postofficeand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
P. B. LORD, GeneralTicket Agent.

Cincinnati. Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway;. 7:00 A. M. G:30P.M.
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M 10:26 P. M-
do do do 6:30 P.M. 7:00A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 p. M-
do do do .... 2:30 P.M. 5:40 P. M-
do do do ... 6:30 P. M. 7:30 A. M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation . 2:30 P.M. 10:^0 A.M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:20 A.M.
Muncie&Indianapolis 7:35 A.M. 10:25P.M.

do do 5:00 P.M. 1:20P.M.
Hamilton, Eaton & Richmond.., 7:lo A. M. 10:25 P. M.

do do do. ... 5:00 P. M. 10:20 A. M.
Hainiltcn Accommodation 9:30 A. M. 8:05 A. M.

do do 6:50A M.
Trainsrun SEVEN MINUTES FASTER than Cincin-

tatitime.

For allinformationand throughtickets, please apply at

theold office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vine and Baker streets, and at the
respective depots. East Front and WeslSixth streets.

D. MrLAREN, Gen'l Superintendent.
SAM'L STKPHENSON, Gen'l Tick't Ag't.

Omnibuset-call for passenger?

The Old And Reliable Route.

Through to Pittsburg without Change.

The PITTSBURG, FORT WAYNE A CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &l

Dayton, and Little Miami Railroads, still continue to trans-
port produce and merchandise between Cincinnati and
Pittsbusg, Philadelphia, Baltimore^ New York or Boston,
and all Eastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No- 27 West Third Street, Cincinn».ti,

W. P. SHINN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & CINCIMA'li

SHOBT-LIIE RAILBOAD.
On and after June 13, trains will run as follows :

mjtffe *> JEXPRKM leaves Cincinnati 7.20 A.
1^8 ** 9 *M-J &]. Daily (except Sunday*), fclops regularly
ai Walton, fcllidton, Sparta, Liberty, Woriimlle, Camp*

! bellsburg, Lagrange, Pewee Valley, Anchorage; when
fl 'gged, at South Coviugtcn. Maurice, Independence, Bank
Lick, Verona, Zion. Gleucoe, ttagle, Carrolliou, Sulphur,
Pe-udletou ; arrives at L- uisville 12.05 P. M.

l^rf* £t hOmiKKM FAST LIXE Icav . >

l^a 9j*« %£ Cincinnati at 1.20 P. M Dtliy (except
SuudaysJ . Stops only at Walton, Worihviile, aud La-
grauge ; arrive* at Louisville 5.20 P. M.

OO P. M
_ s regularly

at W aiton, MUst n, Glencoe, Sparta, L herty," Wortlmlie,
Oumpt-ellsbuig, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, lnde-
pendence, Bank Lick, Verona, Zion, Eagle, C r oliion,
Pendleton ; arrives at Louisville 10.00 P. M.

MUHT EXPVESS leaves Cin
cinuati at II. io P. M. Daily (except

Saturdays). Stops regularly at Worthville, Lagrange, and
when flagged at Walton. Verona, r lliston.t- lencuei Sparta,
Liberty, Eagle, Campbellsburg, Sulphur, Pendleton Prwee
Valley, Anchorage; arrives at Louisvihe at 5.00 A. M.
IJ^pNo. 6 connects at Lagrange with the Lexington

Trains, arriving at Frankfort at 6.14 P.M., Lexington
7 415 P. M., QUICK TIME.

]XTpThe Best Route to the Somh. More Daily Trains
and Quicker Time than any Line from Cincinnati.

HENRY SfEFFEE, Gen. Ticket Age

]W g± ^t jliA 11* leaves Cincinnati 5.<J
l^f V« O Daily (except .-uudayr). Stops

lO. 1'

CENTRAL R. R. OF NEW -JERSEY,
Passenger and Freight Depot in New York, foot of Lib-

erty St., connects at Hampton Junction with the Dela-
ware, Lackawai.ua. and Western Railroad, and at £as on
with the Lehigh Valley Railroad, and its connections,
forming a direct line to Pittsburg and the West, witnwnt
vhange of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc, with but one change of cars.
Silver Palace cars through trom New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

0:55 a. ni.—-For Easton, Bethlehem, Mauch Chunk,
Williamsport, VVilkesbarre. Mahoney City, Tuckl.anu.ck
&c.
7:15 a. Ml.—For Somerville.
8:30 a in.—For Flemington, Junction, Sirordsburt?

Water Gap, Scranton, Kingston, Pittdton, Great Bead^&c.
12 ui.—For Flemington, Easton, Allentowu, Mauch

Chunk, VVilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Pottsville, S'cranton. Harrisburg. &c.
3:30 p. m„—For EaBton, Allentown, Mauch Chunk

and Belvidere.

4:30 j>. m.—For Somerville.

5:25 p. in.- For Somervilleand Flemington.
6 p. ni.— For Easton and intermediatestations.

7 p.m.—For Somerville.

7:20 p. ui-

—

EmigKant—Stopping only at therrinci
pal stations.

9:00 p. m.—For Plainfield.

11:50 p. in.—For Plainfield, on Wednesday and
Saturdays only

.

FOR THE WEST.
9 a. m.-—Western Express, daily, (except Sundays,)

for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. ConnectB at Junction for Stroudsburg,
Water Gap, Scranton, &c. Connects at Phillipsburg for
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satur-
days,) for Easton, Bethlehem, allentown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaaod Western Railroad for all sta-

tions to ticranion. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. in.

—

Westeris Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
o:15., 8:30, «., 9:20, ]i»:30, 11:40 a. m.—12 m., l:i'0, 2;i'0

3:00,3:30, 3:^5,4:15, 4:30, 4:45, 5:10,5:25, 5:45,6:00,6:25,
7:00,7:2' , 7:40, 8 : 0. 9:00, 9:40, 10:45. 1 1 :50 p. m.

Tickets for the West can be obtained at the oifice of the

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. 1 Astor House; Nos. 254. 271, 526 Broadway ;-t

No. 10 Greenwich st., and at the principal hotels.

m R. E. RICHER, Superintend?*'
*J >i.D\vm,Gen Pass.Agt,
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WK1G1ITSON <fc CO., Prnpl'H.

TJie Mineral Region or Ohio, and its

Development.

In the recent report of the Secretary of

State ore lahles of the production of iron and

coal. The Secretary says, what is certainly

true, that the amounts reported to him are

not more than half the real amount At the

same time, these tables will show relatively

the increase; for they are probably not more

deficient in one year than iti another. The
following statistics given by the Secretary

will furnish a basis for some conclusions on

this subject:

The returns of iron manufacture for the

year show the following result:

Pig iron manufactured, 211,074 tons. Of
this 74,221 tons were smelted wilh charcoal,

and 136,853 Ions with stone coal. Bar and
nail iron, 27,585 tons; nails, 8,271 tons; hoop
iron, 498 tons; sheet iron, 648 tons; stoves,

8,631 tons; car wheels, 3,51)7 tons; other

castings, 10,711 to«is ; spiUes and railroad

chairs, 70S tons; railroad iron, 9,167 tons.

A comparative view of the pig iron manufac-
tured in a series of years is shown in the

following table

:

Year. Tons of Iron.

In 1840 25,950
In 1850 52,658
In 1860 105,500
In 1863 50,704
In 1864 62,5X6
In 1865 63,991
In 1866 81,790
In 1867 167,591
In 1868 207,746
In 1869, 211,074

The following counties are reporled as
engaged in the manufacture of pig iron:

Columbiana, 18,377 tons; Cayahoga, 3,150

tons; Gallia, 2,105 tons; Hamilton, 100 tons;
Jackson, 11,024 tons; Jefferson, 12,261 tons;
Lawrence, 6,250 tons; Mahoning, 41,721 tons;
Muskingum, 1,624 tons; Ross, 2,028 tons;
Scioto, 6,225 tons; Stark, 8,900 tons; Trum-
bul, tons; and Vinton, 12,505 tons.

Hamilton has no iron in it, and iron is

manufactured in Erie, in Tuscarawas, and
largely in Hocking counties, not mentioned
above. Iron—that is, pig metal— is now
manufactured in eighteen counties, and it is

produced in at least twenty.

To the above tables we add those of the

Commissioner of Statistics (E. D. Mansfield)

up to the year 1860 inclusive:

In the following tables will be found the
results of twenty years experience:

OF IRON.

Fumnces. Tons Pig Irrn. Hands. Value.

In 1840... 19 25,959 1,257 $ 648,975
In 1850... 35 52,658 2,415 1,255,850
In 1860... 59 105,500 5,000 3,171,000

Increase since 1850, 100 per cent.

The increase of furnaces since 1810, and
the c-enlers of iron mining, may be seen from
the following comparison by counties, viz :

In 1840. In 1860.
Gallia 1

Hocking 3

Jackson I 12
Lawrence 10 14
Mahoning 7

Scioto 5 9

Vinton 6

Counties having 16 furnaces in 1840 now
have 52 ; and the counties of Hocking, Vin-
ton, and Mahoning, which had no furnaces in

1840, now have 14. The coun'y of Jackson,
which had 1, now has 12. One half the pig

iron made in ihe Stale is made in the two
counties of Jackson and Lawrence. There is

a large bell of iron, comparatively untouched,
because it is more remote from the rivers and
railroads. In time, it will gradually come
into use.

The number of furnaces now in Ohio (1870)

is about. 80. The greatest increase has been

in the Mahoning region; and that increase

has added immensely to the increase of the

city of Cleveland. If the men of capital in

Cincinnati, who really desire to increase the

trade and prosperity of Cincinnati, would go

100 miles East, in the counties of Perry and

Athens, (both connected with Cincinnati by

rail,) and there develop the mines of iron and

coal, they will do more for Cincinnati than

can possibly be done in any other way.

If any one wants to be enlightened on this

subject, let him read the following parogrnph,

(being an account of the commerce of Cleve-

land, embodied in the Secretary of State's

report for 1869,) and it will show him what a

little more expenditure of capital can do:

IRON ORE AND PIG IRON.

Owing to a prolonged strike of the coal

miners in the Mahoning and Shenango val-

leys, early in 1868, it is estimated that the

production of pig iron at this point was
lessened at least 30,000 tons. There are

forty-five furnaces whose ore is received

through this port, and fifteen have Cleveland

shareholders, nine of which are controlled

here. There are seventy furnaces which
make their ore contracts and seitlemenU at

Cleveland. Of these, four use Hnthmcita
coal, seven use charcoal, the rest bituminous
coal or coke. There were seven furnaces
built in 1868. The largest propoition of the
pig iron used by Ihe various iron works at

Cleveland is bought directly from ihe makers,,

and the consumption can not be accurately

stated. The quantity sold bv commission
dealers is 19,049 tons, of which 12,012 tons

were charcoal and 7,037 tons bituminous
irons.

IRON WORKS.

The following exhibit shows the amount of

iron produced during the year 1868:

Tons.
Pig iron 1 1,037

Railroad iron 22,344,

Merchant iron 11,396

Boiler, tank, and sheet iron 2,676

Forcings 4,125

Nuts, washers, rests, nails, and spikes 5,607

Machinery castings 18,250

Wire 865

The consumption of coal and coke, as

nearly as can be ascertained, was about

225,000 tons. There are some fourteen roll-

ing mills in operation in and ahont the city,

having some two hundred puddling furnaces

and a daily capacity of four hundred tons of

finished iron, not including the rails, spikes,

nuts, holts, horse-shoes, etc. Several of these

mills own their own blast furnaces, and nearly

all have coal mines of their own.

This is a wonderful exhibit for so new a

town as Cleveland, and almost all of it has

grown up in the last ten years. There are

6,000,000 bushels of coal used in Cleveland

for the sole purpose of manufacturing iron.

In the above statement of the Secretary there

are 3,150 tons of pig iron set down to Caya-

hoga county, while in 1869 there were 11,937

tons made in Cleveland. We shall not here

dwell particularly on the advantages Cincin-

nati has, but we undertake to say that, be-

ginning ten miles east of the Scioto, and

going to within ten miles of the Muskingum,

there is a far greater deposit of iron and coal,

of the very best quality, than there is in any

other part of the State

The furnaces in the State, as given under

the census and by the Commissioner of Statis-

tics, are as follows :

In 1840 19

In 1850 35

In 1860 59

In 1870 80

The increases of furnaces does not show

the whole truth. In the last ten or twelve

years, the product of a furnace, under the

improved modes of manufacture, has doubled,

so that the furnaces are not a criterion. If

there be, as we suppose, at least 80 furnaces,

the product of pig iron exceeds 300,000, and

we think that is little enough.

Of the amount of coal consumed we have

no certain data. The Secretary of State has

failed in getting anything very definite. Still

he gives a table, which shows something of

the rate of increase:
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A. comparative view of the amount of stone

coal mined in Ohio, for a series of years, is

given below :

Bushels.

In 1863 2R.*87.899

In 18B4 40,527.291

In 1865 34,290,359

In 1866 42,130,021

In 1867 46,703,820

In 1868 55,264,392

In 18G9 - 51.955,057

Upon this subject the Secretary remarks:

" Ln my last report I expressed the opinion

that these estimates were all ton low. 'Upon

further investigation, I am satisfied that not a

quarter of our coal production is given in the

above statement. To illustrate: Hocking

county is reported as mining daring the year

1869 but 27,898 bushels of coal, while I have

information, entirely reliable, that Peter Hay-

den, in his mine in Greene township of that

county, mined during the year 1869 2,100,000

bushels. We must await some better system

of collecting statistics of this vital branch of

productive industry before instituting com
parisons, or venturing any comment."

With a good deal of experience in getting

this class of statistics, we agree with the

Secretary that not more than one-fourth of

the coal produced in this Slate is represented

in the above table. But the table is probably

correct in representing that from 1863 to 1869

(inclusive) the production of coal has doubled.

In 1860 no coal was reported as mined in

Greene township (Hocking), to which the

Secretary refers; but in Ward township 450,-

000 bushels were dug. This example shows

what prodigious errors get into oar statistics

of entry.

The slowness and neglect of Cincinnati in

aiding mining interests is very singular. To

say nothing of New York, all the Eastern

cities have advanced immense amounts of

capital to forward the interests of mining

and manufactures. Boston, Philadelphia,

and Baltimore, all have advanced great capi-

tals to mines, railroads, cana's, factories, etc.,

and the result has been the building up of

those cities far beyond what they could have

been without such aid. In about thirty years,

the coal and iron of eastern Pennsylvania

have been developed by Philad>Tphia; and

Philadelphia has this day 200,000 more peo-

ple than she could have had without it. Cin-

cinnati has done abont nothing; §1,000,000

subscribed to four railroads is ail that has

been done in thirty years. Wealthy citizens

have done almost nothing, and hence they

must be content to see the sluggish way in

which almost everything drags along.

The Southern Road.

If an intelligent foreigner should happen

to remain in our city a few davs, and should

learn that we were proposing to expend ten

millions of dollars in the construction of a

railway that would cross the State of Ken-

tucky, he would very naturally inquire what

Kentucky, or that part of it at least that was

directly interested in this important work,

was going to contribute toward* it; and when

told that nothing was required of them, or

even asked beyond the legal authority to

purchase lands at. fair prices for right of way,

depot, ground, and such other uses as will be

necessary for the business of this railway, he

would unquestionably think that Cincinnati

is a generous city, and that tl.e State of

Kentucky is about the most fortunate one in

the country.

It is not often, indeed we do not kcow of an-

other case,where a responsible party has offered

to expend so vast a sum of money for the benefit

of the people of another State and the devel-

opment of their material interests, unsolicited

by them, and without costing them money or

trouble. As a general thing, such schemes

originate with the people of the country to be

benefited by them, or they are required to

sustain a ceitain portion of its costs, or in

some way or another bear a share of the

burdens such an undertaking necessarily

imposes upon some one. We know—and so

does every one who has the least knowledge

of such improvements—of towns, villages,

cities, and counties offering bonusses in

money, and all sorts of privileges, as induce-

ments for capitalists to engage in the con-

struction of works of much less importance

than this one. There is not a State in the

Union in which there is not some kind of

attraction thrown out to secure capital for

public improvements ; and even the nation has

deemed it her interest to concentrate money

in such works by the issuing of millions of

dollars of bonds, and the donation of large

sections of ber domain.

This is the case to a greater or lesser

extent, according to circumstances, all over

the civilized world, and our visitor is there-

fore justified in his conclusions.

' But when he is informed that, instead of

encouraging the expenditure of these millions

of dollars and the speedy completion of this

railway, that the Legislature of Kentucky

have once forbidden it, and are again chaffer-

ing over the question, and that some of the

people who must be largely benefited by its

construction are angry about it, and doing

all they can to prevent its success, he must

conclude that Kentuckians are strange pieces

of humanity, and for some unaccountable

reason are unlike the rest of mankind, who

are generally ready to take what others are

willing to give. He would undertake, if a

thinking man, to hunt up the cause of this

phenomena, and would be the more puzzled

the further he investigated, and must conclude

that the State was clearly beside itself or gone

stark mad. But when he found the reasons

assigned for this opposition, he would cer-

tainly consider that Kentucky had been shut

out from the rest of the world, and that her

people knew nothing of the progress of the

S ates north of them, or of the business

relations of the country, and that they were

pegging along about half a century bphind

the times, and without the remotest prospect

of ever catching up.

A narrow and selfish policv just now will be

most fatal to Kentucky. She wants monev
;

men experienced and energetic in these pub-

lic works; the unfolding of her great natural

capabilities; her labor stimulated into pro-

ductive activity: her lands and products in

greater demand, and therefore advanced irt

value. Any measures that will produce these

results, one would Nuppose the people would

move heaven and earth to secure, and give

such expression to their wishes that there

could be no mistaking or compromising

them, and as would intimidate their weakest-

kneed representative from shirking his dutr,

and the most unprincipled from bartering the

interests of his constituents away.

The -Growth of Cities.

The rise and growth of cities is a curious

and sometimes not an unprofitable study. In

the earlier times the principal cities of the old

world arose and flourished under the sluggish

forces of that period. Soil and climate had

something to do with their origin, but the

institutions, governments, Jaws, and rulers,

much more. Most, of the modern cities of

the'eontinent of Europe grew nnder the iron

rule of despotism. Petersburgh, Berlin, and

Vienna, are the outgrowth of monarchinl

influences; Rome of the hieraehy; Paris of

taste and fashion ; and London of her aggre-

gated capital, and her political influence in

continental quarrels. Capital concentrated

there in consequence of its isolation from the

continent; the safety of England was guar-

anteed, it was thought, by its great navy and

other military preparations, until it has be-

come thp world's monetary center. But until

the introduction of the modern disturbing

influences—-until the world's momentum was

accelerated by the introduction of steam, the

railroad, and the telegraph—the growth of

these cities was only by the natural increase.

The population of the world was compara-

tively stationary ; locomotion was tardy,

wearisome, and expensive, as were all the

movements of industrial products. But it is

not so now

—

inaction has changed to motion

—

the world moves under the influence of these

great motors—this artificial power is guided

and stimulated by intelligence newly awakened

and sharpened—early habit is thrown off, and

the old grooves in which society moved are

rubbed out and obliterated, and keener in-

stincts govern.

Thus cities grow not now, as formerly, by

natural increase, but by great leaps. Popu-

lation now, owing to the increased facilities

for locomotion, is no longer confined to the

places of its birth— it is free to choose its

place of habitation— it roams over the earth
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seeking facilities for a bettered condition.

Cities, as individuals, come into sharper

competition; a mere fraction of advantage

of one over another determines its success or

failure. A leading influence is the concentra-

tion of railroad termini ; another is mechani-

cal skill; another, capital and enterprise;

another, the facilities for expansion on cheap

and well adapted land ; another, the healthful

moral influences and provision for the educa-

tion of offspring. Climate has also much to

do in determining a future home for those

upon the wing, as has a'so the supply of food

and the facilities for supplying raw material

for the industrial classes.

These advantages are equated by the differ-

ent cities. Some may have more of these

particular advantages, and less of others; but

it is by adjusting and comparing that the

mean is found; and it may be set down as

determining the success of either, that the one

possessing the most of these will eventually

take rank and precedence over tbe others.

Narrow 4»laaijxe. Roads,

Mr. Edmund Wragge, the chief engineer

of one of the Canada narrow gauge railroads,

and a gentleman of experience in railroad

construction and operation, as well as of

scientific attainments, in cailin? the attention

of the editors of the Chicago Railway Review

to some errors in the late elaborate article

that appeared in that paper upon this subject,

gives some valuable information (the result,

of direct experiment) of the relative cost of

construction and economy of operating roads

of the 4 8J inch and the 3-6 inch gauges.

He says:

A railway similar in character of con-

struction, through a similar country, but of a

gauge of 5 ft. 6 in. instead of 3 ft. 6 in., has

just been contracted for, at cash price, in this

country, at a price which gives a mileage rate

of $7,01)0 for the same works which I have
executed on the Toronto, Grey & Bruce Rail-

way for ¥3,800 per mile. These items are

grading, bridging, fencing and ties, —in fact,

completing everything required for preparing

tbe road-bed ready for laying the track.

In relation to the working economy of the

broad and narrow-gauge roads, he gives the

following facts

:

I only know of one instance where the two

systems have been tried side by side under

similar conditions of management, climate,

etc. I mean in Norway, where railways of

4 ft. 8i in gauge and of 3 ft. 6 in. gauge have

both been constructed by the same Engineer,

and have both been operated by Government
under the same Manager. I have before me
a Government return of the result of both

cost of construction and working economy
of the two systems, and tbe results are as

follows

:

4 ft. 8% in. 3 ft ft in.

Cost of construction, per mile $2(i,343 3 17.143

Kiceipts, per mile S>7,600 alike 'J?,32 .

Mdinteimuce, per mile 7,173 6.505
Locomotive expenses, per mile 9,421} 5,760

l)o. per lueomotive, mile 5.V-2 4 50

while the actual total of the working expenses
has been 8 per cent, less on the 3 ft. 6 in.

gauge than upon the 4 ft 8i in. gauge. These
are taken from an average of six years work-
ing ; and from personal knowledge J can state

that the conditions of working and nature of
traffic are sufficiently assimilated to render
the comparison a valuahle one.

And he closes his brief but interesting

letter by saying :

I am not a narrow gauge enthusiast, but
what I do believe, and what is gradually
becoming the belief of many others, is. that

there are numerous districts which have lain

fallow for many years, and which ate likelv

to remain so for a still longer period, unless
they are developed by some such inexpensive
and valuable pioneer as a narrow gauge road.
I believe the day is not far distant when
thousands of miles of these roads will extend
over the length and breadth of this vast con-
tinent, lending their aid in the mighty work
of civilizaiion and progress.

ftcmetSBfing; New.

A SHORT LINE MAN IS LDCK.

A late number of the New York Herald,

announces the arrival in that, city of our fel

low townsman R, M. Shoemaker, well known

among us as a railway contractor, but belter

known through the country as the "Short

Line Railroad,'' and says that Mr. Shoema-

ker has recently been elected to Congress from

Ohio.

We know Mr. Shoemaker well, and can

bear testimony to his merits for such an ex-

alted position, but we had not heard of this

good luck before, nor, upon inquiry, do we

find that any of his numerous friends were

aware of it.

It is probably a silent tribute from his ad-

mirers in and about Lebanon. Poor fell jw,

we hope he will bear his honors well.

The New Railroad Bridge at Parkers-

bhrg —The great iron railroad bridge over

the Ohio river at Parkersburg, West Virginia,

connecting the Baltimore and Ohio Railroad

and the Marietta aud Cincinnati Railroad,

was completed Saturday last, and the fir^t

train passed over it Saturday. Regular

freight and passenger trains between Balti-

more and Cincinnati and the West have used

the bridge, making time from this city tft

Cincinnati about twenty-four hours.

A Good Scheme.—The Dayton & Mineral
Region Railroad Company have filed a cer-

tificate of incorporation. The proposed road

is to extend from Dayton through the counties

of Montgomery, Greene, Clarke, Madison,
Fayette, Franklin, Pickaway, Fairfield, Perry,

Morgan, Muskingum, Noble, Guernsey, Mon-
roe and Belmont to Bellaire, in the county

last named. The capital stock is $2,5(10,000;

shares, $50. The corporators are William

Spencer, Dixon Brown, W. M. Rea, John II.

Kelly and James Taylor. The road is to be

built next season.

Tlie Wheeling, Ilopedale * 1. S. R. R.

Hopepale, Harrison Co., O., December 25

Your readers in this section of Ohio, no
doubt, would like to know what, the prosrects
are for building the long talked of railroad
from Wheeling to the lakes. Some m .nlhs

ago some Kastem capitalists made a proposi-
tion lo bail i short lines of railroad into the
coal regions, agreeing to furnish $15,01)0 per
mile, provided tbe farmers and others inter-

e.-ted would give the right of Way and sub-
scribe $10,000 in addition. The citizens of
Hopedale and vicinity excepted ihe proposi-

tion and have secured some $70,0(10, and tbe
right of way through a great majority of tbe
farms from this point to the Ohio river, a
distance of 25 miles. The right of way is

partly secured west of ihis No difficulty

will be met with. The route as compared
wiih others is a very practical one, having but

one dividing ridge to cross, fewer tunnels at d
less heavy bridging than any other route yet
surveyed. The section of country through
which the road would traverse is the finest in

Eastern Ohio; coal on every farm almost the

entire length of the first fifty miles, the veins

of which are from four to seven feet in thick-

ness. The road bed would be under the coal,

so I hat the expense of loading would be very
materially 1< s -ere 1 The route, as projected,

would cross or make connection with almost
every railroad in Ohio, connecting with the
B & O. Railroad at Wheeling, the river road
at Bridgeport, crossing the Cadiz branch, the

P., C. & St. Louis at Dennison, ihe Cleveland
& Pittsburg branch at -New Philadelphia, the

P , Ft. W. & Chicago at Woosier, the Mans-
field & Sandusky at Monroeville, and Lake
Shore Roads at Toledo—would undoubtedly
make a paying road to all stockholders, as it

would open up a good market for the iron ore
and lumber of the North-west, and would open
up a market for the inexhaustible supply of
coal, 'black diamonds of untold wealth," that

lie hidden beneath these hills and only await,

development, and this can only be done by
the energy and perseverance of the friends of
the route, and the people at each end, who, if

they do not become divided, will secure the

advantages of a short, line between Baltimore
and the lakes, making it almost an air line,

via Hcrnpfield road, from Wheeling, shorten-

ing the distance fully seven miles over any
other route, from Chicago, East to Washing-
ton or Baltimore. The city of Wheeling has,

by her Council, asked the Legislature to grant
her permission to take $200,000 stock to as-

sist in building this road. So that, taking the

whole amount pledged up to date, it is over $1..

000,000, leaving some &250,0u0 yet to secuie.

But the committee feel sanguine the stock

will soon be taken. Capitalists and others

desiring to make investments are asked to

take this matter into consideration and help

build this road.

Hopedale is a thriving village seven miles

east of Cadiz, with one of the best schools in

the State, the advantages of which should not

be underestimated. It is controlled by an
excellent board of teachers; the inhabitants

are opposed to any kind of intoxicating

drinks, to be sold inside the corporation or
vicinity, yet we are sorry to say it is occasion-
ally done on the sly. 'J here is plenty of room
for building, and lots can ba obtained on
reasonable terms. We want men of energy,

of capital and of influence to come and build

up our manufacturing interests. We are in

the heart of the best wool growing region of
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tie Stales. A woolen factory would pay well,

ni.d the ground necessary lo put up such an

e thbl'shinent will be freely (riven, besides

m aerial help. Youre, A. B Padl,
Secretary Railroad CommiUee.

— Cincinnati Gazette

Rnlirontls in the Vnitvtl States.

There is no central bureau in the United
States having cognizance of the great railroad

interests of the country. Only a few of the

larger States demand any returns from the

companies owning works, and these are nei-

ther uniform nor as full and definite as they

might be. In this respect the United Stales

stands- alone, every other country of the

world demanding complete historical and
statistical details of works projected, in pro-

gress, or in operation at annual periods. It

would be well for the companies and the

public that, this defect in our system (or want
of system) should be remedied by the estab

lishment of a central office, the duty of which

should be the collection, arrangement, and
elaboration of all returns which a stringent

law might call for.

The want of such a central point of in-

formation makes it a very ditticult matter for

a single individual (notwithstanding he may
have accumulations of material covering the

whole period ol American railroad history)

to bring together the details of the hundreds
of railroads now existing, or even to state

iheir length and cost Our annual attempis

10 do the latter have been more or less im-

perfect, and we have always told our readers

that our summaries are only approximate
Willi the rapid increase of companies and
enterprises, the difficulty here complained of

is increased; and so our tables become less

and less reliable. We have done our best in

the matter, however, and have come as near

the truth as our means would allow of

With these few remarks we introduce our

annual statements: first, in the aggregates of

States and Territories, and second, in detail

or by separate works.

The following tabulation shows the distri-

bution of mileage and cost of railroads in the

several States and Territories:

States and
'territories.

M,ine
New Hump

,—Length
Total

. 972.01

. 937.29
058.41

1,739 02
. 135.80
. 977.87

5,470.40

. 5,453.74
1.241 30

. 0,312.90

t

. 589.54
840 31
7 11.73

15.H78.73

. 2,253 31
1 574.17
1,433.17

. 2,313.70
007.20

8,185.55

. 2,120.(0

1,117.90
944.50

4.071.50
1,0)1.011

2 010.03
. 1.375.41

12,099.29

. 4,80" .97

. 2,992,3)

. 8,813.35

3, 142 20

24,014.03

a Miles—

,

Open.
81031
734 75
018.41

I.47S.47

i:-5.80

728.75

4,500.49

3.892 38
1,0111.80

6,050.00

390.10
495.49
374.75

11,300.02

1.405 95
1,178 17

1.138.07

1,912.70

440.2U

0,155.70

1.396 00
977.80
478.50
005.50
280.00

1,490.03
t'07.37

Cost of Road
&. Equipment-.

S25.241 901
83,li T.935
32.438,594
774,90,830
4,8115,911)

31,990,^34
Rhode Island

New York

8195,658,090

S234 049.515
74 .',25.196

890,739,037

10 019,092
34,723,367
30,493,739

Peun-yivania
Delaware and Ea6
Marylind

Maryland (West),...

"Virginia

85811,589,970

373,380,858
32,164,298
32,803,5-8
34,322,919

11,781,919

$174,519,582

846 598,605
33,203.-39

Georgia

Alabama

Texas 22 030.0HO

Kentucky 35.640,699

Ohio _~
Michigan .'.

0,201.25

3,63 .99

1,733.36
3,277.00
5,423.10
1,475.20

15,547.35

8217,315,686

S19',538,8I4
75,817,748

135,957,11-0

237,5)3,(100
59,833,881

$701,
-
00,029

Missouri 4,573.42 3,14". 13 S1CG,0S3,464
Kansas 3.698 00 1,50101 56,723,700
Colorado 1 268.00 368.00 17,400,01
Ir.wa 4.472 25 2,550.25 11 1. 978,1"

Nehrasaa 1,2 5 0(1 5*8 ul) 39.30". (100

Wyoming Territory.. . 492.00 492,(0 47,700,0110

Minnesota 2,054.00 9r2.00 34,720.000
Montana ami Iualio T 700 09

111,062.67 8,011.38 8413,785,104

California 3,803.00 99.1.6 8711.624,582
Nevada 1,49.1.110 59:1.00 60,(101,010

Utah Territory 4o4.(!0 364,04 49.01U0
Oregon 2,048.50 159.50 6,100,0110

Washington. Territory 420 011

8,269.10 2 113. 8185,724,688

RECAPITULATION.

ST. V: States 5,470.40 4,506.09 S199,658.(r>0
Middle Stiles '5, 7-73 11,301.62 680,580,976
S. K. Soma.... 8. IS6. 65 0.155 70 174,519,5*2
Gulf and S. W. States. 12,099.29 6,20185 217,348,680
Interior east of Missis

sippi 24,611.08 15.517.35 701,700,023
Interior west of Missis-

sippi 19 668.67 8,611.33 413.78.5,161
Paciti'-. States 8,269.10 2, 1 13.1 I 185,724,582

Grand Total 93,970 88 54,435 49 $2,573,426,109

In the following table is shown the increased
mileage and cosis of railroads in the several

sections during the year 1870.

<—Mile« of Road—, Cost of Road
froj cted. Opened. & equipment

Nor h Mast 59114 231.73 $9,853,292
Middle East 531.54 509.53 21,971,451
South Kat 4:115 69 318.22 10,519.3:5
Gulf and Soutn Wesl... 2,125.36 907.22 35,-79,6(2

Interior (
E M issis. ... 3.4 9 71 1 ,449.05 53,401,538inunoi

j w Missjs 0,421.111 1,73 .05 66.416,000
Pacific 2,187.00 428.00 25,874,5-2

Total increase 15,005.44 5,514.80 82-1,910,390

Though this increase is less than in 1869 bv

1,013,057 miles, the results of the year, con-
sidering the drawbacks in consequence of the

Franco-Prussian war, are eminently satisfac-

tory, being an increase in mileage of 1 1.41 per
cent., and in cost of 9 58 per cent. The ave-

rage cost per mile of new road is $40,343.
This is by no means an extravagent estimate,

and is probably as nearly correct as can be
ascerlained, The largest increase has been
in the States of Illinois, Iowa, Missouri and
Kansas, where railroad construction has been
stimulated to the utmost by town and county
subscriptions in the form of bonds. In Ala-
bama and Georgia the companies building
railroads have been encourager] by State sub-

sidies. The same encouragement has been
granted in North Carolina, but in that State
with little advantage. And yet, with all the
rapid development, especially in the great
interior States, we are somewhat disappointed
in the results exhibited in our survey. So
much work had been planned, commenced
and carried on, that a larger increase of mile-

age might reasonably have been anticipated.

The difficulties in Europe, however, breaking
out suddenly in the middle of the year, closed
foreign markets against American bonds, and
made it impossible lor companies in general
to negotiate their paper, or to carry forward
intended or progressing works. Had peace
been maintained, we doubt not but that at

least 10,000 miles of road would have been the
compliment of the year 1870. The average
cost of railroads in the United States, inclu-

ding the great overland lines, which cost

more than $100,000 per mile, or about ten per
cent, of the total cost of railroads, is $47, '277

per mile. But few of the great trunk roads
have cost less than $80,000 to $100,000 per

mile; while in the South the cost of railroad

building, notably in the Ailantic States, has
not exceeded $20,000 to $25,000 per mile.

The progress of railroad construction in the
United States since 1827, in which year the
Granite Railroad at Quincy, Mass., was in-

augurated, to the present time is shown in the
following table :

Year. Miles Yearly
open- Inc.

1827... 3
18 8... 3
1829... 23 27
l-'.tll... 41 11
1831... 54 13
|)-32... I'll 7r

1833... 576 445
1834... 762 186
18.1.)... 9i8 1.6
18:0... 1,102 181
1337... 1 4:'l 389
1838... 1,8-13 412
1339... 2 -8'' 477
1840... 8 7:j7 £77
1841... 3.319 522
1-42... 3.877 558
1343... 4,174 297
1844... 4 311 137
1845... 4..122 811
1-46... 4,8711 3W
1847... 5 336 466
184,8... 5,682 346

Miles Yearl)
open. Inc.
0,:'50 008
7.475 1.125
8,539 1.U4

1
1
,027 2.438

13,49? 2.470
1 5 672 8,175
J7,3!|S 1.726
19 251 1 t 5.4

22.6.5 3.374
2"). Dili 2,465
86.775 1 665
28,771 8.0 i>

3< 1.593 1 882
31 -,' 9 1.176
38-171 702
33.-60 1,389
34.442 582
35.351 91!)

Ml 896 1.545
38.)-22 1,9 6
42 272 3,450
48, -00 6.588

Year.

1819
185(1

1-51

I8.V2

(853

1854
855
1850

1857
1-58

1859
I-6'l

1-61

l-(82

I- 3
1864
1-65

1806
18i,7

1808

I860
187)

54, -535, increase 5.574.

These ligures show a very rapid progress.
Since 1800, one-half of the present total has
been constructed, and this total is equal to all

the railroads of all oilier parts of the world in

the aggregate. It is longer than the circum-
ference of this earth. It is true that most of
the railroads of Europe are furnished wiih two
or more tracks, while in this country not
more than 25 per cent of the lines are so fur-

nished But-in most instances ihese addi-
tional tracks are not required, and hence we
find them only on the great trunk lines, such
as the Erie, New York Central and Pennsyl-
vania, and their immediate connections East
and West. This, however, necessitates a large
measure of turn-outs, sidings, &c , which may
be reckoned at ten per cent, of the total

length. Thus, in estimating the total equiva-
lent single track in use, we must add 35 per

cent, which makes an aggregate of 73,487
miles, and to this sum must be added about
5,0o0 miles of city passenger railroads, one-
half of which are double tracked ; and to-

gether, these aggregate a length of more than
80,000 miles of equivalent single track.

With regard to the future of railroads.

With the abundance of money now in the

country and its aggregation in comparatively
few hands a great deal can be economically
accomplished. In addition to this favorable
position, peace once re-established and confi-

dence restored, the surplus accumulations of
Europe will again be at our service. The
means are thus assured, and with the wonted
energy of our countrymen the objective will

also be attained. Looking to what is now on
hand and to that suspended from circumstan-
ces of but a temporary nature, we are assured
that most of the great works, projected or in

progress, will be earrie4 to completion. With
moderately favoring conditions, indeed, we
may, without counting ourselves prophetic,

calculate that by the close of another year
our completed railroads will have an exten-
sion of at least 60,000 milas. The country is

now awake to the value of the railroad as the

true developer of industrial progress and
wealth, and hence we may expect a cumula-
tive rate of increase in these modern highways
lo national development. " Progress," as we
said in our last year's summary, " leads but
to new demands and new enterprises," This
sentiment is of universal application.

—The Toledo, Wabash & Western Railway
Company has notified the New York Slock
Exchange of a new issue of its first mortgage
bonds—$2,700,000—on the St.. Louis division.

The Hannibal & Naples Railroad Company
also issues $675,000 first mortgage bonds,
which the Toledo & Wabash Company guar-
antees, thus increasing the liabilities of the

Toledo & Wabash Company $3,375,000.
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Fortunes oJ flailway Officials—How they

are Made—Tbe afew Jersey Central Divi-

dend.

It is unfortunately true that there is scarcely

one threat corporation in ten, and especially

railroads, thai is not beset and devoured by

parasites, in some one or other of their va-

rious shapes. The salaries of officers, though
they sound large, are ollen but a small part ol

the amount annually received f nm all the

sources. A gentleman well informed in such

matters, at the time himself a railroad Presi-

dent, gave us the names and the particular

source ot revenue ot the olHcera of several

large companies. In one instance, we remem-
ber, the President had an inside contract tor

carrying all the barley that passed over his

road ; another a contract for ihe lumber, and

several were owners ol fist express companies,

which proved most prolific sources of wealth.

More recently the practice has become com-
mon of secreily buying largely of the slock of

low priced and unproductive companies, and

of merging them at much higher figures with

companies of real value, to tbe great prolit of

the manipulators. Prolits resulting from the

purchase of lands in the vicinity of sites for

machine shops and points selected lor depots

are looked upon as legitimate gains to those

on the inside and having the fore knowledge.

Probably, however, as bald an exposure of

hands in nefarious transactions r f the parasite

character is tbe recent dividend of the com-
pany lands by tbe New Jersey Ceniral Rail-

road Company. This company, alter having
previously closed its transfer books, decided

to divide among those who were stockholders

at such closing, three millions of laud com-
pany scrip, representing the lands owned by

it on the line of the road, on which §30 per

share is declared to be paid up, which scrip is

all owned and guaranieed by tbe railroad

company. The arrangement is said to be as

follows: Each holder of say 1UU shares of

stock receives $2,000 of scrip at par, on which
itifiOO is declared to have been paid, which
payment, of course is a fiction, and on this

there remains to be paid, when called for by
the railroad company, SI,400, making the value

of the dividend or privilege, if the scrip be

worth par, 6 per cent. If the scrip be worth

only $70, or less, the subscriber gets nothing

or may even be the loser. In olher words,

the stockholders of the Central Hallway who
were such on the day of closing the books,

have the privilege of taking this scrip at the

rate of 70 cents on the dollar, for 3J per cent.

of their holdings, ana if it is worth more than

that, they get the benefit of it, while if they

think it is worth less they need not subscribe

at all. So that after all, it amounts to a sale

of scrip to the stockholders at 70 cents on

the dollar, instead of any dividend. The ef-

fect of this disinterested movement was a de-

cline of the stock, 4 to 5 per cent, in the open

market. The unfairness of this transaction

attracted the attention of the New York Slock

Exchange, which body has declared that it

shall be of no effect, as against the buyers of

the stock since the closing of the transfers.

And this "allotment' being made public for

the first time, six days after it was made, the

brokers who have been sellers of the stock

since, whether for account of the President or

Directors, who were cognizant of an "allot-

ment." or for " any other man," are ruled lo

be liable for the "allotment." or scrip divi-

dend, and required to immediately issue their

due bills therefor.

—

Philadelphia Ledger.

Xortncrn 1'acifcc Kuilroad. The ILaw Concerning; I*iiUlug; Off I'asseu-

{rei-s.

The rails were laid two weeks ago for twen-

ty-five miles west of the junction with the Su-

perior & Mississippi Railroad. John Ross,

who has charge of the construction on this

part of the line, has in use four of Otis' steam
shovels, each of which cost §12,000 The
summit between Lake Superior and the Mis-

sissippi is nineteen miles from the junction,

between Peach Lake and Island Lake. Here
the elevation is 7fl0 feet above Lake Superior,

and 1,394 feet above the sea. The Duluth

Minnesotian, from which we obtain the above

information, describes the route beyond as

follows

:

"The road beyond the summit- passes for

seventeen miles through a hardwood forest.

The present route of the railroad is a little

south of west to the rabbit chain of 'akes, and
thence it turns nearly due south (?). and fol

lows a line nearly parallel to the river for

twenty-five miles to the Mississippi or Brain-

erd. The country along the line of the road

from the junction out, is admirably fined for

railroading purposes; the best kind of gravel

occuring at sufficient intervals to render the

ballasting of the track easy, and cheap, and
first class."

Brainerd, which has been adopted lately as

the name of the crossing of the Mississippi, is

fourteen miles above Crow Wing.

The telegraph announces that this company
purchased, on the 22d inst., t he property of

the St. Paul & Pacific Company, compiling
the main line from St,. Paul westward to Will-

mar, and a branch up the Mississippi from a

point on the main line ten miles above St

Paul to Sauk Rapids, GO miles.

Union Pacific as a Legitimate Investment,

—The late break in the market appears to

be due to causes independent, of the intrinsic

merits of tiie securilies. The business of fhe

road for the first four months of its current

fiscal year, has been more prosperous than

that of 1869. Although the gross earnings

are #243,549 less, yet in the expenses there is

a reduction of $f>4.6,564, leaving an increase

in net earnings of $303,005, at the rate of

$909 000 per annum One of the best fea-

tures of the Co.'s business is its liberal sales

of lands. Within Sept
,
Oct., and Nov.. the

road has sold 53,781 acres, at an average of

S3 71 per acre, making a total from that

source of $213,39], at the rate ol .¥873,500 per

annum. The principal value of this item is

not so much in the direct receipts from sales,

as in the circumstance that this disposal of

lands to ac'ual settlers is building up a per-

raanent.source of freight and passenger traf-

fic along the route to steadily augment earn-

ings. It is apparent from these facts that

there is nothing in the condition of the road

to cause fhe late decline in its securities —
Commercial Bulletin.

—There was filed yesterday at the office of

the Secretary of Stale the following certificate

of incorporation: "The West Branch of the

Painesville and Ohio Valley Railroad. Ter-

mini, a point in Chardon township, Geauga
countv, and one in Hudson township, Summit
county, the road passing through Geauga,
Cuyahogo and Summit counties Capital

stock, SI,000,000. Corporators: George W.
Steele, H. W. Curtis, B. B. Woodbury, Harvey
Cram, Aaron Wilcox, J. W. Pope, Charles K.

Avery, D. T Casement, J S. Casement, L. S.

Parmlv, Horace Steele."

In the Cook County Circuit Court, last

week, a case was tried in which Nathaniel

Shelion sued the Michigan Southern & Nor-

thern Indiana Railroad Company to recover

for damages (estimated at $50,000) alleged

to have bee~ sustained by plaintiff, be having

been put off the train of delendant. between

stations. The 'Iribune reports it as follows :

" The. claim was that the plaintiff look pas-

sage at Elkhart, liol , on i lie defendant's

train, his destination being South Bend, on

the 14th of April, ^08 Having taken a sea 1

,

the conductor took up his ticket. He then

went into another car on the same train, and

being there, the conductor a second lime de-

manded his ticket or fare; he informed I lie

conductor thai he had already delivered his

ticket, but, notwithstanding this, the conduc-

tor stooped the train and caused him to he

put off it, at a point some miles distant from a

stalion. He reascenrled into the cars as the

train starled, and then (be alleged) he Wat

kicked from it while ihe car was in motion.

He fell to the ground and was so injured that

his aim had lo be amputated The company
claimed that the p'aintiff did not at any li-ne

give up a ticket ; that be was drunk, and re-

fused to pay
; that the injury to him resulted

from his attempt, to remount the car, and not

Irom any attempt to put him off.

" The instructions lo the jury were, in sub-

stance, that a railroad conductor is not legally

authorized lo put a passenger from his train

on account of the passengers refusal to pay

his fare merely, at any place other than a

regular station ; it he needs lo remove a pas-

senger, it should be at a stalion. But, if

plaintiff (although there was a wrong expul-

sion.) being safely upon ihe ground and be-

yond the reach of harm, of his own rashness

or negligence suffered the loss of a limb, then

the injury so resulting could not, be ascribed

to damages by the defendant A conductor,

even if warranted in ejecting a passenger, can

only use necessary force—the object to be

attained being the criterion; he may not kick

or abuse him. So, if he was kicked, and be-

cause he was kicked, plaintiff fell and was in-

jured, then he could recover. But plaintiff,

that he may maintain the action, must, prove

that he held a ticket, and offered to surrender

it when called for by the conductor, or offered

to pay his fare, or that in ejecting him un-

necessary force was used, from which he re-

ceived his injuries, added to which he must
show that his own negligence did not mate-

rially aid in bringing about the result. If he

had a ticket and refused to surrender it, then

the conductor might eject him, even between

stations, provided, however, reasonable care

was taken to guard him from injury. So, if

plaintiff was injured in an attempt lo regain

the car, it being in motion, there could be no

recovery."

The jury brought in a verdict for the plain-,

tiff awarding $4,000. The plaintiff has made
a motion for a nefr trial.— Chicago B. R.

Gazette.

JJ®*Florida promises to hecorae hereafter

a larger producer of cane sugar. The crop

this year is a good one, and is said to be moro
profitable than cotton raising.

JSgyThe immigration from the British

American possessions last year, was over 40,-

O0U. This is a pretty good beginuing towards

annexation.
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The Business Problem of the Hour.

How is it that, with the most beautiful crops,

with nothing on the political horizon to disturb

our peace, and with a. public debt diminishing

at the rate of upwaid of a hundred millions

annually, there should be so general a com-
plaint of unremuncrative business? Every
thing appears to be at a stand still, wailing,

Jlieawber-like, for "something to turn up'
1

Mechanics, manufacturers, and merchants all

complain that it is difficult to sell their wares
and merchandise at sufficient profits to pay

rents, expenses, and taxes, and support their

families Sucii a state of affairs can not

Continue long People can not always sub-

sist on debt; they may do so for a time, or

may live oil the profits of the past for a short

season, but there must l»e an end of going

behind-hand. The evil is palpable, and is

felt by all but the very rich.

It is folly to talk about prosperity when we
know that the industry of the country is not

prosperous. Perhaps no two men will agree

as to the. causes of or the remedy for this state

of things, but our opinion is, that business is

at a stand still because the prices of every

thing are too high; and though what we call

money— that is. currency— is abundant, it

costs too much to conduct business and pro-

duce merchandise; it costs too much to live;

every thing, in fine, is on too expensive a

scale.

Men dwell in brown stone mansions at the

west end who should live in plain three story

brick houses, with more comfort and less

show, in more modest neighborhoods. The
"shoddy" days of high prices, extravagant
living, and meretricious show are past, and the

great body of the people should return to the

good old-fashioned ways and means of exist-

ence That if a community makes less money
it must spend less, is as certain as any physi-

cal fact The process of returning to a cur

reucy redeemable in specie renders the dimi-

nution of gains inevitable; all will accumu-
late less than in a time of expansion, and
must distribute less, and this sacrifice will

have to be made sooner or later, while the

sooner it comes the less will be the pressure.

It is but history repeating itself. Every nation

that has abandoned the specie basis and
resorted to paper money exhibits precisely

the same experience. Prices have been kept

up, while profits and earnings have been
diminished ; so, to restore the balance, a

juster relation must be established between
earnings and prices. Such a state of things,

we know, is unpleasant to think of, much less

to realize, yet it will have to be met.

The return from the inflated dilirium of

the past to present sober reality, like most
processes of transition, will be attended with

many discomforts; but the change will be

for the better. We have been in the seventh

heaven long enough, and it is about lime that

we should descend, and stand once more upon

terra firma. We repeat what we said in the

beginning—the price of every thing must

come down. We know that it is difficult for

a man who had thought, himself worth fifty

thousand dollars to awake from the delusion

and find himself only worth twenty-five. Still

he may not be so badly off'; and if he should

find that the income from his twenty -five

thousand has as much purchasing power for

all the comforts and necessaries of life as had
previous;y the income Irom the fifty, he need

have no regrets. If we would have the country

restored to prosperity, with all of her great

industries active and remunerative, we must
get back to normal times, and above all must

have a currency redeemable in coin, so that
the slightest overtrading in our intercourse
with foreign countries will be instantly checked
by the necessity which the banks will be under
to furnish the adverse balance in coin, and
will not be able to pay it. by mere evidences
of debt.

—

Philadelphia Public Record.

— A railroad is projected in Brazil, which
will he of great benefit, lo the commerc" of
the United States. It is to be called the Ma-
deira and Mamore Railway, and will extend
from San Antonia to Gnajara-iMerim, a dis-

tance of about 17b miles. Its object is to fur-

nish transportation of goods going to and
from Bolivia, around the falls of the Madeira
ri\er, which are an insuperable obstacle to

navigation, and now compel traffic to take an
unnatural and expensive route over the An-
des to Peru. It. costs 5 200 in gold to carry
a ton of freight by this route from Europe to

Bolivia; whereas, when the. projected rai.road

j

is completed, if will go by the way of Paris,

costing only one third as much, and still

yielding a handsome profit to the carriers.

The region which will thus be opened to

American as well as European merchants i3

highly productive, aud contains a large popu-
lation, so that its trade will be extremely val

uable.

Mason's and Dixon's Line.—On the 4 th of

August, 1768, Thomas and liichard Perm and
Lord Baltimore being together in London,
agreed with Charles Mason and Jeremiah
Dixon, two mathematicians or surveyors, to

mark, run out and fix the boundary line be-

tween Maryland on the one hand, and Dela-

ware and Pennsylvania on the oilier. Mason
and Dixon landed in Philadelphia on the loih

of November following, and began their wors:

at once. They adopted the peninsular lines
;

and the radius and tangent point of the cir-

cular, of their predecessors. They next as-

certained the northeast coast of Maryland,
and proceeded lo run the dividing parallel, a

distance of 2'M miles, 18 chains, and 21 links

from the place of beginning at the N. E cor-

ner of Maryland to the bottom of a valley on
Drunkard's creek; where an Indian war path

crossed their route, and here on the 9th of

November, 1767— 103 years ago

—

their Indian
escort told them it was the wilds of the Sioux
Nation, that the surveys should cease, and
they terminated accordingly, leaving 35 miles,

6 chains and 50 links, as the exact distance

remaining to be run west to the south-west

angle of Pennsylvania, not far from the Board
Tree Tunnel on the Baltimore and Ohio Rail-

road. Dixon died at Durham, England, 1777;
M-ason died in Pennsylvania, 1787.

lSii.MAB_GAZETTE.
The Railroad Mam's Paper,

("News & Operation,
Engineering,

j Reports,
Management,

13 [Advertising.

IV. KELLOGG, Publisher,
Teems; $3per Annum.] 101 Washington St., Chicago.

C2T WillbeFour Dollars after January 1,1S71._££8

THE FIRM OF WM. J. TOUS« •& CO.

Mathematical Instrument Makers, consisting of Wm.J.
Youno and Chas. 3. Heller, was dissolved shortly be-

fore the death of Wm.J. Young. The undersigned, the

late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen Year*, will continue in the same
line of husini'as, at No. 33 North Seventh street.
Cor. offilbert.

CfI\S. S. UEIXER.
Philadelphia, August 1, 1870. . 29-9-70, 27

Le Tan's
IMPBOVED BOILER

Single AcMnjj for flot
or Cold Water; com-
plete in iiself, with
Wrought lion Crank-
shaft and Connecting
Sod.
#sf"Fastand T.ooso

Pulleys, >team Metal
Valves and Boxes fit-

ted up in the bets t man-
ner.

JEttsTPhotoirraphs &
Price List3 sent on ap-
plication, and entire
satisfaction guaran-
teed in all cases by

W.BarnetLeVan &Co J
S. E. Corner

24th & "Wood Sts., ^^M£>
4 FHILADA.

TO (I 70,70.

GST TSS BEST.

ITiO II1MIS BipgY
10, lO Words and Meanings not in other Dictionaries.

3000 Engravings, i-40 pages Quarto.

Glad to add my testimony in its favor.

Frest. Walker of Harvard]
Every scholar knows its valut.

*L -v" II. Prescott, the Historian.]
;">"i he most complete Dicii na y of the Language.
J_ [Dr. Dick, of Scotland.]

rp be test guide of students of our language.
J_ -[John G. Whittier.]

He will transmit hiB name to latest posterity.

[Chancellor Kent.]
Etymological parts surpasses any thins- by earlier laborers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Elihu Buiritt.j

Excels all other3 in defining scientific terms.
[President Hitchcock.

J

Sso far as I know, be=t defining Dictionary.

[Horace Mann.]
Take it.'iltogether,the surpassing work.

[Smart/the .English Orthospist.]

Anecessity for every intelligent family, student, teacher
and prDfessional man. What Libiary is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing
forthe million.—American Educational Monthly.

Published by G. &. C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.

tDVIK J. HOEXE.H,

Successor to

McDANEI «fc HOKXEK,

~^

Locomotive and Railroad

CAR SPRING MANUFACTURER
M'ilniiugloia, l»cla«BK)
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THE PALACE DAY AND SLEEPING COACHES
OH1 THE

Erie and Atlantic &. Great Western Railway
\re the Fissesf isi Use osb this €ontinrsil

!

IXTbKluU Wife;** OS? THE iiai«A»* 4-AiJ«4i fAll>A<Lii 4Ji»A*J*afc:S.

Ttaese superb Doachcs, built peculiar to the ISroad Gauge, are
attached to the 9:45 I". M. Express daily at Cinciuna.ti, (-nulling

THROUGH TO MEW YORK WITHOUT CHAMSE. Conductors ac-
companying these Coaches through to New Yoriv.

Ticket Offices : SO W. 4th St., Wo. 4 Burnet House and 115 Vine St.

IV. H. Shit t tic. Gen'/ Southern Afjt., Cincinnati, O.

Rim

MA CHINK WORKS,
Branch of Ilarrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OF

MACEXlfZSTS' TOOLS,
SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, £c.

W. T. HILDRUP, Treasurer.

Hawkins- Hprthel & Burrall,

Cibil k ^ec^riieql Enginwhs,
BUILDERS OF

HERTHEL'S PATENT TRUSS,

And other Iron Bridges, Roofs and Turn Tables. Also

Howe's Patent Truss,

And other Timber Borises, Rnols and Turn Tahles. Cor-
rugated Iron Doors, Shutters, and Imn Building Ma-

terial generally. Contractors for Filing, Docking,
and General Railroad Work.

Main St., Springfield Mass.
W. H. Bur*

AMERICAN

Bawkins. Geo P Hcrlhel.

The undersigned are now ready to contract for the
delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA HTEE-L CO.
I'intiLliuit St., PlIILiDliLPHIA.

CAMBRIA IRON CO.,
400 Chesiint St., PHILADELPHIA.

2-21 -3m

BOOTHS DUPLEX,
SAFETY,

Steel and Iron Bail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to 'hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I.. BOOTS! & CO.,
Rochester, ST. Y.

HAVEN & AEEEN,
Tt'i Broadway, H. Y.

CRAND SCENERY!
{©•quickest route-®!

5@ Miles in Distance Saved

Baltimore& Ohio R.R.
—TO—

BALTIMORE,
I'll ILADEL PitTA

,

NEW 1'OllK, avd

BOSTOX,
WITH THK PRIVILEGE OF GOING TOWASHINGTON

ISO CHANGE OF CAKS5
From Cincinnati T3n 1 -fi vn /"iT*d ant* h,,t ^^

orColumhiis to -DcLl L1I11U1 C CHANGE
Phhlad'lphin and New Yurli*

^^I^c'^cTLiJ^irnore&Ohio-R.R

J. [,. WI! SON, Mns'erof transportation.
L. M. COLE, General Ticket Agent.
3. B.GIISSDN, General Western Psssencer A cent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio k Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

J^Tpraon City, and all points on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

T»*IXS Rt>' AS FOLLOWS
St. Louis. Evansville and Cairo

Hull 7:15 A M. 10:55P.M.
Osgood Accommodation.., 3:10 P. M.
Thmueli Western Express-
Ninht Express

The 5:10 P. M. train runs daily. Trains run by Vin-
wnnes time, I" minutes slower than Cin'ti time.

For tickets or -information apply a ^ Offices. 1" f
-£ "Vino

Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. O. BONBURANT. Superintendent. Cin.O.
C.E. FOLLET.GeriMTick't Ar'i, S'. Louis. Mo.

8:45 *. M.
. 5:V> P. M. 8:30 P. M
.10:90 P. M. fi:00 A M.

mums en is

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdelt Car Wheel, Tire & Machine Co.

Manufacturing Agents

Wilmington. Delaware, or
CHAS. BOCKUS «Ss CO,Uosion,Masi.

2-12-P, 62

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 18:16

Allkinds ofEailroa(Machinery
GEORGE G LOBDELL. President

P. N. BRENXAN', Treasurer.
WM. W. LOBDELL- Secrctatf

12-6-70,53
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1400 BILES under 860 J11LES without

One JljoageiECDf

.

Uangc of Coiclics.

BROAD CAl'G£, I>Ol liLE TICACii ROUTE

Providence, Albany,

PITTSBURG, HARRISBURG
lr*liilticlelpliiiT 15iiiti3ixoi"e»

And Priiicipul 1'oints in

NEW YORK, NEW ENGLAND
A.\DPennsylvania.

This Railway extontis from
CINCISNAU to NEW YORK, - 800 Miles.

CLEVELAND to NEW YOKK, - 625 .Miles.

DUNKIRK toNEvV YuKK, - 460 Miles.

BUFFALO to NEW YOKK, - 423 Miles

ROOIIESIER to NEW YOKK, - 385 Miles

22 to 27 MILES-the'sHOBTER ROUTt.

TWO EXPRESS T»4AIISS DAILY
Leave CINCINNATI from DEPOT, corner Fifth

and Huadlej' Streets, by Columbus, O., time,

which is 7 ninutes taster than Cin'ti time.

7.00 A. M", CINCINNATI EXPRESS,
(Sundays -excepted.) Arrive bayiun 9. 10 A.
M.; Urban., 10.29 A. M ; Gallon, 12 57 I .M.;

Mantfield, 1.40 P. M., West Salem, 2.50 P-

M. (Diuei. (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadviile, 8.00 P. M. (Supper);
Susquehanna, 7. £5 A. M. ( Kreikfast) ;

Tur-

ners, 1.40 P. M. (bine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pitt.-burg Kailroad for Hudson and Cleve-
land; at Elmira fur Williamsport and the

Suu'h; at Dingbampton for Coopersiown,
Albany and the celebrated summer resort,

Sharon Spring?, and at New York with
atternoon trains and steamers for Boston and
New England cities.

9.45 P. M. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.;U ban a,

125 A.M.; Galion, 3.58 A. M; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (LSkfat);

Akron, 7.38 A.M.; Ravenna, 8 25 A. Kl.j

Meadviile, 11.20 A. M. (Dine); Hornells-

ville, G.19 P.M. (Supp-r) ; New York, 7.00

A.M. Connects at Maustield wit h Pittsburg,,

Ft. Wayne & Chicago Railway fur Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadviile
wiih Frauklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with

morning trains for Boston and N. England
cities.

New anil Improved Cinches of ttie >t.vle peculiar to the
Broad G.iu-je. arrHnjred for both Day and Ni^lit 'travel.

ars attached (o this tiain at Cincinnati and run through to

N«w York, forming tlie Only B.isie running through
860 Miles without Change.

Boston and Sfew E:i{;ian«l I*asseiifjcr«,
with their B-iffgnse, are i rmisferred i'3t£2£
OF CIIAEtlE in Hen York.

JO3 The Erie Railway Company has opened a new
Ferry from their Jt-rsey City Depo to the foot of Twenty-
tiirJ Street. New York, thus enabling parsengers to reach

he l? per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.

jr~p The scenery along the entire route of the Krie

Railway is of ttie most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever chancing landscapes sub
ects of continual admirati n and interest

BagrgageCheck'd THi-oiig-li
And Fare always an Low as by any other Bottle.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin.

cinnati, 80 Wesi Fourth Street, 115 Vine Street. 4 Bi met
II Jose, and foot of Broadway (Spencer House Bind;) apd
at all priucipaJ Ticket Unices in the Smth and South-
west WM. It. BARK,
W- B 8HA.TTCC, Geo. Pats' r Agt.

Geaeial (Southern Agent-

Besl kvuie'ld Si. L«/iii*aiid I'h csgo

I NDIAWAPOLIS,
*- CINCINNATI

LAFAYETTE RAILROAD
Gr-- IThrcugL Passenger Route from CINCINNATI to

*&£p

CAIRO,
CHI C A.GO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Kail and Hjver Towns and Citipsin the West,

North west and Suuth-west.

TTTThe" 35 A, 51. train rurs daily.

ON AND AFTER SUNDAY. DEC. 5TH, 1Sfi9, 1RATNS
WILL LKaVE PLUM STREET DEPOT, AS FOLLOWS:

Leave. Arrive.
Indianapolis and Lafayette Mail .... ^.20 am 32 4t> am
St Louis and Sprinirfield Express... 2.40 ]>m 7 35 am
;; SL. Louis and Springfield Express. 1" 2n pm 3.42 pm
Liwrenceburg Accommodation It). U) am 2.35 pm
Lawrencehurg Accommodation 4.: pm 8.25 am
The lO.iO pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 OOara 10.15 am
Chicago Express. C 50 pm n 3' 1 pm
Harrison Accommodation 5.30 pm 7.10 am
ThroughTickets can be obtained ai the iim net House

Office, cornel oi T Mid and Vine ; Kivei Office, earner of
Walnut Street and Kivei-; and at Depot, corner of Plum
and Peai istreets. I he splendid PiisseDger Depot of the
I . & C. Railroad is abou t a mile oeaiei il e businesscenter
of the cDy tl.an the Depot of any other railroad, and with-
in a Ten' squares of the Postofnceand principal hotels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
F. B. LORD, General Ticket Agent.

Uincinnatij Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPA.RT. ARRIVE.

Eastern Express (Krie Railway). 7:00 A. M. 6:3b P.M.
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M 10:25 P. M-
do do do 0:30 P. M. 7:00 A.M.

Lima Fort Wayne &. Chicago 7:15 A.M. JOria P. M.
do do do .... 2:30 P.M. 5:40 p. M-
do do do . . 0:3" p. M. 7:30A. M.

Sandusky. Cleveland &. Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation . 2;;-:o p. M. 10:v0 A. M.
Sandusky, Cleveland & Ruffalo.. 6 30P M. 10:20 A. jl.

Munciede Indianapolis 7:15 A.M. 10:25 P.M.
do do --. 5:C0 P.M. 1 :S0 P. M.

Hamilton, Eaten & Richmond.., 7:15 A. M. 10:25 P. M.
do do do- ... 5:t!0 P. M. 10:20 A. M.

Uamiltcn Accommodation 9:30 A.M. 8:05 A. M.
do do 6:50 A M.

Trainsrun SEVEN MINCTES FASTKR than Cincin-
jatitime.

For allinforraationand throughtickets. please apply at
tneold office, south-easl cornet of Broadwayand Front; Bur-
net House O0ice, corner Vine and Bakerrtreets.and at the
raipective depots. East Front and West Sixth streets.

D. MrLABKN. Gen'l Superintendent.
SAM'L STKFIUNSON.GenlTick'tAg't.

3mnibusetcall for passen.erF

The Old And Reliable Route.

Through to Pittsburg without Clinnge.

The PITTSBURG. F0KT WAYNE «fe CHICAGO RAIL-
ROAD, in connection, with the Cincinnati, Hamilton &
Dayton, and Little Miami Railroads, still cont:nue to trans-

pott produce and merchandise between Cincinnati and
Pittsbusg. Philadelphia. Bdiim ,:re

( New York or Boston,
and ail Kastern points with the greatest promptitude and
dispatch.

For Rates, Bills of Lading, or any information desired,

shippers will please apply to

IT. W. BROWN & CO.,
No- 27 West Third Street, Cincinnati.

W. P. SHINK, General Freight Agent.
Pittsburgh, Pa.

No. 1<

LOUISVilLS & CIKC1KHA1I

SHOBT-ilME HAILEDAD.
On and ;ifter June P, trains will run as follows:

[%J#te 3^ J5Xi*KKNa ]raveP Cincinnati 7 20 A.
l^B *'• *ad M. Daily (except Sundays). Mops regulnriy
ai Walton, Etiistun, Sparta, Libt-ay, Wur.hvilie. (Jaiiiu-
bellbburg, Lagrange. Peuee Valley, Anchorage; when
fl gged, -it St^uth C' vii'gU n. Maur.ce, Indupeuoence, Bank
Lick, Verona, Zion, Gtence, fa-agle, Carrollton, Sulphur,
Pendleton ; arriv«6atL uisville 1JS.05 P. M.

T%i*> ^4 SOL'TlfiJLKK FAST LINE !«*-. j
i^«J»o \J0 Ciiicinnaii at 1.2« P. M D?.:.y (except
Sundays). Stops only at Walton. Wurthvble, and La-
grange ; arrives at Luuiaville 5.^0 P. M.

"paj^jj *bJ MAIL leaves Cincinnati 5.00 P. M
1 «l ^? • C5 Daily (*x?rpt ruilday.-). Stops regularly
at Walton, t Hist n, Gleueoe, Sparta. L berty, Worthvillc,
Ciimpi eilsburg. Sulphur, Lagrange, 1'ewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, lude-
pe: deuce, Bank Lick, Verona, Zion, Eagle, C^r ollton,
Pendleton ; arrives at Louisville 10.00 P.M.

\ KItiBiT EXPRESS leaves Cin
J* cinnati at 11.(5 P. M. Daily (except

Saturdays). Stops regularly at Worthville, Lagrange, and
w^en flagged, at Walton. Verona, i Histon, lencoe. Sparta,
Liberty, Eagle, Campbellabuig, Sulp!:ur. Pendl- ton pewee
Valley, Anchorage; arrives at Louisville at 5.00 A.M.
JlT'No. 6 connects at Lagrange with the Lexington

Trains, arriving at Prankfortat 6.14 p. M., Lexington
7 45 P. M., QUICK '11ME.

IP13 The BestR<mte to the S^u'h. More Daily Trains
and Quicker Time lhao any Line from Cincinnati.

JlSiNUY Sl'EFFEE, Geu Ticket Agt

CENTRAL R.' R. OF NEW -JERSEY,
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Kailroad, and at Eas'on
with the Lehigh Valley Kailroad and its connections,
forming a direct line to Pittsburg and the West, withuut
change of cars.

ALLENTCWN LINE TO THE WEST.
Sixty milfg and three hours saved by this tine to Chicago (

Cincinnati. St. Louis, etc, with but one change of cars.
Silver Palace cars through irom New York tu Chicago.

FALL ARRANGEMENT.
Commencing August 30, lc'69. Leave New York as

follows

:

0:55 a. in.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckl.annock
6;c.

7:15 a. m.—For Somerville.
S:SO a iu.— For Flemitigtun, Junction, Stror.isburg

Wali-r Gap. Scranton, Kingston, Pi'tston Ureal Bend, &c.
J'Z ui.— For Flemiugtoii, Eas^n, Allentown, Mauch

Chunk, VYilkesbarre, Reading, Columbia, Lancaster,
Ephrala, Liiiz, Pottsville, S'cranton, Harrisburg. Ac.
3:30 fl>. nu.—For Easton, Allentown, Mauch Chunk

and Belvidere.
4:30 p. m.—For Somerville.
5:25 i»- ID-- k'vr Somerville and Flemington.
6 p. bw.— For Easton and interuiediatestations.

7 p. in.— For SoiuervlhV.

7:20 p. m.—Emiukast—Stopping only at thejrinci
pa) stations.

9:00 p. 'Bis.— For Plainfield.

11:50 p. ill.—For Plaiufield, on Wednesday and
Saturdays onlj

.

FOR THE WEST.
9 a.m.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown. Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for trie and
the Oil Regions- Connects at Junction for Stroudiburg,
Water Gap, Scranton. cvc. Connects at Phillipsburg fof
Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Express, daily {except Satur-
days.)W Easton. Bethlehem- Mleutown, Reading, Harris-
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Cars
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion^ to ncranton. This train will be run to Easton on
Saturdays as a local train, stopping at principal stations.

8 p. m.

—

Western Express Train, daily, for Easton
Allentown, Reading. Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Erie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15
e:!5., S:30, 0., 9:20, ]o:30, 11:40 a. m —12 m., 1:(0, 2:i0
3:00.3:30,3:45,4:15. 4 30,4:45,5:10,5:25,5:45.6:00,6:25.
7:10.7:2 ,7:4U,8:iO 0:00,9:40 10:45. 1 1 :50 p. m.

Tickets for the West can be obtained at the office of the
Central Railroad of New Jersey, foot of Liberty St.. N. Y.,
atNo. 1 Astor House; Nos. 254, 271. 526 Broadway ;.'f

No. 10 Greenwich st., and at the principal hotels.

11. E. RICKEK.SuperintcndeC*
t* *tj>mi%,Qitti Pass.Agt#
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The Geologists and Their Work in Ohio.

Dr. Newberry's report on tbe Geology of Ohio

is published, and contains many valuable

facts. Dr. N. thinks, as we do, that there is a

good deal of poetry in the natural fahric of

nature. One of the first paragraphs we meet

with is the following on the coal formation:

" Coal is also not without its poetry. It has
been formed under the stimulus of the sun-

shine of long past ages, and the light and
power it holds are nothing else than such
sunshine stored in this black casket, to wait
the coming and serve the purposes of man.
In the process of formation it composed the

tissues of those strange trees that lifted their

scaled trunks and waved their leathery foli-

age over the marshy shores of the carbonife-
rous continent, where not only no man was,
but gigantic salamanders and mail-clad fishes

were the monarchs of the animated world."

This is quite poetic, and like most poetry

derives its chief charm from being wholly

fictitious. But the point which interests us is

the practical, and we would here refer to the

immense, and in fact unsurpassed advantages

of Ohio lor the manufacture of iron, salt and

wool. The first element of any success in

manufacturing is an unlimited supply oj'yood

coal. This Ohio has remarkably in both

variety and quantity. All the coals of Ohio

are bituminous; but for nearly all purposes

this is tbe best coal. There are three prin-

cipal kinds of coal economically considered-

1. There are dry, open-burning or furnace

coals; 2. cementing or coking coals ; 3. can.

nel coals. The first include those which do

not melt or coke, and may be U3ed in tbe raw

state for ibe manufacture of Iron, and for

manufacturing purposes this is the best kind.

I'he second to a greater or less degree melt
or agglutinate, hence choke up furnaces and
can not be used without coking. The third,

"eannel" coals, are more compact, and con-

tain a larger portion of volatile matier, hence
are chiefly valuable for househuld purposes.

"In Ohio, it chances tha the lowest stratum
in the seneM is generally a turnace coal.
Aiuug its northern line of outcrop this is
knuwu as the "Brier Hill coal." This coal
enjoys a deserved celebrity lor its adaptation to
ttic manufacture ol iron, and now furnishes
the tuel by which half the iron produced in
the State is made. In consequence of the
structure of our coal basin, this coal stratum,
underlying all the others, and dipping towards
tliesoulu anu east, is, lor the most pan, cov-

ered by the overlying rock. As a conse-
quence, up to the present lime it has been
worked only along its line of outcrop, and the
great area it occupies below drainage is
almost untouched. It is plain, therefore, that
tile time is not far distant when our people
will be driven to reach and work it by shad-
ing. In Ouio we have as yet sunk but two
or three shalts to reach seams of coal, and
these to no great depth; while nearly all the
coal mined in Great Britain is obtained by
shafting—surnetimes to the depth of 2,OUO
feet."

Here i3 an important fact. Notwithstand-

ing the already great consumption of coal in

Cincinnati, yet scarcely a dent has been made
on the surface. There can be little doubt

that shafts sunk to some of the lower seams
would produce even richer coals than we
have, and it is certain that coal would be found

much more convenient to our great towns

than the mines now are. The cost of getting

coal by shafts from 2U0 to 1,000 feet deep is

but little greater than getting it in the present

manner.

But the most important fact of geological

research in Ohio, is in discovering and devel-

oping the best localities of iron in Ohio, in

connection with the coal to work it. Dr.

Newberry says :

" In most countries certain varieties of iron

ore are found associated with coal—black-
band, clay-iron stone, Ac,—and in these ores
Ohio is far richer than any of those States
that share with her our great Alleghany coal
basin. Again, our coal field is so situated,

and the coal it furnishes is of such quality,

that a large part of the richer crystalline ore
found in other States must inevitably be
brought to our territory to be smelted and
manufactured."

It is exactly this that has so greatly and
rapidly developed the iron manufactures at

Cleveland, and which will soon bring up

Ohio to the first rank of iron manufacturing

States.

Iron, it is' well known, is of several very

distinct varieties, The richest irou ore is the

"Magnetic Oreide," which contains 72 per

cent, of metallic iron. This ore is found in

the Eastern States, along the Adirondacks, in

Canada, &c. It is tbe Champlain ore, and is

manufactured chiefly in New York and New
Jersey. The next ore in richness is the

"Specular Iron." When free from foreign

matter it contains 60 per cent, of metal.

Most of the Lake Superior ores and those of

Missouri are of this character. This is of

great importance in Ohio; for it is manufac-

tured largely in the furnaces of Eastern Ohio.

Two-thirdi of the iron mined in the great

Marquette district of Lake Superior are

brought tu this Slate aud manufactured here.

The product of the Lake Superior Mines is

640,000 tons per annum ; aud one-third of

that is smelted with Ohio coal, because that

is the best coal for that purpose.

Of the iron iu this State Professor Newberry

Says :

"Within our own territory we have all the

varieties of iron that are ever associated with

i
coal, viz : blackband, kidney ore, stratified

ore—or as it is called block ore— and, in less

abundance, brown hematite, the hydrated
peroxide of iron. Of these the blackband is

a bituminous shule, largely impregnated with

iron, taking its name from its stratification

and black color. In its natural condition il

coutains from 20 to 33 per cent, of iron, but

by burning off tbe carbon it becomes much
richer. This ore is found andlargely used iu

Mahoning and Tuscarawas counties, and is

known to exist in Columbiana. Sought for

by thuse who know it, it will undoubtedly be

discovered in many parts of the State. It

smelts with great facility, making very fusible

iron, aud such as is especially adapted to

foundry purposes. The kidney ore—an
earthy carbonate of iron—generally forms

balls or concretions, lying in tbe shales of

i he coal formation. Where these shales have

been extensively eroded, the ore is cheaply

mined by "stripping;" and was the main de-

pendence of most of our furnaces previous to

the introduction of the crystalline ores. The
yield of the kidney ore in the furnace will

average about 33 per cent., or three tons of

ore make one of iron. This ore is found, in

greater or less abundance, in every country

included with the coal area. The "block
'

ores of the coal measures vary m'^-h in purity

and abundance iu different loc; li ies. They
are generally strata of limestone charged

with iron. In the southern portion of the

State, ore of this character forms a large

number of distinct beds, from two to six feet

in thickness, and constitutes tbe principal

source of supply of some forty furcaces now
in blast in that district."

As we have stated in a former article, there

are now about 80 furnaces in Ohio; 43 of

which are in the Lawrence or Hanging Rock

reo-ion^ and the residue, with three or four

exceptions, in the Youngstown or Mahoning

section. If the development of the coal sec-

tion continues, the furnaces will be doubled.

The Geological Report notices very prop-

erly the immense improvements in the iron

manufacture. The use of raw coal has put a

new face on the whole iron manufacture. A
few years ago the old charcoal furnaces were

thought good when they made 50 tons per

week. Now, there are, furnaces in Ohio

which produce 300 tons per week, and in Eng.

land, much more.

We need scarcely say that the increase of

iron and coal production, will have a very
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great influence on the prosperity of our rail-

roads. Half the railroads in Ohio will be

largely employed in the carriage of coal and

iron, when the development of those ar-

ticles shall be accomplished, as it ought to be

very soon. New railroads, however, will have

to be made, in order to carry coal and iron to

regions which are now unsupplied. The

whole south-eastern portion of Ohio is full of

coal and iron ; while on the other hand, the

north-west of the Slate has neither, and can

get none so good or so well as in our mineral

region. Hence, such railroads as the Atlan-

tic and Erie must be made. They are neces-

sary, and they will at once develop a business

for themselves, and in the end have the very

best of railroad business, enough and profit,

able.

TSio GJrowtlJ of <PUies.

How Cincinnati is affected by the influences

which control the growth of cities, referred to

in our last issue, and what must be her future

condition, is the subject which we propose to

consider in the present article.

Three main influences will perhaps govern

our future destiny, modified to some extent by

minor ones, to-wit: 1st. The concentration of

railroad termini. 2d. The power to produce

domestic industrial products of equal quality

at as cheap a rate as similar products can be

produced by other cities. 3d. Suitable area

upon which the city may expand.

To the importance of the first of these

influences we are suitably aroused, as is

shown by our support of a road to the South,

to which we offer a contribution of ten mil-

lions of dollars. Whether our zeal for this

improvement is tempered by prudence, is for

the future to show. Most unfortunately we

are not a railroad people. We see our neces.

sities, but are without the experience to guide

ns to the right remedy. We have large means,

but are deficient in enterprise and experience.

We have a stagnated population, so that the

movements which are to affect our future are

of necessity left to be directed by parlies but

little interested in our welfare.

Although our city is penetrated by railroads

from almost every direction, yet but two are

under home control
;
and eveu thesS, after

blighting our success for years, by a mo.
nopoly of the railroad avenues, have at length

surrendered to foreign control, which may at

any moment sap our prosperity -by turning

business away from us. These are the dangers

which beset us through railroad influences.

We have no bond of interest to tie them here.

So long as the aggregations of trade—of do-

mestic products center here, it doubtless will

be the interest of those roads to have their

terminus with us, and so long we will have

the facilities which they furnish; but let a

rival point hold out greater inducements,

—

let Louisville, for instance, show that she is

central to a larger area of country, that she

has facilities for domestic production which

we have not, (to-wit: a vast water power,)

that she has a great plain upon which to

expand, mora for the erection of workshops

indefinitely, with land suitable for the domi-

cil of the industrial population at reasonable

rates,—then what influences have we to hold

these railroads? Trade centralizes;—where

trade is, there more trade goes. Buyers

and sellers go where the larger numbers

meet—where the greatest amount of mer-

chandise is concentrated—the greatest assort-

ment and variety. Our city has heretofore

been the head of the market for this region

—

so conceded by all. Capital centered here,

as did skill and enterprise. It has been the

central market for agricultural products, as

well as raw material for the workshop. Skilled

labor has been assisted by every variety of

labor-saving machinery. All economies are

availed of, so that heretofore almost every

kind of domestic production has been afforded

at a large per centage less of co3t than the

same article could be produced for at other

points. Hence our advantage as being the

hsad of the market.

The second point to consider is, domestic

productions—the rates at which our skilled

labor and workshops can furnish as compared

with other points. With all our advantages,

we are losing this vital element of our

prosperity. We have only to look around to

Hamilton, Uayton, Springfield, Richmond,

and scores of other points, to see that we are

circumvented on every hand. Already these

cities run up their great establishments by

the score—their mills, their factories, their

foundries, finishing shops, rolling mills and

forges, and the thousand lesser establish-

ments, all of which would have gravitated

to this point had suitable facilities offered.

What is the want? Obviously cheap land.

The workshop has to stand upon land the

cost of which materially interferes with cheap

productions, and the operative is forced away

from his labor for a domicil the average of a

mile or a mile and a half, and his shelter is a

single room, in a cellar or a garret, at exces-

sive rent—hence the stampede to surrounding

cities, where the advantages of comfortable

homes may be had and contiguous to their

labor. How is this to be obviated, or can it

be? There is but. a single remedy, and this

is by provision of suitable avenues for access

to the valley of Mill Creek north of the city,

where we may have all necessary facilities

for development indefinitely, and regain what

we have lost by our tardiness to perceive our

jeopardized position and the means and pro-

cesses of reeoverv.

fi@"Since 1840 only 105,750 Chinamen
have arrived in this country. It. is estimated
that there are not more than 60,000 now in

the United States.

Railroad Bonds as an Investment.

Experience has demonstrated that tfTere is

no safer investment for money in the United

States than the first mortgage bonds upon

our railroads, and now that the government is

no longer a borrower in the money market,

but is freeing capital by paving off its debt,

these securities are in steady demand at fair

rates, and first class railway enterprises are

thereby stimulated, and the country benefited

by their construction.

There is no reason whatever why this will

not continue to be the case with all new rail-

way projects of merit, and as the number of

such schemes, even in the old States, are

largely on the increase, and the whole South,

and the territory west of the Mississippi may

be said to be unsupplied with railroads, and

yet rapidly demanding them, capital will

doubtless flow to their support, not only from

the opulent parts of our own country, but

from the wealthy portions of the whole civil-

ized world.

The rate of interest these securities pay, the

facts that their principal and interest are

payable in coin, and at any of the commercial

centers of Europe or America, and that they

are of convenient denominations, and their

coupons pass current among banks, and the

security upon which they are basejd so certain

and growing in permanent value by every

improvement in the country, give them a

sort of universality only equaled by the securi-

ties of the British Government, or those issued

by the United States during the late war.

Only a few years since these securities like

other representatives of railroad values, were

rather speculative interests in the money
markets, mere toys for bulls and bears to play

with, whose absolute worth was not known

and therefore subject to such inflations and

depressions as railroad stocks now undergo.

Besides, their legal status was not defined.

Of the various classes of bonds and stocks

issued upon railroads, and they were nume-
rous and of strange nomenclature, the first

mortgage bonds were supposed to be para-

mount, yet there were legal doubts as to their

power. The courts had not determined

whether they had priority of lien upon the

property covered by them, or whether they

were subject to division with other interests

that had added value to the property upon

which they all depended. These questions

have all been settled, and there is no more

doubt now about the rights of a first mortgage

upon a railroad, than there is about a similar

lien upon a farm.

The conclusion of this question doubtless

has something to do with the prompt payment

of the interest upon these first liens. The

tricks of dishonest management by which the

interest upon subordinate securities is passed

for a time, or allowed to accumulate indefi-

nitely, would soon change the control of such
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roads if practiced upon the first mortgage

bonds; consequently such managers, whatever

else they may do, meet promptly the interest

upon these securities, and as honestly directed

railroads must pay upon these liens before

they pay upon anyothers, iftheycan payatall,

and the experiment in ihe United States shows

that out of about one thousand railroads in

the Northern and Western States, carrying a

bonded debt of about Six hundred and fifty-

five millions of dollars, yielding an interest

of upwards of fifty millions of dollars annu-

ally, but three roads default in the regular

annual or serai-annual payment as the case

may be, of the interest upon their first mort-

gage bonds, and these exceptions are so

small as compared with the whole, that they

are hardly worth considering, and certainly

can not in the least cast a shadow of a doubt

upon the credit of the other railroad interests.

Indeed, we do not know of any other invest-

ments, of so large an amount, and in such a

number of ventures, that have not a larger

number of exceptions, and that are not sub-

ject to many more contingencies to perils than

these.

It is thus that first mortgage American

railroad bonds have grown into popular confi.

dence and become sought for by capital at

nearly or quite their par value, and have be-

come fixed in the money markets of the world

as among the best of securities, because the

most productive, and quite as certain and

permanent as any others, whether national

or corporate.

The promise for the new railways of the

country is very flattering.^ The way has been

well paved for them. There is no reason

whatever why they may not command all the

means necessary to secure their rRpid comple-

tion, and upon terms that will relieve them

from the excessive exactions that were im-

posed upon many of our earlier enterprises

and that for many years weighed them down

to the verge of bankruptcy. Such new works

must be directed by integrity and experience,

they must go into the market for money,

clean, and with a good local expenditure in

substantial work, and .with such an issue of

securities per mile of road, as like works

similarly situated have proven themselves

capable of sustaining, and there will be little

or no difficulty in obtaining it. If well

presented, such securities will be sought for,

and at once take their places beside those that

have stood the ordeal of many a financial

convulsion, and long since been recog-

nized in the market a3 favorites.

Within the next ten years, it is likely up-

wards of two hundred millions of dollars will

be wanted for the construction of new rail-

roads in this country. The calculation is

probably too low. Of this vast sum the larger

part must be borrowed, and that too upon

first mortgage bonds. It is encouraging to

know that it can be had, and it is gratifying

to believe these just demands of capitalists

are the beginning of a wholesome and much
needed reform in the management of these

extensive and important undertakings

Northern Pacific Rttilro.ttl Bonds.

MR. EDWARD H KXIGHT.

We received a pleasant call from Mr. Ed-

ward H. Knight, who comes 'to our city as the

agent of the banking house of Jay Ooobe & Co
,

and for the purpose of making arrangements

to place upon our markets a part of the bonds

of the Northern Pacific Railroad.

The fiscal agents of this company, Messrs

Jay Cooke and Co., have completed nego-

tiations in Europe for the sale of a sufficient

I number of the bonds to finish the road as far

westward as the great bend of the Missouri,

and they desire that the remainder of the

issue be retained in America, as the invest-

ment will be more productive than govern-

ment bonds, arfd in every way as convenient

and just as safe.

The people have given this company a

pretty large slice of the public domain, a trifle

over twenty-two thousand acres to each mile

of road, or in the aggregate, an area greater

than that of the six New England States with

Maryland added, or about the size of the two

great States of Ohio and Indiana, and as this

vast estate is included in the mortgage by

which these bonds are secured, it is well

enough we think, that they derive some of

the profits at least, of such an investment,

and not allow the entire golden income to go

to Europe.

These bondsare first mortgage upon road and

lands, are of convenient denomnations, payable

principal and interest in gold, and yield seven

dollars and thirty cents per annum upon each

hundred dollars, are registered and may be

exchanged for coupons, or coupons may be

transferred into bonds
; the principal and

interest may be paid in New York or in any

of the financial centers of Europe, and in the

coin of the various European countries as

may be desjred.

The agents, in their prospectus for the sale

of these securities, say of the mortgage:

For the security of the first mortgage bond-
holders, and obedient to Act of Congress,

the general mortgage covering the property

named above is recorded in the office of the

Secretary of the Interior at Washington. The
Trustees of the mortgage are Messrs. Jay
Cooke, of Philadelphia, and J. Edgar Thom-
son, President of the Pennsylvania Central

Railroad Company. These Trustees, who di-

rectly represent the bondholders, are required

by the terms of the mortgage to see that the

proceeds of all sales of First Mortgage Bonds
are devoted to the construction and equipment

of the road, and that the proceeds of land

sales are used in purchasing and cancelling

the bonds of the Company if they can be

bought before maturity at not more than 10

per cent premium; otherwise the Trustees

are to invest the proceeds of land sales in
United States Bonds or Real Estate Mortgages
for the further security of Northern Pacific
bondholders. At all tine; until the entire
bonded debt of the Railroad Company is paid
off and cancelled, the Trustees are required
to see that they have in their control, as
security, at least 500 acres of average land
to every $1,0(10 of outstanding first mortgage
bonds, besides the railroad itself and all its

equipments and franchises.

And of the profitableness of an investment

in these bonds they say :

We are not willing to admit that any
investment can be safer than the bonds of
the United States, which, as the Government's
agents, we placed in the hands of the people
of this country and of Europe. But since the
Government is no longer a borrower, but is

rapidly paying off its existing debt, and as

the great work the nation now has in hand is

not that of preserving its existence, but that

of developing a continent, we call the attention
of those who desire to increase their income,
while still having a perfectly reliable invest-

ment, to the following facts:

United States iV20's, at their average pre-

mium, yield the present purchaser less than

5J per cent, gold interest. Should they be
redeemed in five years, and specie payments
be resumed, they would really pay only 4$
per cent., or if in three years, only 3J- per
cent., as the present premium would mean-
while be sunk. -.

Northern Pacifie 7-30's, selling at par in

currency,. yield the investor 7 3-10 per cent,

gold interest absolutely for thirty years, free
from United States lax. $1,100 currency

'

invested now in United States 5 20's will yield

per year in gold, say $62.00. $1,100 currency
invested now in Northern Pacific 7-30's will

yield per year in gold $80.30. Here is a
difference in annual income of nearly one-

third, besides a difference of 7 to 10 per cent,

in principal when both classes of bonds are

redeemed.
With the same entire confidence with which

we commended Government bonds to capital-

ists and people, we now, after the fullest

investigation, recommend these Northern
Pacific Railroad bonds tu our friends and the

general public.

Mr. Knight is thoroughly posted in the

object of his mission, and quite intelligent

upon the progress of the work, the plans cf

the company for its future, and the physical

peculiarities of the country through which

this great thoroughfare is to pass. We
acknowledge our indebtedness to him for

much valuable information upon this great

undertaking.

The Big Sandy Railroad to be Boilt.—
Oar readers will rejoice with us when we
announce, as we do now, that that great

enterprise, the Big Sandy Railroad, is a suc-

cess at last. The road will be built. The
committee of our citizens, which has been in

consultation in Cincinnati with Messrs. Cut-

ler, Jones & Co., the contractors, returned

Thursday night, and now report the contract

closed for the building of the Eastern division

of the Elizabethtown, Lexington & Big Sandy
Railroad, commencing at Lexington and run*

ning to the Big Sandy river. Four thousand

bands are to set to work about the 1st of next

March, and the road is to be completed in two

years.

—

Lexington Observer.
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Railroads of tise EJsalted States.

A Tabular S/a/ement showing the Length and Cost of each Work at

V the close of the financial year ending nearest to January 1, 1871.

( Not including City "Passenger Railroads.)

STATU OF MAINE
Corporate Titles or ^-leng

Companies. Total.

Androscotrtrin 20.50
5 00

!'

Le>viston Branch
, Androscoggin Vallev (project)

Atlantic an J St. Lawrence (N. II. & Vt.) 79.

Branch „ '.50

Bangor, Oldtown and Milfjrd IS 1)0

Bantror and Piscataquis 40.CO
Belfast and Moosehead Lake 34.50

Boston and Maine (N. H &. Mass.) 2.50

Calais and Baring 6 00
Branches 5.50

European and North American 100.00

Orono Branch 0,00

Ilouston Branch 6.00

Knox and LiDcoln 46.50

Leeds and Farmingtoa 35.50

Lewy's Island 10.50

Machiasport '.50

Maine Central 137.M
Newport and Hextsr 16.00

Portland and Kennehec 63 00
B*th Branch 'J.50

Portland and Ogdenshurir 48.10

Portland and Oxford Central 28.00
Portland and Rochester i 52 0;»

Portland and Rutland (N". H.) 4-U'O
Portland Sacn and Portsmouth : 53 50
Portsmouth. Great Fads and Conway (N. H.) 3.50

Somerset 34."0

Somerset and Kennebec 37.00

Total 972.01

th in Miles.-,
Completed.

215. 50 |

5 00 !

Cost of Road
and Equipm't.

$800,()H0

70.00 I

1.511 (
I3.H0
40.0 '

34.50
2.50
fi.00

I

5.50/
Ofl.OO >

6.00 j

6 00
14.01)

36.50
16.50
7.50

137. 81

16.00

63.00)
9.50 !

2".(10

28.00

52.00

5:i..i0

3.50
13.00
37.00

eio.ai

( STATE OF NEW HAMPSHIRE.

Ashulot ..: 23.76

Atlantic and St. Lawrence (Maine & Vt ) 54.00

Boston, Concord and Montreal 03.54

Boston and Maine (Mass. & Maine.) 35.00
Great Falls Branch 2.75

Cheshire (Mass )
". 49.92

Concord 34 53
Hookset Branch 7.00

Concord and Claremont 27.16
Cpntoocook Biver 14 64
Dover and Winnepiseogee 28.50
Eastern 16 55
Fitchburg (Mason Branch, Mass ) 9.50
Franklin and Portland (project) 22.00
Manchester and Keene (project) 38.00
Manchester and Lawrence.. 23.28
Manchester and North Weare 19.43
Monadnock (project) 20 00
Mount Washiogtoa 2.75
Nashua and Lowell (Mass.) 5.33
Nashua and Rochester (project) 33.00
New Hampshire Central (project) 70 00
Northern New Hampshire 69.16

Bristol Branch 13/41
Portland and Ogdensburg 48.00
Portsmouth and Concord 59.00
Portsmouth and Dover (project) 13.00
Portsmouth, Great Falls and Conway (Me ) 22.50
Sugar River Valley 23.no
Sullivan 24 70
Suncook Yadey „ 22.82
White Mountains 49.00
Wilton 15.43
Worcester and iiasnua (Mass.) 63

Total 987.29

STATE OF CONNECTICUT.

1. Althol and Enfield 10.00
2. Boston, Hartford and Erie (Mass.) 26.00
3. Connecticut Valley (in progress) 44.00
4. Connecticut Western (in progress) w .. 65 87
5. Danhury and Norwalk 23.80
6. Erie and New England (N. Y.) (project) 23.00
7. Fairhaven and Westville 6.00
8. Hartford and New Haven (Mus.) 56.00

Hartford Branch 0.87
New Britain and Middletown 2.50
Middletown Branch 10.00

9. Hartford, Providence and Fishkill (R. I.) 133 00
10. Hartford and Wethersfield 9.00
11. Hiu9atonic 74.00
13, Nau»atuck 57.00
13. New Canaan 8.00
14. New Haven and Derby 13 33
15. New Haven, Middletown and Williamantic 52 00

Norwich Branch 22.00
16. New Haven and Northampton (Mass.) 51.44

New Hartford Branch 14.90
Tariffvllle Branch 1.25'

17. New London Northern (Mass ) 56.25
18. New York. Housatonic and Northern 39.75
10. New York and New Haven (N. Y.) 48.11

Branch connection at ftew Haven 3.00
20. New York, Providence and Boston (R. 1.) 17.00
21. Norwich and Worcester (Mass.) 42.00

Allyn'a Point Extension 7.00

23.76
54.00
93.54
35.00)
2.75

j

49.92
34.53)
7.00

1

27.16
14.64
28 50
111.55

9.50

23.28
19.43

2.75
5.33

on .hi

13.41 (

28.110

59.00

25.5.1

24.70
17.50
30.78
15.43

6.63

734.75

K 00
56.001

87J
2.50 f
10 OOJ

113 50
9.00

74. iK)

57.00
8 00
13.33

22.00
|

51.44")

14.90 y
1.25)

50 25
5.00

48.11 1

3.00 i
17.00
42 00 7

7.00 i

3,311,411

332.447
1,200,010

1,350
72,103

220 160

2,719.000

1">0 0"0
622,000
P15.000

385.000
l-'O 000

4 322.714 I

450.000

3,! 00.1 00

1,0 '0.000

600.000
1,800.000

1 OBli .053

70 (ill)

250,000
8.. 0,000

$26,241,001

$50 i,0':0

2 223,817
8,850,000

2,492,301

2,506,352

1/00,000

698,353
257,000
480,000

525,505
95,0110

3 800
1,010.000

600,000

i 6b libo

306,507

33.

34
3,068,400 35.

840,000 36.

35ii,000
37

300,000 38.

1.622 250 39.

400.000 40

450,(100

213,00)
239,545

43

23,647.935 44

46

$100,000 47
2,600,0011 48
440,000
658,700
574,705 49
23.000 50
150,000 51

3,142,267

5,675,010
210.000

2.105.558

1 ,984 906
242.340

l,00o,000

2,957,380

2,284,739

832 173
248,917

6,l'22,419

762,991

1 940,449

6.75")

9.0'' I
3.-5 (

41.06 }
I.M1 f

97.=

26.75 )

1.88 f

36.75")

S.(

3.1

4' .50 1

7.06 f
61. f! )

1.04 J

10.73

50.00

1

3.35 j
0.20
3.26

Corporate Titles of ,—L'-ngth in Miles.—,
Companies. Total. Completed.

"2. Rockville 4.811 4.80

23. Short Line (N. Hav. and N. l.ond.) -WO 50.00

24. South Manchester 6.00 6 00

Total 977.87 7S8.73

STATE OF MASSACHUSETTS.
1. Berkshire 21.14 21.14

2. Boston and Albany (Nov York) 162.55 102.551
Hudson Branch (New York) I

Brookline Branch 1.55 1.55

1

Newton Lower Falls Branch 1.25 1.25
I

Saxonville Branch 3>7 3.87 ]>

Milford Branch V.97 11.97 I

Framingham Branch 2.06 f OS.

Millbury Branch 3.07 3.07
1

GrandJunctionR.il 8.55 • 8 =5 J
3. Boston, Barre and Gardner 25.00

4. Boston, Clinton and Fitchburg - 41.06

Marlboro' Branch .' 1.81

5. Boston, Hartford and Er e (R. I. & Conn.) 107.50

6. Boston and Lowell 26/5
Wohurn Branch 1 88

7. Boston and Maine (N. n. & Me.) 36.75

Medford Branch 2.(10

Methuen Branch (le'S d to M. & Law) 3.75

8. Boston and Providence (11. I.) 40.50

Branches 7.66

0. Cape Cod 6i.f>l

Wareham Branch 1. f 4
10. Cheshire (M H.) 10.73

11. Connecticut River .^ '£0.00

Chicopee Branch 3*35

12. Danvers : 9 20
13. Dorchester and Milton.. 3.26

14. Dnxburyand Cohasset _ 26.00

15. Eastern 44.10 44 101

Marblehead Branch "... 3 50 3 50

Gloucester Branch 16.56 16.56 j

Salisbury Branch '.. 3.41 3.41
[

taugus Branch 10.10 10.10
j

Lawrence Branch 19.87 J9.87J
16. Easton Branch 3.78 3 78

p. Fall River. Warren and Providence (R. I.) 3.60 3.66

Id. Fitchburg 51.00 51 00"|

WstTtown Branch 7:85 7.85
,

Sterling Brauch 9.00 9.00 V

Marlboro' Branch 3 90 3.D0

Mason Branch 12 50 12 50 J
19. Fitchburg and Worcester 13.90 13.90

20. Framingham and Lowell 21.0')

21. Hanover Branch 7 88 7.88

22. Hartford and New Haven (Conn.) 5.87 5.87 _
23. Horn Pond Branch .66 66

24. Lexington and Arlington /... 6.63 6.63

25. Lowell and Lawrence 12.35 12.35

26. Mansfield and Framingham 22.50 22.50

27; Massachusetts Central H'O.hO

28. Middleboro' and Taunton. 8.54 8.54

29. Milford and Woonsocket 3.88 3.S8

30. Nashua and Lowell (N.H.) 9.24 -9.24

31. New Bedford and Taunton 20.13 20.13)
" Harbor Branch J.46 1.4B{

Fairhaven Branch 15.11 15.11

32. Newburyport 14..IS 14.58)

Danvers and Georgetown Line 12.39 12." 9)
New Haven and Northampton (Ct.) 3.'. 44 32.44

New London Northern (Ct) 43.75 43.75

Nnrwi h and Worcester (Ct.) 1".40 17.40

Old Colony and Newport (R.I.) 114 25, 114.25)

Branches 12.17 18.17 (

Pittsfieldand North Adams 18.05 18.65

Providence and Worcester (R. I.) 25.51 25.51)

Branch l.i'O 1.00)

Salem and Lowell 16.88 16-88

South Reading 8.15 8.15)

Branch 0.52 - |..22(

South Shore 11.50 11. '0
Stockbridge and Pittsfield 21.93 21.93

Stoneham •'• 2.33 2.39

Stony Brook 11.16 11.16

Stoughton Branch 4.04 4 04
Taun on Branch 11. in 11.101

Taunton River Branch 0.68
'

0.08$

Trov and Greenfield (tunnel) 42.55 37.50

Vermont and Massachusetts (Vt.) 59.00 69.00)

Greenfield Branch 8.00 8.00)
Turner's Falls Branch (project) 5.50

Ware River 46.00 16.00

West Stockbridge 2.75 8.75
Williamsburg aud North Adams 8.00

Worcester and Nashua (N. H.) 39.60 39.60

Total 1,730.02

STATE OF RHODE ISLAND.
1. Boston and Providence (Mass.) 11.00

2. Kail River. Warren and Bristol (Muss.j 2.13

3. Hartford Providence and Kishkill (Ct ) 26.42

4. New York, Providence and Boston (Ct.) 4">.n0

5 Old Colony and Newport (Mass.) 16.25

6. Providence, Warren and Bristol 13.60

7. Providence and Worcester (Mass.) 17 90
8. Westerly (Quarry) 3./0

Total 135.80 135.80

STATE OF VERMONT.
1. Atlantic and St. Lawrence (Me. & N.H.) 15.00 16.00

2. Connecticut and 1'assumpsic Rivers 110.30 1(0.30

3. Grand Trunk of Canada 16.50 16.50

4. Harlem Extension (New York) 04.50 61.511/

State Line Branch 2.00 2.00(

Cost of Road
ind Equipm't.

171,858
740.422
100.000

332,976.034

£600,000

10,638,033

250.000

1.348,258

9 750,000

2 653.301)

2,''48,C07

2,012,327

1 401,333

501,176

2,043.922

244,456
136,373

8,582,176

56,144
209,020

3,445,000

333.8=4
31,000

201 04O
265,018
15.248

263,703
363,158
6I0.00O
100 O'O
152,839
116,i:9
471.199

500,000

234,660

597,388

1,104,837
653.851

673,245

7,051,190

443,679

1,213,988

470,558

299,468

601,593
448,700
87.992

267,384
113,411

250.003

3,750,000

2,954,304

121,823
300,000
39,600
38,000

1,418.355

173.47 977,496,831)

11.00 $717 673
2.13 121,063

26.42 934,617
45.00 1,849,310
16.25 808,820
13.60 484,".29

17.90 819^4
3.50 70.000

84.805,996

$647,892
2 0->2,177

1,000,000

4,655,000
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9.

V.

11.

IS.

13.

1.

2.

3.

4.

5.

6.

7.

8.

9.

10.

11.

12.

13.

14.

IS.

18.

17.

18.

19.

20.

81.

24.
25.

26.

Corporate Titles of ^-Length
Companies. Total.

Lamoille Valley Junction (project)

Missisquoi and Clyde River (project)

Montpelier anil Wells River 40.l'0

Northern Vermont and L. Chaoiplaio
Portland and Ogdensburg (project)

Rensselaer and Saratoga (New York) 35.00

Kutland Branch 7.00

Rutland...; 119.00

Southern Vermont 8.00

Vermont and Canada 47 00

Burlington Bra.icli 8.50

St. Armand Brincn 17.00

Vermont Central 117.00

Montpelier Branch 2.00

Vermont and Massachusetts (Mass.) 10.3-2

Vermont Valley 2300
Woodstock 14.U0

Total £38.41

STATE OF NEW YORK.

in Miles.-^
Completed.

Cost of Road
and Equipm't.

Adirondsc
Albany and Susquehanna
Albany, Sharon and Cherry Valley

Atlantic and Gre.it Western (Penn.«fc Ohio}

Avon, Geneseo and Mount Morris

Black River and St. Lawrence
Black River and Woodhull
Blossburg and Cornmg
Boston and Albany. (Muss )

Hudson City Br inch

Boston, Hartford and Erie (Muss &. Ct.)

Buffalo. Bradford and Pittsbure (Pa.)

Buffalo. Corry and Pittsburg (Pa.)

Buffalo and Erie (consolidated into Lake Shore

'and Michigan Southern)
Buffalo, New York and Erie

Buffalo and Southern (Pa.)

Buffalo and H ash. piston (Pa.)

Cayuga and Susquehanna
Cazenovia and Canastota
Chemung (3 rails)

Clove Branch '.

Cooperstown and Susq. Valley It. R
Branch

Dunkirk, Warren and Pittsburg

Dutchess and Columbia Counties
Branch to Hillsdale K

KImira, Jefferson and Canandaigua
Elmira and Williamsport, (Pa.)

Erie Railway (Pa.)

Union (Ramapo)
. Newburg Branch r.

Buffalo Branch ~.

Suspension Bridge Extension
Erie and Genesee Valley (project)

Erie and New England (Conn.)

Far Rockaway Branch
Flushing and North Side

Fonda: Johnstown and Gloverville;
Glen's Balls ...

Goshen and Deckertown.....
Greenwich and Johnsonville

Harlem Extension (Vt.)

Hickville and Cold Spring
Hudson and Boston (owned by B. & A. Co.)

Hudson River (consolidated in New York Central

and Hudson River) :...

Ithaca and Courtland (project)

Ithaca and Towanda (project)

Keeseville and Montreal (project)

Lake Champlain and Moriah
Lake Ontario Shore (projected)

Rochester Branch:
Lake Shore and Michigan Southern (Pa., O, Ind.,

Mich &: III.)

Lebanon Springs (consolidated in Harlem .Exten-

sion)

Long Island
Jamaica to East New York
Hempstead Branch
Gien Cove, Roslyn and Mineola
North-port Branch
Sag Harbor Branch

Middleburg and Schoharie
Middletown, Gnionville and Water Gap :

Montgomery and Erie

Monticello and Port Jervis

Montreal and Plattsburg

Newburg and New York
Newburg and Wallkill Valley (pogress)
New York and Albany (project;

New York Central and Hudson River

Troy and Schenectady
Schenectady and Athens
Syracuse, Auburn and Rochester
Batavia and Attica

Rochester and Suspension Bridge

Lockpurtand Tonawanda
Rochester and Charlotte

Buffalo and Lewiston
Hudson River (Albany and N. Y.)

New Tork and Flushing (consolidated in Flushing
and North Side)

New York and Harlem
Port Morris Branch

New York. Housatonic fc Northern 'Conn )

New York and New Haven (Conn )

New York and Oswego Midland
New Berlin Branch
Auburn Branch
Delhi Branch

182. CO
142. 00
40 -0

40.14

.15.50
38.0"
11.00

15 64
38.10
17.33
42.00

9 00

3u\70

145.00
011.00

So.OO
34.61

14 77
17 36
4.25
16.00

1 00
41.00
ss.oo
17.110

40.84
P.iO

403.75
0.05
10.00
60.00
23.00
25.00
37.00
6.00

11.00
10.0 1

5.76
14.77
14 00
46.00

4 HO

22.00
,

33.00
6.00
7.00

112 80
600

68,34

94 00
6 50
2.50
6.5-1

4.50

23 00
3.75

l:i.00

10.26
23.75
23.01

12.50
15 00

150.00
297.75

21.0.)

37 .8 7

104 00
11.00

71.75
12 25
6.88

.28.25

141.00

130,75
2.12

30.75
14.lt

240 00
22.00
75.00
16.00

35.00*

7.00i
119.6H -

8.00

47.09)
8.50 y
17.00 J
U7.no

)

2.00)
10.3^
23.60
14.00

61-1.41

37.01

II .0:1

15.00

40.14
15.50

1.75

10.50

15.04
38.10
17.31

9.00

36.70

142.00

50.00
34 01
14.75
17.36
4.25

16.00)
1 00)

43.00

46.84
9.00

40X751
0.25

|

19 ll" )-

i; on •

£).<! J

6.00

11.00
10.00
5.76

14.77
14.00

46.00
4.00

68,34

94.001
6.5'l

|

2.50 i

6 50f
4.5 I

|

23.0"J
3.75

13 00
1025
93.75

23.00
12.50

207 75

1

21.00 I

::7.87

101.00
|

11.00/
74.75 f
1-2.25

6.88
2-1.25

144 0J

130.75

2.11}

14.14
200.00
22.00

1,250,00.)
|

6,500,000
200.000

2.500.0U0

10,500.000

511.639
1.221.881
420,000

$32,488,594

$2,567,663
7,185, IK!

3011 ll'

7.127.918

217,344
57.910

250.000
5^2 346

3,411,034
2 i3 036

2 1100.0. iO

1.100. Olio

1,219,720

3.3.1O.00O

90 0H0
1,250,0011

580.110
300.111:0

400 000
l.iO.I'OU

305,129

407,000
1,700,0.0

500 OHO
3„5,198

9 l!ll

370.1:011

75,000
399 235
279 938
225.000
360.000
360,000

2,00ll,"00

45,262

26 700
3i.0i0

6,01)0

210,809

148,800

6,834,000

5,500,000

91,909
349,361
2»8,565
501) 0U0

1,000 000
S.iO.O: hi

1*5,000

150,000

60,000,000

13,002,500

39,750
1,901,719

6,000,000

Corporate Titles of ,—Lentth
Companies. T-'tal.

Niagira Bridse and Canandaigua 98 46
Tonawnnda Branch 1 .63

Northern Air Line (project) 33.60
North Shore (L. I ) 8.00
North 8-ido (L. I.) 20.00
Ogdenshurg and Lake Champlain 118.00

Branches 4.00
Oswego and Rome 28.58
Oswego and Syraouse(3 rails) 36.29
Plattsburg and Montreal (a. & P.)
Rensselaer and Saratoga 25.22

Stratoga and Schenectady 21.00
Albany and Vermont 12.0"
Saratoga and Whitehall and branch 47.5.2

Kn land and Whitehall and branch (in Vt.)
Troy, Salem and Rutland (Vt ) 27 00

Renssel lerville and Berne (project) 17.00
Rochester and Genesee Vall-v 18.45
Rome. Watertown and Ogdensburg 141.11

Potsdam Branch....' 24.28
Cape Vincent Branch 24.24
Morristown to Philadelphia (prognss)

Rondout and Oswego Fa.00
SchenecUdy and Utlca (project) 78."0
Schuylervilleand Upper Hudson (project) 16 00
Schoharie Valley 4.37
Seneca Lake Branch 3*10
S'taneate'es 5 00
Silver La! e (project) , 6.00
Southern Central 99.50
Siidns Point and Southern 35.00
Southfield Branch 1 00
South Side (L. I.) 57 00

Branch 5 00
Ppuyten Doyval and Port Morris (project) 16.00
Staten Island 13 00
Sterling Mountain 7.00-
Syracuse Binirhauiton and N.'Y 81 I'ti

Syracuse Northern (project) 43. Oil

Troy and Bennington 5.38
Troy and Boston 34.91
Troy and Greenbush (J.00
Tray Union and Depot 2.14
Uticaand Black River 86.25

Trenton Falls Branch 2.14
Utica, Chenango and Susquehanna Valley 82.00
Valley (Goshen to Vernon) 11.40
Wallkill Valley 20.00
Warwick Valley 10.16
Waverlyand Stat.1 Line 0.25
West Shore Hudson River (project) 93 00

. Whitehall and Plattsburg 71. 0J-

in Miles —
Completed,

98.46)
163/

Total..

27.

28.

29.

30.

31.

32.

33.

34.

35.

36.

37.

38.

39.

40.

41.

42.

43.

44.

45.

SI' A IE OK SKVV JERSEY.
Belvidere Delaware 67.00
Camden and Amboy 61.28

Trenton Branch 6.19
Trenton and Dean's Pond 17.00
New Brunswick Line 26.11

Camden and Atlanti? 60.23
Cam-ien and Burlington County 23.02

Burlington County 7.13
Cape May and Millville 41.35
Central of New Jersey 74.00

Extra (wide) Track 57.00
Deckertown and State Line 12.0!)

Fleitington 12.00
Freeholdand Farmingd de 8.00
Freehold and Jamesburg Agricultural 17.00
Freehold and Squankum (projected)
Huckensack and New York 4.88

H'ickensack Extension 14 00
Hibernia Mine 5.<

Jersey City and Bergen Point 6.00
Lodi Branch (nackensack) 0.78

Long Branch and Sea Shore 19.50
Long Dock and Tunnel (Erie) 8.68
Midland and Port Jervis (progress)

Millstone and New Brunswick 6.63
Montclair (progress 1 47.00
Morris and Essex 84. '10

Boonton Cut-Off 2"..()'l

Newark and BloomSeld 6.00
Newark and New York 8.00
New Jersey 33.86
New Jersey Southern 77.75

Long Branch Branch 5.00
Tom's River Branch 3.50

New Jersey West Line (progress) 66".00

Northern New Jersey (Erie) 21.25
Ogden Mine 10.00
Orange and Newark 9.110

Paterson and Hudson (Erie) 14.50
Paterson and Newark (Krie) 12.00
Paterson and R-tmapo (Erie) 15.12
Pemhertown and Kightstown 22. CO
Pemherton and Manchester IRJJ'1

Pequest and Wallkill 45.00
Perth Amboy and Woodbridge 6 50
Rocky Hill 3.f0
Saloio 10 58
South Branch 16.00
Sussex 36.00
Swedesboro' 8.25
Vincentown 4 50
Warren 18.25
West Jersey 37.36

Millville and Glossboro' 22 30

6.25

118 00 7

4.00 J
28 58
30.29

Cost of Road l

and Equipm't.

1,000,000

33.000
3"0.519
211,000

S25.99S
1,445,987

55.22

1

21.00
1 2.00 I

47.52 f

27.00J

in in
24 28 I
24.24.)

12.00

4.37

5.00

70.110

1 .oil

57 no;

o.ooi

81.00

5.3S

34.91

6.00
2.14

44.64)
2.14)

56.00
11.40

50 00
10.16
0.25

20.00

5,453.74 3,802.33

67.00
61.28
6.10
17.00

26.11
6023
23.02?
7.135

41 .35

74.0U?
57.00 J
12 00

13.00
8 00
17.00

4.88

14.00

5.00
6.00
11.71

10. '0
2.88

6 03

84.00?
25 0<> i

6.00
8.00

33 86
77.751
5.00 ]-

3.5oJ
30.00
21.25
10.10

9.1

14.50
12.00
16.12

22.0 I

18 00

Tctil.. 1.241.30

[ TO BE CONTINUED.]

6 50
3 60

16.58
16.10

24.00
8.25

4.50
18.25

37 3(5?

22.30 J

1,091.80

6,122,711

17.000

671,303

4,389,298

693,320
11.6011

16.000
84 143

1,000
121.25S

1,830

2.500,000
35,298
15.291

8,300,000

16.000
35" 579
502,468

3,550 905
43,000

23i,'.l53

2 216.743
204 00*
762,238

1,531,858

1.586,222
30'

i, 001)

501) 000
1119 168

24 974
],000,000
4)4.120

$234,019,545

83,345,852

12,361,557

2,093,159

712,362

809,380

10,871,242

200.000
375,000
160,000
33.1,102

191.246
280.0011

133 000
475,65-*

20.000
223.440

2,880,000

113,404
1,000,000

1 0,759,062

103,850
2,342,306
8,312,165

4,500,000

1,200 000
527,452
450.000
800,000
630.000

1,000,000
350,000
538.69-2

360,000
45,000

214 381
45 005

278.32-1

439,694
459.641
280,734
45,257

2,059,050

2,007,783

874,525,196
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The Best ii n ilroai! Signal in Use World.

The Railroad Telegraphic Alarm, patented

July 1-tth, 1S68, and approved and recommen-

ded by the Cincinnati Chamber of Commerce,

has been so perfected as to meet every possible

demand that can legitimately be made upon

it, and is without doubt the best railroad sig-

nal invented.

It is simple, oertain, cheap and durable, and

enables railroad trains of any weight, and at

any velocity, to signal their whereabouts upon

the track to other trains moving or at rest, or

to the principal office of the Company, or to

the station offices, or to announce their ap-

proach at road crossings, bridges or tunnels,

or to switch tenders and track men from any

distance that may be desired.

By this signal, accidents to any train, or

notice of a broken rail, or injured bridge, or

any disturbance whatever with the track, can

be given to all trains that might- be affected

thereby, as well as to the home aud local offi-

ces. And these signals can be repeated without

any trouble, so as to avoid the possibility (al-

most) of being misunderstood, even amidst the

rattling of cars, bell ringing, or engineer's

whistle, or in any kind of weather.

What more is wanted? What more can be

asked ? It is the very perfection of railroad

signalling, and needs only to be applied and

arranged as experience may direct to beoome

a necessary means to secure life and property

upon railroads.

Cincinnati Water Vt'isrEis.

CONDENSED FROM THE REPORT OF THE OFFICERS

FOR THE TEAR 1870.

The following table shows the consumption
of water in the city of Cincinnati, and the

difference in amount used yearly, from 1845

to 1860, taking the maximum of the daily

supply for each year, together with the capa-

city of reservoir

:

Reservoir
capncity Consump-
in L". S. tiou in 24

D'.te. gallons. hours.
184-3 1,704,420 3.15:t,HU-2

1S46 1,354.1140

]S47 2,790,247
18-18 3,87o.7«>
184'J 4,060.3)5
18.70 2,197,248 3,620,365

1851 3.8211.352

1852 5,953.687 2 99-J.952

18.53 4,072.567
1854 4 3-17, lf»2

1855 4 575,l3i

1855 4 994,047

1857 5,164,637 5,264,167

1858 5,621 1192

1859 7.1116,437

1830 8,061,863

For the years 1861 to 1870, we have taken

the highest daily average during the month of

maximum supply.

The next table gives the amount of income

from water rents, yearly increase, the total

gallons puiiped, yearly difference in amount,

maximum daily average per month.
Amt. rc-ceived

Unto f° r Vittfr rer.t

I860". S10.308 94

1861 161,693 87

jgi;-> 168,692 'J6

|f83 _ 192,223 05

1864 359.280 02

1865 270.27(192

18^6 293,218 13

18(57 322,331 21

1868 334,864 82

1869 357,557 78

1870 362,311 86

Yeirly
Inc.

1, 425, 607
1,1185,463

184,625

'TiW.767

i.079,605
314,505
1S8,(«3
419-512

209.52U
350.925

1,485.345
955,415

Yeirly
Inc.

1,'789,16 i

430,790

"k^rJUHl

Tear'y
inc

813.615 117

6,998 19
23,53(1 99
07,062 97
10,984 90
2-2,977 21
29.033 08
12,473 61

22,75! 96
24,744 OS

Making the excess of supply over the year
186!), 550,2H,018 gallons.

The following table gives tbe'total gallons
per month, and daily average :

Total gallons Daily avPr'sre
perrronth. per month.

January 211,914 553 8.126,275
Feiiruavy 2 '6,180,267 8,435.0(19
March 254.8811,617 8,221.955
April 266 761,518 8.t-!)5,384

May 327,761,892 10,572,961
June 357,775,905 11,925,863
July 404,382,686 13J044.SOS
August 4(17,917,707 13.158.635
Septemher 413,973,579 13,799,119
October 367,934,400 11,868,863
November 333,849,229 11,128 397
December 323,170,014 10.421,639
Daily average for toe year 10,812,609

On examining the preceding table you will

perceive that the greatest demand for water
occurred in the month of September, amount-
ing to nearly fourteen millions of gallons per
twenty-four hours

Although this is the largest d-.iiy average,
yet owing to various causes, the consumption
during a considerable portion of davtime ol

the past summer months was at the rate of
one million gallons per hour. Judging from
this fact, I am convinced that (his year's de
mand wi 1 require the combined capacity of
all three low pressure engines.
The following table will show the daily

average tor the ten years preceding 1870:

1866 4.999.403
1861 4,855,580
1862 5,649,361
1863 5,185,903
1864 5,406,649

1865 5,017,981
1866 6,342,381
1867 7,857,605
1868 7,897,298
1869 9,305,173

MOUNT AUBCRN WATER WORKS.

These works have furnished the reservoir
on Mount Auburn with 143,670,032 gallons
of wa.!er during 1870 The momhlv siinp'y
ami daily average a,e 6110H 11 in the following
table

:

Total gallons Daily average
per month. per month.

January 5,959,888 492.254
February 4,52i,088 161,467
March 6,547 072 177,937
April 5 915,776 197,19-2
May 9.905,536 319.533
June .'..... 12,530,368 417,678
July 13,737,088 443,131
August 14692,608 473.995
September 16,105,92(1 636,864
October 15.739.536 507,404
November 17.341,976 578,d99
December 21,662,176 699,425

Average revolutions
Hours rue. Revolutions per minute

2,087 2,244.688 17 92-100

Daily average for the year 393,616 gallons

Bushels.
Coal delivered during the year 33,687
Coal consumed during the year 21.746
Coal on hand during the year 11,941

Average height of water in reservcir during
the year, 27 feet 2 inches.

STAGE OF WATER.

Deeming the matter of some interest, the

appended table has been compiled from the

record kept at these works, giving the yearly

average depth of water in the river; also the

highest and lowest stages, and days of months
for the past eleven years:

Yearly average,
ft. in.

1"60 16

1 SC. 1 19
1862 17

1863 1)

1864 16

1865 23
1866 19
186" 17.

1868 18

1869 19

1870 17

Highest water,

ft. in.

49 3, ApriM6
49 5. April 19,

57 4. Jan. 24,
42 9, Mar. 12,

45 1, Dec. 23,
56 3, Mar. 7,

42 6, Sept. 21,
05 8, Mar. 15,
48 3, Mar. 13,

48 9. ApriM',
55 3, Jan. 19,

Lowest water,
ft. in.

5 4. Oct. 3.

5 1, July 13.

2 4, Nov. 1.

2 6, Oct. 6.

3 I, Aug. 6.

5 8. Oct. 19.

4 9, Aug. 17.

3 Oct 19.

6 1, July 27
5 4, Aug 29.

3 10, Oct. 4.

YEARLY CONSUMPTION.

I860....

1861....

1-62....

1863....,

1864....

1865 ....

1866 ....

1867 ....

1868 ....

1869....

1870 ....

Water con-
sumed.

. 1,824, 15,008

. 1,872.560,618

. 2,082,016.9(11

. 1,892.854,679

. 1 973,207,919

. 2,952,198,269

. 2,314,972,829
. 2.868,026,272
. 2,882.613,90*
3,3V,,3-i8,431

. 3,946.602,449

Yearly dif-

ferenc -.

52,n54,3-"6

2 9.756.853
169.16-' 222
60.353.240

7 .9911,351)

737,225,440
554,053, '4

!

14,48-, n."->

513.804.5'.7

5^0,214,018

Maximum
daily av. per

mortal,
6.176/128
5,"45.215
6.793,414
6,268,573
7,113,3-1
6. '99,154
8,541,697
K',744,916
10,877,700
ll,559,2('3

13,799,118

The amount charged for water from 1861
to 186?, was at the rate of 12 cents per thou-
sand gallons. In August, 1863, the rate was
changed to fifteen ceDts per thousand gallons,
and has continued so to ihe present time.

EAILSOABGAZETTE.
The Railroad Maa's Paper.

["News & Operation,
Engineering,

-| Reports,
Management,

L E LAdvertising

M. KELIiQGG, Publisher,
Teu:js; §3 per Annum.] 101 "Washington St., Chicago.

EST" Will be Four -Dollars after January l,1871._g3

TISE F£2£3Z ©F WHT. 3. ¥OUSG & CO.
Mathematical Instrument Makers, consisting of Wm. J.
Young and Chas. S. Hellkr, was dissolved shortly bt-
fore the death of Wm. J. Young. The undersigned, the
late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen Years, will continue in the san e
line of business, at No, 33 North Seventh street,
Cor. of Filbert.

CHiS. S.'HELLER.
Philadelphia, August 1, 1870. 29-9-70, 27

fWCTlOXfaff 5000
fa/cne&im

GET THE BEST.

mm nuimai iihhiuy
10, *; O Words and Meanin-js not in other Dictionaries.

3000 Engravings. 1340 pages Quarto.

GJ
lad to add my testimony in its favor.

' frest. Walker of Harvard.]

Every scholar knows its valut..

[ A' 11. Prescott, the Historian.]
rp he most complete Dicti na y of the Language.
X [Dr. Dick, of Scotland.]

m he test guide of students of our language.
[JohnG.-Whittier.]T

He will transmit his name to latest posterity.

[ChahcellorKent.]

Etymological parts surpasses anythin s by earlierlabnrers.

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [EUhu Burritt.]

Excels all others in defining scientific terms.
[President Hitchcock.]

Sso far as I know, best defining Dictionary.
[Hot-ace Mann.]

Takeitaltogetlier, the surpassing work.
[Smart, the English Orthcepist.]

A necessity for every intelligent family, student, teacher

and professional man. What Libiaryis complete without

the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work ia really a gem of a Dictionary, just the thing

forthe million.—American Educational Monthly.

Published by G. & C MERRIAM, Springfield, Mass.

Sold by all Booksellers.
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THE PALACE DAY AND SLEEPING COACHES
OB1 THffi

Erie and Atlantic &, Great Western Railway
Are tine Falsest iaa "Use osi this CoaatssieEBt

!

IHTO'ttttJlOR VIEW OSF T5SE UU&A32 fiAUKE PALACE COACHES.
Tlsese ssajses-te CoacSies, built pecolias- to SUae Broad Clause, are

attached io the 0:45 la . M. Express daily at CSiacinnafi, running
TI5R05JGII T© MEW YORK. WITE3©IJT CHAI8GE. Conductors ac-
companying' SSiese Coaches tiirougb t© Wew Yoi-Ei.

Ticket Ofiices : S9 W. 4tJi St., Iff©. 4 Burnet Mouse and 115 Vine St.

W. B. ShatUic, Gen'? Southern Aqt., Cincinnati, O.

m ;'-'-: mm
MACHINE WORKS,

Branch of Harrisburg Car Manufacturing Co.

HARRISBURG, PENN.

MANUFACTURERS OF

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, $e.

W. T. HILDRUP, Treasurer.

EDWIS J. HOKSTEJi,

Successor to

JleDAIUF.I. A- HOESER.

Locomotive and Railroad

CAR SPRING MANUFACTURER
t.'iSiiiiui-toM. Delaware

AMEHICAN

ui'^i
Tho undersigned are now ready to contract for the

delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the' best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St.. PHILADELPHIA.

CAMBRIA IRON CO.,
400 Chesraut St., PHILADELPHIA.

2-21 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Hail,
Now fully ilemoustrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. All communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. I,. EOOTID & CO.,
IS.ocSie»ter, BT. Y.

HAVEST Si. ALLES,
J

1a Broadway, 3f. Y.

GRAND SCENERY!
{©•QUICKEST ROUTE"®!

H© Miles in Distance Saved

Baltimore Sl Ohio R.R.
—TO—

BALTIMORE,
PUILA DKLPUIA,

NEW YORK, and

BOSTON,
TVlTn THE PRIVILEGE OF GOING TOWASHINGTON

&fc!

ISO CHANGE OTF1 CAXSiS
From Cincinnati T?o l-H-m nT*o and hut 0N,'

:

orOolumlms to JJ<Xi liilllUJ. O CHANGE
I'hilad' Ijihiu and 2ieiu Yorlz.

^^I^i^^vi^itimore&OhioR.R

J. L. WILSON, Master of Transportation.
L. M. COLE, General Ticket Agent.
ri. B GIBSON, General Western Passenger A pent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chatty e of Cars.

Io & Mississippi Ra
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jpfersou City, and all jioints on the lower Mis-

sissippi River, and on the the Illi»ioid

Contral Railroad.

TRAILS RU^ AS FOLLOWS
St. Louis, Evansville and Cairo
Mall 7:15 A M. 10:55P.M.

Osgood A-'commndation 3:10P, M. 8:^5 ft. M.
Throuph Western Express 5:10 P.M. 8:30 P. M-
Niffht Express 10:20 P.M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

c.ennes time, 12 minutes slower thao Cin'ti time.

For tickets or information apply «t Offices, 132 Vine
Street, Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G-. BONDURANT, Superintendent, Gio.O.
C.E. FOLLET.Gen'lTick't Ag't, St. Louis, Mo.

umii~m w mm
As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents,

.WElnsBiigtmi, Delaware, or
CHAS. EOCKCS «fe CO, Boston, Slass.

2-12-9, 62

IDELL

GAR-WHEEL. TIRE & MACHINE
COMPANY,

WILMINGTON, DEE.
Established in 18:16.

Allkinds ofBailroadMachinery
GEORGE G. L0BDELL, President

P. N. BRENNAN, (Treasurer.
W51. W. LOBDELL. Secret«»

12-5-70,82
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MOO MILES under

One Management.

SCO MILES without

Change of Coaches.

BROABGAUGE.DOSJBRETKACEt ROUTE

KEW YORlT BOSTON,
Providence, Albany,

PITTSBURG, HARRISBURG
ljiiila<ielpiliia, Baltimore,

And Principal Points in

NEW YORK, NEW ENGLAND
AMD—

This Railway extends from
CINCINNATI to NEW YORK, - 860 Miles.

CLEVELAND to NEW YORK, - 625 Miles.

DUNKIRK to NEW YORK, - 460 Miles.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to NEW YORK, - 385 Miles

22 to 27 MILES t^SHORTER ROUTt.

TWO EXPRESS TKAISS BJAIB/ff
Leave CINCINNATI from DEPOT, corner Fifth

and Hoadley Streets, by Columbus, 0., time,

which is 7 minutes faster than Cin'ti time.

7.00 A. M-, CINCINNATI EXPRESS,
(Sundays -'icupted.) Arrive Dayton 9.10 A.

M.; Urbane, 10.29 A. M ; Galion, 12 57 I'.M.;

Mansfield, 1.40 P. M., West Salem, 2.50 P-

M. (Dine^. (Sleeping Coaches through to

New York) ; Akron, 4.26 P.M.; Ranvenna,
5.10 P. M.; Meadville, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. ( Breakfast) ; Tur-

ners, 1.40 P. M. (Dine) ; New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Williarosport and the

South; at Bingbampton for Cooperstown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
alternoon trains and steamers for Boston and
New England cities.

0.45 P. H. LIGHTNING EXPRESS,
daily. Arrives Dayton, 12.03 A. M.; U bana,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf st)

;

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
Meadville, 11.20 A. M. (Dine) ; Homells-
ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for PittBburg,

Harrisburg, Philadelphia, &c. ; at Meadville
with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New aDd Improved Coaches of the .jtyle peculiar to the
Broad Gauire. arranged for both Day and Night Travel,

are attached to ttiis train at Cincinnati and run through to

Keff York, forming the OsiBy JLiirae running through
860 Miles without Change.

Boston and Tt'ew Eu^'lanii B*asseiigeE*s,
with their BH£$£aere, are transferred JFBEE
OI' CHAIJGE in Sew York.

JFJ3 The Erie R-iilway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
hiru Sircet. New York, thus enabling pacsengers to reach
he i? per portion of the city without the expense and an-
noyance ot a street car or omnibustransfer.
try The scenery alon:? tiie entire route of the Erie

Railway is of the most picturesque anil beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line. Mil find in its ever changing landscapes sub
ects of continual adinirati' n and intere>t

Bajsg'a.g'e Olieeli'cl Through
And Fare always at Lou: an by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at the Company's Offices in Cin-

cinnati, C) VFesi Fourth Street, 115 Vine Street. 4 Burnet
House, and foot of Broadway (3pencer Hout-e Block) :m«J

at all principal Ticuet Ufnce» in the South and South-
wet WM, DC. BAKU,
W. K. fSHATTIT, Geu. I'afi'rAgt.

Ocera! i<^-tiicrn Agent.

Best Eoule to St. Louis and Chicago

I NBXABAPOLXS,
A CINCINNATI

AND

LAFAYETTE RAILROAD
Gr-^lThroueL, Passenger Route from C INC INNAT J to

CAIHO,
CHI CAGO,

Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,

And all Rail and Biver Towns and Cities in the West,
North west and South-west.

It^TheT.SSA. M. train rurs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1P69, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.

Indianapolis and Lafayette Mail.... '. .20 am 12 4" am
St Louis and Springfield Kxpress... 2.4U pm 7 35 am
:: St. Luuis ami Springfield Express. D' 2d pin It.42pm
Lawrenceburg Accommodation lU.tUam 2.35 pm
Lawrenceburg Accommodation 4.IJ pm 8.25 am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail 7 00 am DM5 am
Chicago Express 6 50 pm p,.3t» pm
Harrison Accommodation 5.30 pm 7.10 am
ThrouphTickeis can be obtained atthe BurnetHouse

Office, corner oi Third and Vine ; River Office, corner of

WalnutStreetand River; and at Depot, cornerof Plum
and Peai (streets. The splendid Passenger Depot of the

I. &. C. Railroad is about a mile neater the businesscenter
of the city than the Depot of any other railroad, and with-
in afew squares of the Postofficeand principal hotels and
Steambo&t landings.

J. P. RICHARDSON,Superintendent.
F. B. LORD, General Ticket Agent.

Cificianatij Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIVE.

Eastern Express (Erie Railway;. 7:00 A.M. 6:30 P.M.
do do do .. 9:45 P. M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A. M. 10:25 P. M-
do do do G:30P,M. 7:00 A.M.

Lima. Fort Wayne &. Chicago.... 7:15A.M. JO:25P.M-
do do do .... 2:30 P.M. 5:40 P. M.
do do do ...6:30 P.M. 7:30 A.M.

Sandusky. Cleveland & Buffalo... 7: [5 A. M. 5:40P. M.
Suringfield Accommodation... . 2:30 P.M. l0:yOA. M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:20 A. ;.I.

MunoieA Indianapolis .... 7:15A.M. 10:25 P.M.
do do 5:00 P.M. 1:20 P.M.

Hamilton, Eaton & Richmond... 7:15 A. M. 10:25 P.M.
do do do. ... 5:00 P. M. I0:20A-M.

Homiltcn Accommodation 9:30 A. M. 8:05 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Ciucin-
iatitime.

For allinformationand throughtickets, please apply at

ttieold office, south-eas'. cornei of Broadwayand Front; Bur-
net House Office, corner Vine and P.akerctreets.and at the
respective depots. East Front and WestSixth streets.

D. McLAREN, Qen'l Superintendent.
SAM'L STKPHENSON.Gen'lTick'tAg't.

Jmnibuse^call for passenLerr

The Old And Reliable Monte.

Through to Pittsburg without Change-

Tlie PITTSBURG. PORT WAYNE & CHICAGO RAIL-
ROAD, in connection with the Cincinnati, Hamilton &
Dayton, anil Little Miami Railroads, still cont-nue to trans-

port produce and merchandise between Cincinnati and
Piltsbusg, Philadelphia, Baltimore

t New York or Boston,
and all Kastern points with the greatest promptitude and
dispatch.

For lUtes, Bills of Lading, or any information desired,

shippers willpleaseapply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinuo.ti.

W. P. SH1NN, General Freight Agent.
Pittsburgh, Pa.

LOUISVILLE & GIIGIMAf

I

SHGBT-LIHE RAILROAD.
On and after June 13, trains will run as follows :

l%Jfl& *^ KX.E'RKSS l--aves Cincinnati 7.20 A.
1^1 ^i's j^j 3j_ Daily (except Sundays), ttups regularly
at Walton, Elliston, t pacta. Liberty, Wonhvdle, Camp-
bellahurg, Lagrange, Pewee Valley, Anchorage; when
fl gged, at aouth Cuvingtm Maunce, Ind. penoence. B;ink:

Lick, Verona, Zion. Gienc<»e, a.agle, OarroJIton, Sulphur,
Peu-sleton ; arrives at L uisville £2.05 P. M.

l\l^£© SU* Cincinnati at l.Su P. M. D?.;ry (except
Sundays). Stops only at Walton, Worthvuie, and La-
graLgK ; arrives at Louisville 5.5iO P. M.

l%Id& $& MAlli leaves Cincinnati 5.00 P. M
i-« ve O Daily (txcept ^unday>). Steps regularly
at Walton, tllist n. Glenc<:e. S[»arta. L berty, Woribville,
Oymphellsburg, Sulphur, L-tgrange, Pewee Valley, Anchor-
age, and when flagged, at Soiuh Covington, Maurice, 1 nde-
perdence, Bank Lick, Verona, 2ion, Eagle, Car.ollton,
Pendleton ; arrives at Louisville EO.OO P. M.

flilrfTi 1 £% KRGAiT £X?K£SS leaves Cin
rs^j?* M. ^ cinnati at 51.15 P.M. Daily (except
Saturdays), fttops regularly it Wurthviile, Lagrange, and
when flagged. a* Walton, Verona, i lliston,l ierxoe. Sparta,
Libei-ty, Eat;le. Campbelliou; n, Sulpimr, Pendh-ton Pewee
Val.ey, Anchorage; arrives ;.t Louisvilie at 5.00 A.M.
JTjPNo. G connects at Lagrange with the Lexington

Trains, arriving at Frankfort at 6.14: P.M., Lexington
7 45 P. M., QUICK TIME.

Jiff The BestR.iute tu the Siu h. More Daily Trains
and Quicker Time than any Lint: from Cincinnati.

HENRY SCEFPfiE, Gen. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY.
Passenger and Freight Depot in New York, foot of Lib-

erty st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and Western Railroad, and at Eaaton
with the Lehigh Valley Railroad, a-nd its connections,
forming a direct line to Pittsburg and the West, without
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati. St. Louis, etc, with but one change of cars.

Silver Palace cars through troui New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1869. Leave New York as

follows

:

0:55 a. ill.—For Easton, Bethlehem, Mauch Chunk)
TVi Ilium sport, Wilkesbarre, Mahoney City, TuckhannuCk
<iiC.

7:85 a. m.—For Somerville.

8:30 a- m.—For Flemington, Junction, Stron^sburg
Water Gap, Scranton, Kingston, Pittston. Great Bend, a&.c.

12 tu.—For Flemington, Easton, Allentown, Mauch
Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Liliz, Pottsviile, S'cranton, Harrisburg, Ac.
3:30 i>. mi.—For Easton, Allentown, Mauch Chunk

and Belvidere-

4:30 p. 5Si.—For Somerville.

5:25 p. Ml.- For Somerville and Flemington.
c> p. na.— For Easton and intermediatestationa.

7 p. em.—For Somerville.

7:20 p. ill.

—

Emiue&nt—Stopping only at the princi-
pal stations.

9:00 p. Ml.—For Plainfield.

19:50 p. rii.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 a. an.

—

Western Express, daily, (except Sundays.)
for Easton, Allentown, Harrisburg, and the West without
change of cars to Cincinnati or Chicago, and but one
change to St Louis. Connects at Harrisburg for Erie and
the Oil Regions. Connects at Junction for Stroudsburg,
Water Gap, Soranton-, &e. Connects at Phillipsburg fof

Mauch Chunk, Wilkesbarre, &c.

5 p.m.

—

Cincinnati Exprkss, daily (except Satur-

days.) for Easton, Bethlehem. Allentown, Reading, Harris-

burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Care

to Pittsburg and Chicago. Connect at Junction with
Delaware, L;ickawannaand Western Railroad for all sta-

tions to Seranion. This train will be run to Easton on
Saturdays asa local train, stopping at principalstations.

8 p. an.

—

Whstkrk Express Train, daily, for Easton
Allentown, Reading, Harrisburg. Pittsburgh, and the West
—connects at Harrisburg witL train for Williamsport, Erie

&.C

Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:45, 6:30, 6:55, 7:15

o:l5.,8:30, !»., 9:20, h>:3U, 11:40 a. m—12m., 1:00, 2:i0

3:00,3:30,3:45,4:15,4 30,4:45,5:10,5:25,5:45.6:00,6:25,

7:00.7:2 . 7:40,8:- o 9:00, 9:40 10:45,11:50 p.m.
Tickets for the West cr.n be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty St., N. Y.;

atNo- I Astor House; Nos. 254, 271. 526 Broadway;**
No. 10 Greenwich St., and at the principal hotels.

R. E. RICKER, Superintended
p **

* j.o^vm, Geu Pass. Act,



THE KAILIiOAD RECORD, o93

ill ff&toifl §to
JG. B. MANSFIELD,
A. J. HOD2EH, - -

4 Editors

CINCINNATI, Thursday, January 26, 1871

Stic 2SaflyosD Sgrcovtt,

PUBLISHED EVERY THURSDAY MORNING,

By M fi/jhftifni '& Co.,

OFD'iCa-No. l«r Walnut teits-efC.

Subscriptions—S3 per annum in advanpe.

ADVEHTISEMEJiTS
A squAreis the sj.aoe occupied by (e» lines -f Nonpareil.

One square, single insertion $ S: I

*' " per month 5 l'0
'* " Six UiQIltli.- 15 .hi

" Iieraununi 25 (Ml
*• column. single : aserlloo 7 U(l
*** " pel mouth.... 1-1 ; o
" * six months R5 (R,
* 14 per annum Ill) HO
" pa?e, single insertion -J5 imi

*' " per in .r.th 40 (Mi
*' " six months y I3.

r
i U0

44 *' perannnin iiluliO

Cardsnot exceeding fiiur lines, S7 00 per annum.

WSUGSITSOJf &, «0., l'r«5>f'B.

Gcoiogicai Report.

MANUFACTURES of IRON.

In onp last number we noticed ihe Geologi

cal Report upon Ohio, and the production of

coal and iron. It will be instructive to out-

readers, as well as ourselves, to continue this

subject, with reference to the manufacture of

iron. It is quito curious, that in all the great

improvements of the last half century in the

arts none is practically greater than in the

manufacture of iron. One would have thought

that all that could be done in the manufac.

ture of iron would have been done in the early

ages of the world. It involved simply the dig

ging of ore, the melting of iron, and the roll_

ing it out ; and why should not man have per.

leeled such simple arts in early days? So

tar, however, from that, that some ot the

greatest improvements in the art of making

iron have been made in ihe last thirty years.

We may say here, that the manufacture of

iron was begun two centuries ago in Massa-

chusetts, in the very earliest stage of colonial

existence. Very curiously, the cause of its

obstruction then, and delay and difficulty, was

precisely what it is cow. It was the clear-

ness of labor compared with what it is in

other countries. Our iron manufacture would

be doubled if the cost of our labor was not

double that of Europe. We have a high tariff

on iron, but even that is not enough to pre-

vent a formidable competition from the for-

eign iron manufacturer. But the improve-

ments in muking iron in the last thirty years

have been such as to make an almost change
in England, France and this country, 'i i.o

following paragraph Irora Dr. Newberry's re-

port will explain one of the particulars in

which the change consists in Ohio :

''Neatly all (he iron ustU in tlie world, at
the |.iesei.i time, is maiiuiacturt d Willi mineral
fuel, and yet it relereuee be made to the first

report, puidi'shed by the former Geological
Board—a linle more than lliirly years ago

—

it will be seen thai, the use vi raw coai as a
furnace fuel was ihen announced as anew
and wonderful discovery; and the first em
ptoyrueltt ot mineral (uel in Ohio dales from
ii ptrio.t considerably euusequeul io that. The
old charcoal furnaces weie thought to ao wtdl
when i.hi-y gave a jield of from thirty to ti'ty

Ions per week. Now ihere are several iui-
naces i.'i Ohio, each of which produces three
hundred ions ot pig in ihe some tune, and
some ot the English furnaces are producing
six hundred tons per week."

Of course, mm can be made a great deal

cheaper by making double as much as before

in a tun. ace ilvere is no question now, that

ail iron will soon be made with mineral coal.

So al.-.u I lie bO furnaces of Oiiio make more
iron to-day than double the old furnaces could

make, and tlieretore the it.crease of furnaces

now do not show ihe real increase of the iron

manufacture. But the use of mineral coal is

no greater improvement than that in the con-

struction of furnaces,

-'Much of the improvement in our furnaces
has been made within the last five or six

years, and has consisted in increasing their

dimensions, viz: the diameter, from ten io

sixteen feet, and the hight, from lorty to sixty-

feet, by adding to the force and temperature
of the blast, by close top, &c These improve-
ments, so potent in their influence on the pro-

ductiveness of the furnaces are, however, not
yet introduced by half of the furnace men in

our State. By most of them, therefore, these
steps of progress are to be made.''

The improvement in Ohio furnaces has

been slow. We believe there is an idea that

charcoal iron is the best, but there is no need

of that, coal will make as good iron as wood

But our Ohio make of iron is still deficient

iu the beet processes. Dr. Newberry says :

" Even our best furnaces are still behind
the age, as in their productiveness and econo-

my they come tar short of what is accom-
plished elsewhere, and what is attainable here.

For example, the average consumption of our
Briar Hill coal is two and a half tons to one
of iron. At Massillon, three and a half to

four tons of coal a re used to make a ton nf

iron. In contrast with these figures, in Ihe

Cleveland district, in England, where coke is

used, no better than some of our own, the

furnace slacks are carried io a hight of one
hundred, and in some instances one hundred
and two feet, and in them less than one ton of

coke makes a ton of iron. With the resources

at our command, and the ingenuity for which
our people are celebrated, I ihink we may be
sure that we shall not long remain satisfied

while such comparisons can be made."

The Ellershausen process seems likely to

be very beneficial to the iron manufacturer.

Dr. Newberry describes it thus:

ll.e Ellershausen process may be "ex-

plained in very few words. We have seen

j

thut pig iron consists of pure metallic iron,

with four io live per cent, of carbon, while the

, richer iron ores consist mainly of iron and

i

o.<}gHii. EUershauseu's theory was that iron

oie could be mingled with cast iron in such a
I way tear ihe oxygen of the ore would unile
I with the carbon ot the pig metal, and passing
!
oil as carbonic oxide, leave the iron of both

:
elements iu the combination in the metallic

j

siale. Ihe experiment was first tried by

j

drawing a ladle oi molten iron from the fur-

nace, end stirring into it a quantity of iron
'ire. Ihe change anticipated began nt once,
and llie iron assumed a pasty condition, which
rendered it impossible hi stir ii wiih a bur.

Substituting a wooden rod, the materials were
mingled and were made to form a ball similar
io thai collected in the puddling furnace bv

I the rabble. I his ball healed, squeezed and
I rolled, was f.und to furnish a fair article of
bar iron. Subsequently there wa-Zsubstituted

|
lor ihe ladle a wheel, eighteen feet in diame-
ler, bearing on its margin u series of boxes.
1'his wheel was made to revolve beneath a
stream of molten iron and pulverized ore that
crossed each nlher at right angles. Bv the
rotation of the wheel the boxes were gradually;

tilled wiih layers of iron mixed with ore.

When each contained a sufficient quantity
ihe sides were removed and the blooms trans-

ferred to the puddling furnaces, there reheat

ed until the slug they contain was "sweated"
out, then squeezed and rolled into bars.

These bare, without piling or re-rolling, are
found to exhibit all the' properties of first class

iron."'

This process has been adopted in some of

the large iron establishments.

l'he Bessemer process for steel we spoke of

and commended in the Record fifteen years

ago, and we have now the satisfaction of

knowing that it is a complete success, and

one of the great practical improvements of

the day. There is another process, called the

Siemen-Martin process, of which Dr. New.
berry thus speaks :

"This process, invented and largely em-
ployed in Prance, has lately been introduced
into this country by Messrs. Cooper a Hewitt,
at Trenton, N. J., and has proved here, ns
abroad, an entire success. It consists in

melting down, in a Siemen's furnace, a quan-
tity of pig iron, then adding to this sufficient

malleable iron to dilute the carbon in the
idr6s to any desired percentage, and thus pro-
duce any required grade of steel. The point
aimed at is reached invariably by testing, from
time to time, the quality of the metal, and
adding pig or bar iron as required. Thi3 is a
simple and perfectly manageable method of
producing steel, but it is doubtful if it can
rival in simplicity and cheapness the process
of Mr. Bessemer."

We have been particularly interested in the
new facts discovered in relation to the clays,

stones, &c.

" Most of our building stones have also

been examined, the composition and strength
of some of them determined, and nicely
dressed blocks of each placed in the State
collection. Many of our clays have been col-

lected, and investigations begun for the deter-

mination of their composition and their adap-
tation to the manufacture of pottery, lire brick,

common brick, &c Already a great industry
is based upon this material in our State—oue
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that is capable of indefinite expansion, and

one that especially needs tlie aid which ap

plied science can afford it. In the article of

fire bricK alone, an immense gain would be

secured to our iurnace men bj supplying them

(as they may be readily supplied) with a good

article of home manufacture at half the cost

of the imported. The Amboy brick cost us

SG5 a thousand, and Mr. Alexander, of Akron,

has demonstrated that an equally refractory

brick can he made and sold here for §35

The imported Dinas brick cost iti this coun-

try §100 a thousand; we can make in Ohio

an equally good brick for less than $311
"

These last fads are of importance. We
have shown heretofore that Ohio has the finest

building stone in the country, and Ohio sand-

stone is now used in ornamenting public

buildings in New York.

Tlie Chesapeake A 4»hi<» fitailway Couuei'-
tiou.

The enterprising President of the Hillsboro,

Jackson & Ohio River Railroad has recently

visited New York, and there held a conference

with President Huntington of the Chesapeake

& Ohio Railway, which he a:sures the people

was of the most satisfactory and promising

nature.

The last week's Hillsboro Gazette, speaks

ing upon this subject, says:

"Some additional surveys are to be made,
which will be executed as soon as the weather

permits and the money is raised on the lines

to pay tor the engineering. One of these

lines is from the Ohio river by Symmes creek

valley to a connection at some point with the

Hillsboro & Jackson line, and the other the

short line from Hillsboro to Cincinnati.

As soon as it can be known what action

will be taken by tbe Legislature on the Grif-

fith bill, now pending, active efforts will be

inaugurated to raise stock along the line,

either under that law, if it passes, or by pri-

vate subscriptions if it fails.

Mr. Huntington, President of the Ch. & 0.

R. R. Co., and his chief engineer, will make
a personal examination of the line and of the

resources of the country at an early day.

This enterprise is regarded by intelligent

R. R. men as one of the highest importance,
and one of great future promise as a paying
road. It will be well for our citizens to make
up their minds to aid it to the utmost extent
of their ability. To lose it by withholding
that aid, will be a sad and irreparable dis-

aster. To gain it is to gain vastly more than
was ever promised by any R. R. enterprise

heretofore presented tor tne consideration of

our people.
'

This brings us to the question again of

what is being done by Cincinnati to reach the

river terminus of the Chesapeake & Ohio

road.

A few days since we received a call from

one of the contractors of the heaviest work

upon the road, and he assured us that with

tbe present force there is no apparent reason

whatever why the work may not be done by

July, 1872.

At the opening of the work upon the Chesa-

peake road, our people underwent a paroxysm

of railroad emotion, and they talked a great

deal, and resolved more, about the importance

of the undertaking, and the absolute necessity

of completing a connecting line with this city

by the time the main stem was finished. And,

if we recollect correctly, there were two or

three companies organized for this purpose,

and by one of them some surveying was done,

and there the matter ended. We have there

fore done nothing—absolutely nothing, and

was it not for the tireless energy of Col

Trimble, who is trying all sorts of experi-

ments with any and every body to get his

road through, we would hear nothing about

the progress of this great project, and forget

that we had once proposed to avail ourselves

of a new, and a shorter, and in eveiy other

respect, belter outlet to the sea, than any we

now possess.

' This great thoroughfare is of little less im

ponance to us, than our Southern road tor

which we have been straining ourselves to

spend ten millions ot dollars. Why should

we not therefore give it some attention ?

There is barely time enough to organize a

company and construct the most favorable

line, by the time the Chesapeake & Ohio road

is completed to the river, and unless we do

this it is quite likely that some of the con-

templated roads from Columbus and the lakes

will be ahead of us, and in such relations

with the C. & O Company as will command

the best of their traffic.

Would it not be well for our Board of Trade

to consider this matter, and to at once take

such steps as would set something in motion,

if it did not produce more than another tern,

porary spasm? This would keep us from

rusting out at any rale, and keep us in the

land of the living a little longer.

XaixSaaBiapolis, CIiaeiniiBsati «fc Lafayette
iWad,

On the 19th inst
,
quite a large meeting of

the creditors of this road was had at the

office of the company in this city, for the pur-

pose of considering ways and means of relief.

The meeting was organized by placing Mr.

Barney, of the firm of Barney, Smith & Co.,

of Dayton, in the chair.

1'here were one hundred of the company's

creditors in attendance, representing some-

thing over one-fourth of the entire claims

against the road.

The President of the company, Mr. Ingalls

of Boston, made a statement of the financial

condition of the company, which shows that

its floating debt is about fourteen hundred

thousand dollars, and that there is no means

on hand to meet any material part of this

sum. He also stated that the directors were

prepared to quiet these claims by the issue of

a new lien upon the road, that should yield

seven per cent interest

Upon this statement Mr. Preserved Smith

asked for the reading of the report of the re-

ceivers. Gen. Morris thereupon read the re-

port and the accompanying schedules.

Afterwards the question of receiving mort-

gage bonds for these claims was discussed, and
a committee of the creditors preset. t appointed

to confer with the board of directors upon this

question, which resulted in the suggestion of

the following as likely to meet the approval

of the stockholders :

1st." A million of dollars of bonds to be is-

sued, to be steurtd by a morrguge upon the

company's propel ty, and having twenty years

to run, to bear seven per cent, interesi, and
to be dated on the 1st day of May, 1&71.

2d. The claims are to be made up with

principal and interest, to November 1st, I8tl,

and the coupons upon tuese ootids tor interest

up to that time to be cut uff, and surrendered

to the conipairy.

3d. The cieditors are to take these securi-

ties at ninety cents on tlie dollar.

4th. The mortgage by which these bonds

are to be secured, shall be made to two trus-

tees, the company and the creditors . each

naming one.

;">th. The mortgage is to contain a pro-

vision that in case of detault in the payueut
of the interest for the period of sixty days,

the bondholders may take possession of the

road and operate it.

6th. A sinking fund of $5,000 a year is to

be provided for, which the trustees shall in-

vest, and to be used in retiring these bonds
from time to time, or at maturity,

7th. And the same penalty is provided for,

in the default of the regular payment of the

sinking fund, as that for the default in the

payment of the interest upon the bonds.

8th. To render this proposition obligatory,

$750,000 of the credit interest must approve

of it within ninety days from its date.

9ih. The bonds may be exchanged for

stock of the road.

These are the essential features of the pro-

position as we understand it, and as was ap-

proved by the creditors present.

On the whole, we think, this is the best set-

tlement that can be made for all the parties

concerned, provided, of course, that the earn-

ings of the road under good management,

and a severe economy are adequate to meet

these new demands. We are not in posses-

sion of the facts that would enable us to de-

cide this matter for ourselves, but we presume

they have been duly considered by those who
assume the responsibility of meeting these

obligations, otherwise this arrangement is but

a truce with the creditors, and sooner or later

will produce consequences more fatal to both

creditors and company, than any that are

likely to happen them by facing the musio

now.

The road is a good one, capable of becom-

ing among the best that finds our city, and

we are most anxious to see it relieved from

its embarrassments, and fairly on its natural

career to a high prosperity.
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List of Railroad Purchasing Agents

Alabami & Chattanooga G. W.Tallant, ' hattan'ga Tenn
Albany & Susquehanna D. W. G. Ramsey, Albany, N. V.

Alexandria. Loudoun & Hampshi'eLewis McKenzie, Alexandria, Va.

Androscoggin Oliver Moses, Bath, Me.

Atlantic & North Carolina E. R Stan ey, Newbern, N. 0.

Avon. Geneseo & Mt. Morris G. W. Phelps, Mt. Morris, N. Y.

Baltimore & Ohio J no Oliver, Baltimore, Md.
Baltimore & Potomac Wm. Worrell, Baltimore, Md.
Baton Rouge, Gros Tete & Opelou'sD. C. Montan, Baton Rouge, La

Blossburg & Corning R. J. Burnham, Corning, N. Y.

Boston, Clinton & F'tchburg H. A. Blood, Fitchburg, Mass
Boston, Concord & Montreal Lyon & Vose, Boston, Mass.

Boston & Maine Alfred Perkins, Boston, Mas'.

Buffalo. Corry & Pittsburg N. M. Whiteside, Mayville. N Y.

Burlington & Missouri River J. W Ames, Burlington, Iowa
Calais & Baring E. M.Sawyer, Calais, Me.

California & Oregon J. R. Watson, Sacramento, Cal

California Pacific C A. Haskin, Vallejo, Cal.

Camden & Amboy R R & Trans. Co A. H. VunCleve, Bordentown, N.J
Cape Cod E. N. Winslow, Wareham, Mass.

Catawissa George Webb, Williamsport Pa
Ceutral Pacific (Cal ) J. R. Watson, Sacramento, Cal

Chesapeake & Ohio J. A. Netherland, Richmond, Va.

Cheshire H. II. Stone Keene N. II.

Chicago & Alton A V Hart well, Chicago, 111

Chicago, Burlington & Qnincy— -H. S. Higgins, Chicago, 111.

Chicago, Cincinnati & Louisville. C W. Bradley, La Porte, Ind.

Chicago & Northwestern H. Bausher, Jr., Chicago, 111.

Chicago, Rock Island & Pacific-.Allen Manvell, Chicago, III.

Chicago & Southwestern C. F. Burnes, St. Louis, Mo.
Cincinnati, Hamilton & Dayton__P. Hickey, Cincinnati, O.

Cincinnati, Richmond & Chicago P. Hickey, Cincinnati, ().

Cincinnati, Sandusky & Cleveland A J.Morrison, Sandusky, 0.

Cincinnati & Kanesville E. Gest, Cincinnati, O.

Clevetand & Pittsburg Win. Mullinn, Pittsburg, Pa.

Clinton & Port Hudson. G. A Meatus, Clinton, La
Columbus & Hocking Valley J. W. Doherty, Columbus, 0.

Concord J. R. Kendrick, Concord, N. H.

Concord & Portsmouth J R. Kendrick, Coucord, N. II

Connecticut & Passumpsic Rivers A. H. Perry, Lyndonville, Vt.

Connecticut River J. Mulligan, Springfield Mass
Danbury & Norwalk Jno. W. Bacon, Danbury, Conn
Danville, Hazelton & WilkesbarreS. P. Case, Danville, Pa.

Dayton & Onion S.R. Stimson, Dayton, 0.

Detroit & Milwaukee R. C. Faulconer, Detroit, Mich.
Delaware & Hudson Canal G L. Haight, New York.

Delaware, Lackawanna & Westr'nG W. B. Cushiug, Scranton, Pa.

Denver Pacific C. W. Fisher, Denver, Col.

Des Moines Valley George E. Kilbourne, Keokuk, Iowa.

Eastern K. B. Newell, Boston, Mass.
E. Tennessee, Virginia & GeorgiaR. C. Jackson, Knoxville, Tenn.
Edgefield & Kentucky R. A. Bacon, Nashville, Tenn.
Erie Railway G. C Hall, New York.
Erie & Pittsburg J. A. Tracy, Erie, Pa.

European & N. American (N. B.)Samuel Watson, St.. John, N. B.

European & N. American (Me). J. M. Lunt, Bangor, Me.
Evansville, Henderson & Nashv'leAlex. Sinclair, Hopkinsville Ky
Fitchburg Jno. Adams, Boston, Mass.
Flint & Perre Marquette G. C. Kimball, E Saginaw, Mich
Georgia John Vaughan, Augusta, Ga.
Grand Trunk (Ca.) Jno. Taylor, Montreal, Ca.
Great Western (Ca.) James Howard, Hamilton, Ca.

Greenwich & Johnsonville Wm M Holmes, Greenwich, N. Y
Hannibal & Naples A. J. Slillwell, Hannibal, Mo.
Hannibal & St Joseph G. II. Nettleton, Hannibal, Mo.
Hanover Branch H. A. Young, Hanover, Pa.

Harlem Extension R C. Moore, New York.
Hastings & Dacotah E. B. Allen, Hastings, Minn.
Houston & Texas Central D. H. Paige, New York.
Hudson River C. V. DeForest, New York.
Illinois Central S. Hoyt, Chicago, 111.

Indianapolis & St. Louis J. W. Morse, St. Louis, Mo.
Indianapolis, Cincinnati & Laf e_N. H. McLean, Cincinnati, 0.

Jackson, Lansing & Saginaw A. Watson, Jackson, Mich.
JefFersonville, Mad. & Indianap'sR. J. Elvin, Jeffersonv., Ind.

Junction (Cin. & Ind.) J. Walters, Cincinnati, O.
Kansas Pacific T, F. Oakes, St. Louis, Mo.
Kentucky Central G. H. Pendleton, Covington, Ky.
Kings Mountain R. S Moore, Yorkville, S. C.

Lackawanna & Bloomsburg G. W. C. dishing, Scranton, Pa.
Lake Shore & Mich. Southern S. G. Remington, Cleveland, 0.

Lake Superior & Mississippi Frank Bishop, St. Paul, Mian.
Leavenworth & Des Moines C. F. Burnes, St. Louis, Mo.
Leavenworth, Lawrence & Gal W. C. Ramson, Lawrence, Ka.
Lehigh & Susquehanna W. B. Whitney, Philadelphia, Pa
Lehigh Valley L. Chamberlain, Philadelphia, Pa

Lexington & Big Sandy J. G. Peebles, Ashland, Ky.
Little Miami, Columbus & Xeuia.James Lamb, Cincinnati, 0.

Long Island 0. Cliarlick, Hunters Pi.

Louisville & Nashville Thatcher Perkins. Louisville, Ky.
Louisville, N. Albany & Chicago. J. R. Parker, N Albany, hid.

Lowell & Lawrence F. II. Nourse, Lowell, Mass.
Machiasport Daniel Hammond, Boston, Mass.
Macon & Western James McAlpiue, Macon, Ga.

Maine Central Edwin Noyes, Waterville, Me.

Manchester k Lawrence Jas. II. Kendrick, Concord, N. 11.

Marietta & Cincinnati , Sam'l L. Campbell, Cincinnati, (>.

Memphis & Charleston T. W. Robertson, Memphis, Teun.
Michigan Central Jno. Newell, Detroit, Mich.
Middleburg& Schoharie E. H Dunham, Middleb'gh, N. Y
Midland (Ca.) A. T. Williams, Port Hope, Ca.

Milwaukee & St. Paul Robert Wason, Jr., Milwaukee, Wis
Mineral Point G. W. Cobb, Mineral Pi. Wis.

Mississippi Ceutral E D Frost, Water Val., Miss
Missouri Valley A. McDouald, St. Joseph, Mo.
Mohile & Ohio C. E. Rushing, Mobile, Ala.

Mobile & Montgomery G.Jordan, Montgom'ry,Ala
Montgomery & Enfaula II. Dunham, Montgom'ry, Ala
Montgomery & West Point I.T.Todd, Montgom'ry, Ala
Nashville & Cha'tanooga J. W. Thomas, Nashville, 'Jenn.

Nashville & Decatur J. L Miller, Nashville, Tenn.
Naugatuk G. W Beach, Bridgep't, Conn.
Nesquehoniug Valley E. M.Cook, Philadelphia, Pa
New Bedford and Taunton Warner Ladd, N. Bedford, Mass
New Haven & Northampton C. N. Yeamans, N. Haven, Conn.
N. , Jackson & Gt. Northern__A. Wang, N. Orleans, La.

New York Central Milton H. St. John, Albany, N. Y.

New York & Harlem R. C. Moore, New York.

New York & New Haven R. N. Dowd, N. Haven, Conn.

New York, Providence & Boston.A. S. Matthews, Stoningt'n, Conn
Norfolk & Petersburg Joseph P. toiuitree, Petersburg, Va.

North Missouri D. R Bates, St. Louis, Mo.

Norwich & Worcester P. St. M. Andrews, Norwich, Conn.

Ogdensburg & Lake Champlain._Thos. Upham, Boston, Mass.

Ohio & Mississippi F. Beschotmann, Cincinnati, 0.

Oil Creek & Allegheny River John Pitcairn, Jr., Corry, Pa.

Old Colony & Newport W. H. Bullock, Boston, Mass.

Orange & Newark J. W. Poineir, Newark, N. J.

Pacific (U. D.) J H. Wyeth, St. Louis, Mo.
Pennsylvania Enoch Lewis, Philadelphia, Pa
Peori, Pekin & Jacksonville James F. Kelsey, Havana, 111.

Petersburg Jno. E. Wells, Petersburg, Va.
Philadelphia & Baltimore Central,IIenry Wood, Philadelphia, Pa
Philadelphia & Reading W. S. Wilson, Philadelphia, Pa
Pittsburg, Cincinnati & St. Louis.G. D. Whilcomb, Pittsburg, Pa.

Pittsburg & Connellsville J. C. Cox, Pittsburg, I'a.

Pittsburg, Ft. Wayne & i hicago.Wm. Mtillins, Pittsburg, Pa.

Portsmouili & Oxford Central__D. A. VanValkenb'rgCanton, Me.

Portland, Saco & Portsmouth Wm. D. Hilton, Providence, R. I.

Providence, Warren & Bristol-_L. M. E. Stone, Providence, R. I.

Providence& Worcester W.D.Hilton, Providence, R. I.

Reading & Columbia J. W Jones, Philadelphia, Pa
Richmond, Fredericks'g & Potom'cT. L. Courtney, Richmond, Va.
Pvockford, R Island & St. Louis.-Henry Roberts, Chicago, 111.

St Louis & I>on Mountain E. B. Cordell, St. Louis, Mo.
St. Louis, Macon & Omaha P. M. Wright, Macon, Mo.
St Paul & Sioux City J. F. Lincoln, St. Paul, Minn.
Salem & Lowell F. H. Nourse, Lowell, Mass.
San Francisco & San Jose R B. Bishop, San Francisco, C
Selma & Meridan Chas. B. Wallace, feelma, Ala.

Selma, Rome & Dilton W. J. Farrell, Palona, Ala.

Sheboygan & Fond du Lac S. M. Barrett, Sheboygan, Wis.
South Pacific Rodney McLaughlin, St. Louis, Mo.
South Side (Va ) I. P. Minitree, Petersburg, Va.
Southern Minnesota J.H.Gardner, La Crosse, Wis.

South Western (Ga.) W. S. Brantley, Macon, Ga.

Springfield, Illinois & S. Eastern, E. C. Davis, Cincinnati, 0.

Sussex T. Case, Newton, N. J.

Sycamore & Courtland Norman Beckley, Sycamore, III.

Syracuse, Binghamton & N. Y G. W. B. dishing, New York.
Taunton Branch A. E. Swasey, Taunton, Mass.
Terre Haute & Indianapolis Chas. R. Peddle, Terre Haute Ind
Tioga . L. H. Shattuck, Blossburg, Pa.

Toledo, Peoria & Warsaw J. A. Winner, Peoria, HI.

Toledo, Wabash & Western I. N. Nessle, Toledo, 0.

Union Pacific J. R Nicholls, Omaha, Neb.
Virginia & Tennessee J. Clark, Lynchburg, Va.
Western & Atlantic E. F. Blodgett, Atlanta, Ga.

Western North Carolina S. McD. Tate, Morganton, N. C
Western Pacific (Cal.) J.R.Watson, Sacramento, Cal
Western Union - Robert Wason, Jr. Milwaukee, Wis.
Wilmington, Columbia & AugustaJ. C. Winder, Wilmington, N.C
Wilmington & Weldon W. G. McRea, Wilmington, N C
Worcester & Nashua C. S. Turner, Worcester, Mass
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A Tabular Statement showing the Length and Cost af each Work at

the close of the financial year endiny nearest to January 1, 1871.

(Cont'nued from page 3^9./ ( Not including City Passenger Railroads.)

STATE OP PENNSYLVANIA.

Corporate Titles of

Companies.

Allegheny Vall-y
Atlantic and Great Western (part in N. Y. & 0.)

Oil City Branch
Bald Eagle Creek

Bellefontaine Brancn
Barclay Coal
Bedford and Brideport (project)

Bellefontaine and Snow Shoe
Branch

Buffalo, Bradford and Pilt«hurg(V Y.)..

Buffalo. Corrj'and Pittsburg (N. Y.,

1-i.

15
IV.

]
J

.

19.

20.

SI.

22.

23.
24.

25.

25.

27.

23.

2a.

39.

31.

32.

33.

34.

35.

35.

37.

38.

39.

40.

41.

42
43.

44.

45.

49.

50.

51.

S3.

54.

55.

60.

Buff do and Krie (consol.in L. S &. M. So )

Buff do and Southern (N.Y.j
Butfalo and Washington (\.V)
Bloss
Catasauqna and F«gelsville

Faruiinglon Branch
Catawissa

Summit Branch
Cliartiers Valley (progress)
Chenango and Allegheny Valley (progress)
Chester Creek
Chester Valley
Chestnut Hill

Cleveland and Pittsburg (It
/

Cleveland Painesville and Ashtabula (eonsol. in

L. & 51, SO
Colebrookdale
Colombia and Port Deposit (Md )

Connecting (Phila.)

Connellsville and Southern (project)

Cumberland Valley (Md )

Danviile, Mazleton and Wilkesbarre ,

Black Creek Branch
Delaware and Hudson Canal Co 's R. K
Delaware. Lackawanna and Western

Keyser's Valley Branch
East Brandywine and Wnynesburg
East Mahanoy
East Pennsylvania
Ebensburi and Cressnn
Elmira and Williamsport (N. Y.)
Enterprise

Branched
Erie Railway (N. Y.)
Erie and Pitfahurg

Erie Harbor Branch
Favette Couuly
Gettysburg
Hanover Branch
Harrisbnrg a. id Lancaster

Columbia Br nc
Hempfi-H (W. Va.)

Huntingdon and Broad Top Mountain
Shnun's River Branch
Six Mil 1 Run P.ranch
Sandy Run Branch

Tronton
Jamestown and Franklin

Stonesboro' Branch
Junction (Phila )

Lackawanna and Bloomsnurg
Pittston Branch

Lake Shore and Michigan Southern (0.. Mich.
Ind. and 111.)

Lawrenc (p rt in Ohio)
Lehigh and Lackawanna
Lehigh and Susquehanna

Nantic-ke Branch
Nescopec Branch
Cnpiav Branch
B 'Ck Track
Mine Roads

Lehigh Valley
illack Creek and Mt. Carmel
Penn Haven and Audenried
Penn Haven to llazleton
Branches to same
Hazleton to Milnesville '.

Branches to same...,
Little Saw Mill Run
Littlestown
Little Sctravkill

Branches (Panther and Wabash)
Lorberry Creek

I'an'herHe.d Branch
Lo-ust Gap
Lykens Valley

Summit Branch
McCauley Mountain
Mahanov arid Bro< d Mountain

Mt. Carmtl Extension
Shenandoah Branch
Mahanov Ci'y Branch
Haven Ran Branch
Ashland Extension
Locust Gap Extension
Coal Ride- Br.neb
Waste House Run Branch

Mahanoy Valley

,—T en^l*i

Total.

222 u2
92.1S
33 50
51.19
a.ito

15 01
27 50
2I.0U
1.50

IS.I'O

6.50

35 I

25.no
4. It)

SO no
4.CO
C5 on

2.50
26.00
90.011

7 23
21.50
4.13
15.110

18>0
28.3

1

6.78

M.01I

57.00

"2X0
32.n0

113.00
2 SO
r.5o
7.54
36.C0

11.00
70.no

6.50
4.00

42.

83.09

3.16
12 66
17.12

12 20
36.00
IS 01

61. CO
44.00

9.25
4.50
1 to

11. Oil

43.25
1.50

4.62
8ri.no

2.CO

44 03
».](>

36.00
105.00

i.0 23
9. no
1 III

13.00
41.0.1

101.00

46.62
17.56
1-1.70

6.51
8.93
8.13
3."0

7.25
2'. 25
3.<0

5.5)
1.00
-1.8r<

21.10
50

6.25
12.71
4.28

4.70
5."fi

1 65
1.3.

3.54

3 20
1 97
6.83

lo Tlile? s

Comp'eted.

112.00
92.16/
33.20 (

51. I'll

2.0
j

18.110

21.1H)

1.50 J

18 '0
6.50

i 1

20 (III
|

4 Oil f

65.1(1 )

2.5M
j

11.01

21.SO
4.13

15.1)0

F.S'I
0.33

6.7-4

68.(0
29.0(1)

32 00
113.001
2.801
17.50

7.54
3-i.l'll

11.00
70.00
6 50,
4.90S

42.50
b3.09)

3.16}
12 6-1

17.12
12 20
36.00 1

IS. 00 j

23.00
44 liftl

9.-25 ;

4.50 r

1 00 J
ll.llfl

43.25

)

1.50,
4.62
80.00 \
2.(i(l f

44.03
8.10

li 00
10.3 C0"|

20.25
I

9.00 i

1.00 f
13.00

|

41.00J
101 Oi",

46.62
17 56

[

14.70 j-

6.51 I

P. 93
|

8.13J
3.00

7.25
23.25)
3.011}

5.50 i

1.(0}
4.88

21.00)

50}
5 25

12.-41
4.28 I

4.70
5 !)6

I

1.0 > )

1 35 I

351
3.20

|

1.97J
U.85

Cost of Road
and Equipm't.

89,311.592

17,277,918

1 .050 000

1,134 000
2,750

442.059

l,9a6.5"0

218.473

120,000

733,654

3.826,500

1.250 000
900,000
314,500

1,371.900

120,630
904,830

5SS 099
22H.O0O

2.278 300

1,492,205

1 .200 000

2,938.802

14,500,000

264 800
39I,6H4

1,472 599
122,000

2,351,300

339 816

5,000,0011

3,680,125

130,' 00
313,0011

257,891

1 .882.550

1,691,538

2,202,147

268 000

1,765 248

898,324

3.870,000

2.325 =75
30", 122
750 O'JO

13.919 762

' 91.011
76.0ii0

1 .406,283

8-2,030

ro.lOil

098.! 02

100,5011

2,272.345

130,(85

Corporate Titles of
Companies.

Mifflin and Centr" Counties
Mill Cretk and Mine Hill

Ext°n H ioii and Branches
Mine Hill and Schuvkill Haven

ti xt'-nsion and Branches
MonnnirahPia Valley (project)

Mount Carbon
Branches

Mount Carbon and Port Carbon
Branches

Middle C-trk (progress)
Nesqneiionirig Valiey

Branches
Newcastle and Beaver Valley
Newry Branch
r- nrtheni Central (Md )

North Lebanon
North t ennsylvania

Dnylestbwn Branch
Shimersvil'e Branch

Oil (.'reek and Allegheny River
Cherry Ran Branch

Oil Creek and Pithole
Pennsylvania

Holidayshars Branch
7 rdiana B anch
Pteuhenville Extension
Delaware Rxf/msion r.

Tyrone Branch
Pennsylvania and New York Canal R. R
' >nnsylvan ;a Cannel Coal
Pennsylvania Coal

Back Track .'.

Lackawaxen Branch (trie)
Perktomen
Philadelphia and Baltimore Central (Md.) .....

Philadelphia. Geroiaotown and Norristown
Germantown Br:inc)i

Philadelphia and Erie
LewishUrg Branch

Philadelphia and New Hope
Philadelphia and Reading

Richmond Branch
N. Liberties and Penn.Tpsh. Br
Union Branch „
Good Sprins Branch
W'e-t Reading Branch
Lebanon anil Pine Grove R. R
Lebanon Valley R. R .

Philadelphia and Trenton
Phila. Wilminglonai.fi Bait. (Del & Md.)
Pine Grove and Lebanon
Pittsburg, Cincinnati & Si. Louts (W. Va. & 0.)...

Pittsburg and Connellsville (Vltl.)

Pittsburg, Ft. Wavne &. Chicago (0. Ind &; Ills.)

Plymouth (P.O. & N. K R.)
Port Clinton and Topton (progress)
P' rt Kennedy
Reading and Columbia

Lancaster Branch
Schuvlkill and Susquehanna

Branch
Schuylkill Valley

Branches
Shamnsin Valley and Pottsvilla

Branches
Shamokin and Trevertnn

''arh-in Run Branch
South Mountain Iron
Soutltcn Pennsylvania (nroject)

Soulhwarlc (P. W. & B. R. K.)
Str sbnrg
Swatara (Cold Spring)
Sulliianand Eri

Summit Branch (Lykens Valley)

Tyrone and Clearfield
Moshannan Branch
Madera Branch
Philllipsburg Branch
Decatur Franch

L'n on Canal Oo.'s Railroad
Branches

Union Coal Company's Railroad-
Warren and Pine Grove (progress)
Westchester
Westchester and Philadelphia
Western Pennsylvania

Allegheny Extension
F.eeport to Butl"r

Wilmington and Reading (Del )

Wrightsville, York and Gettysburg
Wyoming Gravity (project)

Zerbe Valley
Sundry coal and other roads not specifically

accouuted for estimated at I,

^L-ngth in Miles.—,
Total Completed.

12.50
3. 8
3.20

5-.S0
H7.2II

90.00
6.20
6.-0

4 70
B.26

5 .00

13.00
4.50

14.92

Mil
102 CO

- 7'2

55 60
10 30
l.i-O

fl.VO'i

3.50

31 90
7.60

I9.t

1 50
5.50

3.10
1(15 (10

i2.on
4". 00
47.00
15.87

36 50
36.00
17.PS

3.14
287.10

2.00
?7.50
93.00
6.0)

1.40

3.40
20.50
1.70

16 "0

54.10
26 50
18.37

6.80

31.00
141. CO
49.00
6.CO

1.20

40.00
8.00

54.' II

I.CO
li oo
20 65
28.00
6.00
6?0
2.80

17.12
200 00

2.12
4.28

6.00

29 f.O

36 60
:-7.5fi

3 00
1.50

2.50
1 00
3.50
2.50

19 (ill

11.10

s'.OO

26. =0
:'6.io

27.60
2l.(ti)

51 69
13.00

24.0!)

15.10

12.51'

3.7ft I

> 20 f
52^0 >

87 .'.0 J

o.sr, )

C.S'i f

4.76 1

2'i /

13.003.80 )

4 50 (

14.92

1 01

102(0
7 7-2

55 "0")

]li3n I

\ 80j
95.0" ")

3 50 j
7 00

r-O'i-Cc.
i

7 60 I

19.0O
(

I 20
f

5.50
|

3.10J
105 On
12.00

47.' 0)
47.C0 y
15 87 )
3d 5!)

30.(1"

r.('8>
3.14/

287.60 )

2.00 J

93.001
6.00 I

1.40
|

3.40 i

20.5(1 (

1.70 I

16.70
|

54.0111

26.5(1

18 37 .

6.80
34.00
60.00
49.no

6.00

1.20
40.00/
8.1(1}

51.00)
1.01.}

It.iiO/

29.(15

!

£8.00)
6.0' )

6.80/

2 8IIJ

17.12

2.12
4.'8

6.01

10.00

36 60
37.-0')

3.00
,

1.50 >

2.50 I

1.0 )
3.5" >

2 5IIJ

l'J.OO

9 00
25.50
"6. |0~)

27.60 I

5 1 .69

13.00

84.50)
28.1 |

33 50
3-i.oO

4O.00
2H 00)
4.'0)

5I.C0
6.00

5.5U

Co=! r.f Road
and £q"J;pin't.

253 406

323 3" 5

3.814957

60,000

203,260

2=2.815

130,311

439.234

421,468
3o.n;«)

10,099.326
378,880

7,025,093

7.660,390

C75.C0O

32.392,867

Total 6,312.91 5.056.06

STATE OF DELAWARE AND EASTERN MARYLAND.
1. BaUimoreand Eastern Shore (project) t6.50

2. Delaware (Del.) 84.-S0

Branches (other) 28.00
3. Delaware and Pennsylvania (project)

4. Dorchester and Delaware (Del. & Md ) 33 50
5. Eastern Shore (Md.) 3J ..1n

6. Junction and Breakwater (Del.) 40 (0
7. Kent County (Del. fc Md ) 28 00

Cheslertown Branch (Md.) 4.00
P. Mnrvland and Delaware (I)el.& Md.) 54 00
9. Newcastle and Frenchtown (Del.) 0.00

10. New Castle aud Wilmington (Del.) 5.5.)

3.640 079
400,1110

2,1 01 ,0f»

518.739
1.108,15.1

19,396.702

37,500

29,815,567

1,436.333

1 95-2,903

157 803
2 699,4 93
3.0911.992

2,560,1.54
201.' 000

50 101

2,146,14)7

1,300,70?

5"6S4!

1,569,450

193,869

340.525
209.00.1

58.4i ;8
!0'i,f0O

12(1,000

600,000

l,i73,97s

914,009

130 f'OO

.' O'l.i 00
110.000
202 886

1,618,300

3,179,441

1,500.0011

393.534
24 000

1 .000 0O0

14,000,000

3296,739.037

S6.6.0

1.825,018

070 0(10

830.C0O

1 ,000.00!)

1. 000,000

1,200,000
150 con

150,000
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Corporate Titles of
Companies. Total

11. Phila., Wilmington and Baltimore (Pa.& Md.l ... 23.09

12. Pocomoke and Wicomico (Mil ) 23.00

13. Queen Anne and Kent (_Md.) 3 I.UO

14. Queenstown and Harrington (D & M.) £2.011

15. Wilmington and Heading (Pa. J 12.05

lli. Worcester (Md ) 14 110

Total 518.1) i

STATU OF MARYLAND (Cther than

Annapolis and Elkridge 20.50

Baltimoieand Ohio (W. Va 139.011

Branches and extensions 8.20

Washington Line 3 .'

Metropolitan Brunch 28.00

Ba'tiiuore and Pikesville (project) 9.50

Baltimore and Potomac (progress) 72.00

Washington Brand 15.7)

Bait more atid frwann Lake (project) 7.1

Culumbiaand Port Leposit (Pa.) 1087
Cumberland Coal and Iron and Branches 11.07

Astor Mine Branch 2 23
Cumberland aim Pennsylvania 34.00

Branches. &c ISM:!!

Cumberland Valley (Pa.) 13. II

Eion ittsburg (progress) 1 1.00

Frederick and Pennsylvania Line (piogress) 24.10

Maryland Central (surveyed) II. 511

Con
Length in Miles ->

nipleted.

23.09
23.00
10.00

12.05

3911.14

above).

20.50
13H.C0

4 00
30.1.0

4.10

B.Dtf

10 0(1

Mount Savage (iron)

Morlhern Central (Pa )

Canton Extension
Oakington Branch (P. W. & B.)

Philadelphia and Baltimore Central (Pu.)

Philadelphia. Winn, and Bait. (Del. & Pa.) 54.49
Poll Deposit Branch 3,hl

Pittsburg and Connellsville (Pa.) 8. 90

Southern M-irylaun (project).,

Union (project) Baltimore
Washington County
Western Maryland
Worthiuglon Valley

Total 840.34

STATE OF WEST VIRGINIA.
1. Baltimore and Ohio (Md.) 241.00

2. Chesapeake and Ohio (Va.) 212 01
3. I-lemplield (Pa.) 9.0(1

4. Iron Valley (B. &. O. R. 11.) 3.25

5. Parkersbmg Branch (N. W. Va. R. R.) 103.50
0. Pittsburg, Cin. and Si. Louis (Pa. &. O.) 8.1.0

7. West Virginia Central (project) 135 00

Total.. 711.75

STATE OF VIRGINIA.

,
Alexandria and Fredericksburg (Potomac) 40 CO

. Alexandria and Georgetown (via Aqueduct; 4 00
Alexandria, Georgetown and Washington 7.00
Alexandria, Loudoun and Hampshire (name

changed to Washington and Ohio;
Atlantic, Mississippi and Ohio, viz :

Norfolk and Petersburg 81.CO
South Side 123.00
City Point Branch 10.00
Virginia and Tennessee 204 24
Salt Works Branch 9.42
Other Branches 1.20
Virginia and Kentucky 95.00

BlueKidge (State Koad) 10.81
Chesapeake and Ohio (Virginia Central) 347.00
Clover Hill 21.50
Fredericksburg and Gordonsville 0-2.00

Georgetown and Lecsburg (project)

Lynchburg and Danville (project) £0.00
Norfolk and Ureat Western (prnj.ct) 100. (

Norlolk and Petersburg (All., Miss. £ )

. Orange, Alexandria and Manassas Gap, viz :

Alexandria to Gordonsville 83.30
Charlottesville to Lynchburg 59.5(1

Manassas Junction to Harrisonburg 112 00
Warren ton Branch 8.90
Front Royal Branch ....*. I. (10

Petersburg (N. Car.) 52 50
Gaston Branch (N. Car.) 12.30

Richmond and Danville (N. Car.) 135.50
Midlothian Branch 1.14
Manchester Branch 1.50

Richmond, Fredericksburg and Potomac 75.50
Springfi.ld Branch 3.50
Brook's Station to Qunntico 10.00

Richmond and Petersburg 22.14
Port Walthall' Branch 2.15

Richmond and York River 59.30
Roanoke Valley (N. Car.) 0.00
Sahville and Coal Mine (project) 17.00
Seaboard and Roanoke (N. Car.) 53.25
South Side (All., Miss. 61 O.)

Virginia and Kentucky (Atl., Miss. & 0.)
Virginiaand Tennessee (All., Miss. & O.)
Virginia Valley (project) 113.00
Washington and Ohio (Alex., Loud. Sc llamp )... 170.110

Winchester and Polouiac (B. & Ohio) 30 00
Winchester and Strasburg 19.00

Total..

STATE OF NORTH CAROLINA.
1. Air Line, or Atlanta & Richmond (progress) 22.00
2. Atlantic and North Carolina 94.92
3. Charlotte, Columbia and Augusta (S. Car.) 6.00

Co)
20 J

3U.0O
28.00

Cost of Road
and Equipm't.

2,3-3,500
375,0(0
230 0"ll

28 000
201,918
2S,ii(IO

810.059,092

S44-.,(ir0

10,685,625

1,650,000

1,-00,00 1

1. 000,1 00

4
11.971.971
2 23 J

3l.00(

19 I Hi
6.O0

4.00
36.010
4.0

J

2.5J
1 0.1(1

54.491
3.81

1

24.00
53 1

211 .00

1U.K1

910
3.25

10.1 50
8 00

7.00

81.0,1

123.00)
10.1.0/

204 24 )

9.42 '-

1.2(1J

16.81

213.63
21.50

83.301
60.511

,

112 00 >
8.90

I

1 H0J
02 50/
12.30(

136.50)
1.14 y
1.56j

75.50 I

3.:oj

22.14
I

2.75 /
38 30
6.10

53.25

59.00
32.00
19.00

1,405.90

Ml (I

1033

3.300,000

140,0 II

11.010

2 1", IK

120.(1110

3466,394

75,0.0
30/.S24

6,356,091

41111,11011

7,800
4,500

01.0,0

3,0111,100

i2,„0i

$34,723,365

830,41)3.739

SI 000,000

250,000

2,479,3:5

4,149,658

8,012,873

] 72,393
1.674.123

7,000,000
430,0 >0

1,1100,0110

2011,0011

11)0,000

9,200,000

1,248,139

6,677,950

2,298,349

978,212

1,250,100
175.494

91.92

0.00

2,500,000
6,10,000

500,000

S53,3S0,658

$220,000
2,178,960
14529J

Corporate Titles f ,-Lengib.
Companies. Tail.

Chatham 413 00
French Broad (progress) K'.Oil
North Carolina 223.0(1
Petersburg (Va.) '....'.".. 8.50

Gaston Branch y 00
Pied in, ,nt..... 48.50
Raleigh and Gast 11

'.7.7..'.""""'.'.!
97.1:0

Richmond and Danville (Va ) 5 Oii

Roanoke Valley (Va.) 37.00
Seaboard and Roanoke (Va.) 2G 75
Western (Coa ) 4:1.011

Western North Carolina 142.(0
Iranclies to Newton and Lime Bed 8 00
Western Division 131.00

Wilmington Charlotte and Rutherford 123 (al

Western Division 151.'

Wilminglo.l and Manchester (S. Car ) (3. 5(1

Wilmington and We don 1112.01

Tarboro' Brand 19.'

Willianision and Tarboro 1 (progress) I8.W0

in Miles —

,

Completed.
3d 00
30 OH

223 00

8.50 )

9.011/
4-<.50

9 Oil

5.1)0

14.00
2d 75

43 0(1

142.0" 1

8.00/

12:i.00 )

25 Oil /
03.50

163.80 1

19.00/

T„til.. 1571.17 1,178.17

STATE OF SOUTH CAROLINA.
Air Line, or Atlanta & Richmond (progress; loo.00
Biu- Ridge 53.511 43.KI1

Branch I 50 1.50 J

Charlotte. Columbiaand Augusta (N. Car.) 188.60 JH8.ISI)

Cberaw and Darlington -10. 3n 40.30
Cherawand Salisbury (project) 03.00
Columbia and Augusta (conso). in C. C. & A.)

. Greenville and Colombia 143 2) 1 42 25)
Abbeville Branch 1 50 J 11.50
Anderson Branch 9 50 9.59 )

King's Mountain 22.50 22 50
Laurens ?2.0:i 32.00
North Eastern 102.(0 102.011

Port Royal (progress) 110. 00 46.00
Savannah and Charleston (Ga.) 88 52 8--.5<

South Carolina 137 on 137 00,

Columbia Branch 68.00 118.00?

Camden Branch 38. 1 38.00)
Spartmburg and Union 6».nn 68 0(1

Wilmington and Manchester (N. Car ) 99. CO 99.00

Total 1.438.17 1,138.07

STATE OF GEORGIA.
Atlanta and West Pcint )-6.74

Atlantic and Gulf 237 00
Florida Branch (F.a.) 29.00

Augusta and Savannah 53 00
llarnesville and Tlinmaston 16 00
Brunswick and Albany 235.00
Central of Georgia : 192 00
East 'lonnessee, Virginia and Georgia (Tenn.)... 14.08
Etowah 8.87
Georgia 171.fO

Athens Branch 39.0(1

Warrenton Branch 4.00
Washington Branch 1 .On

Georgia Air Line (Atlanta and Richmond) 120.00
Macon and Augusta 62.00
Macon and Brunswick 18a. 10

Ilawkinsville Branch 10.00
Maoon and Wes ern 102.50
Milledgeville and Iiatonlon..'. ?8.31
North Eastern (Athens to Clayton) 88.0(1

Rome and Kingston 20.(0
Savannah, Criffin and North Alabama (Ala.) 67.00
Savannah and Charleston (S. Car.) 15.00
Savannah Skidan ay and Seaboard (progress) 8.50
Selma, Romeand Dalton (Ala )

.' 55.00
South Georgia and Florida 57.00
Southwestern 143.00

Bort Vdlev to Columbus 71 po
Smith ville to Albany 23.50
Cuthhert to Fort Gaines 20.00

Western and Atlantic (Tenn.) 104.20

Total..

STATE OF ALABAMA.
Alabama and Chattanooga (Miss.) 280
Alabama and Florida Union (project)
Marion and Cahawba 32
Memphis. Holly Springs and Selma (Miss.)
Memphis and Charleston (Tenn. & Miss.) 140

Florence Branch 6
Tuscumbia Branch 2

Memphis and Savannah (project)
Miss., Gainesville and Tuscalosa (Miss.) 78
Mobile and Girnrd 22a
Mobile and Montgomery 181
Mobile and Ohio (Miss., Tenn. & Ky ) 63
Montgomery and Eutala 80,

Montgomery and West Point 88,

Opelika Branch 28
Nashvi le and Decatur (Tenn.) 26,

Nashville and Chattanoo-a (Tenn.) 27.

New Orleans, Mobile and Chattanooga (M. & L ). 30.

North Western 11

Savannah, Griffin and North Alabama (Ca.) 46
Selma and Gulf 100
Selma nnd Meridian .. 81
Selma, Rome and Dalton (Ga.) '. 176
South Alabama (Columbia to Pollard) 120.'

South and North Alabama 183

Tennessee and C iosa Rivers (project) 36.

Western (Montgomery to Selma) 44.

Winchester and Huntsville (project) 20.

2.313.70 1932.70

4(1 8(1)

fi.(0>

2.00)

.10 16 00
Jill 83.50

164.011

To (.3.00

.00 40. 00

.50 85.50

40 28.40
.00 26 00
.00 2". 00
.1(1 30 on
50 lj.50

00
.III) 40.1.0

.311 81.3(1

00 176.00
.(III

10 92.00
50

on 44 00
.00

Cost of Rool
and Equipm't.

2,5"0.000

1,000,0(11

4.918,746

3C6.407

3,01 II.O'IO

!i ,000,1100

251.0
3' 1.719
-.79 211

1,213,129

3,500.000

2,500 1100

3,000,000

1,S2J,7I2

3 076.908

2P0.0

$32,164,298

1.600.000

4 000 000

4,576.770
too 000
63,001)

P6.74
237 09 )

29 /
53 011

16.00

60.00
192.(0
14.18

8.87

171.001
39.00 I

4.00
f

18 00 J
40.00
57 011

185.00 1

111.00/

102.50

3a .31

2(1 (10

34.01)

1. .00

8.50
55.00
57 00

143.001
7I.(0|
23.50

f
20.1'OJ

124 20

3,081,213

249 000
(ill). 01 10

2.148,130
1 250,0(10

1,897,672

8.920,6'. I

1.340.882
2 291,311

$32 ,803,588

1,20(1 235

5 380,903

1,032 200
200.U00

1,2011,000

4.703.877
:'51.72)

175,060

4,150,000

2.000 009
2,500 000

4,500,000

2,000 000
766 200

235235
1.000 1)00

382.967
200,0(10

2.01 0.01

1,250,060

4,587,313

$9,000,000

1 000,011(1

Total 2.150.00 1,39610

4,534,371

350 0110

1 729,41,2

4 231.889
1.614,942

1 198,930

2.S06.670

823,074
866,1 64

1.200 000
'250,000

S.lYon'.OOO

2,163,.r G4
7,500.000

120,000
3,00(1.000

36 500
2,0110.000

20,000

$46,598,605
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Life Insurance.

We have from time to time called the atten-

tion of our readers to the progress of Life

Assurance in the United States, and although

we did not. name any particular company

whose affairs wp considered doubtful, yet we

spoke of certain extravagancies, and what

we regarded as bad management, that we

feared would sooner or later produce unfortu-

nate results.

We also indicated our suspicions bv refer-

injj t'> the affairs of a Life Company that

we thought were under the soundest direction,

and that bore a striking contrast to those of

such other organizations as were making a

grand display, and very much more noise

about the pxtent and profit of their business.

But these warnings passed, so far as we

know, unheeded. The Life Companies have

had such a career of prosperity, and have

been so energetically presented in all parts of

the country, that thev have been locked upon

as impregnable, in spile of their violation of

nearly every sound financial principle, if not

of the ordinary rules of business.

The recent failure, however, of two of these

great companies, has startled our people, and

tbey are now demanding a more thorough ex-

amination into the standing of all these or-

ganizations, than has ever been had before.

By this means we shall find out what compa-

nies have a sufficient capital to meet their

liabilities, and a safe and profitable invest-

ment of their funds, and whose expenditures

are legitimate and reasonable with the

amount of business done, as well as those

that spend their funds in puffing and show,

nnd in sustaining agents that do little or no

business, other than to stand about and blow

strong, and become the custodians of their

company's funds, and in paying extravagant

salaries to incompetent or indifferent officers.

There are good, strong, well managed, and

reliable Life Insurance Companies in the

United States, as are to be found in the world,

aud there are others as weak and as flimsy as

possible, and yet hold together. Some of

them are the most outrageous frauds that

were ever practiced upon our people. For

the good of all concerned, the probing pro

cess now inaugurated by the failure of the

Home and Great Western Companies, should

reach to the very bottom, and the weak and

bogus concerns driver^) the wall, and a com-

parative exhibit of trry status and manage-

ment of such substantial companies as the

New York Mutual and Knickerbocker, etc
,

officially given to the world.

This cleaning out process is a necessity for

thegooi companies, as they suffer to a cer-

tain extent oy any disparagement brought

upon the system.

They ought, therefore, to demand the most

thorough investigation, and at the same time,

look into their own condition, with a view to

the adoption of new economies and such re"

forms as are warranted by experience, and

will give greater safety and proSt to their

policy holders

Cincinnati & Indiana Raiiuoad —At a

meeting of the stockholders of this road, on

the 19lh, the following were elected Directors
j

for 1871: M E Ingalls, T. H. P-rkins, Bos-

ton; J. S. Kennedy, Nev York; W. T. Boaz,

W. S Groesbeck, 8. J. Broadwell, A. M. Stim-

son, Cincinnati.

Le Van's

topTei Governor,
WITS

BALANCE VALVE COMBINED.

A Mpr.torion* Invention.

Any invention which will tend to lessen the

liability of accidents on railroads, is worthy
of special attention, and should be thoroughly
tested We were shown recently an inge-

nious and simple invention designed to notify

the engineer of any train upon which it may
be placed of any accident to the running gear

of the cars. It consists of an electric appara-

tus, connected with all the cars on the tram,

and is so arranged that the instant a wheel or

truck leaves the tracs or meets with any ob-

struction, the electric current is broken and
the engineer on the locomotive is notified by
the tapping of a gong located in the cab of an
engine. The connection is made in a very

simple but substantial manner, and is so ar

ranged that it is almost impossible for it to

get out of order. The battery, gong, etc., are

placed on the engine, and the wires forming
the circuit are placed in such a position on
each car truck, that when a wheel is thrown
from the track the electric circuit is broken,

and the ringing of the gong gives instant no-

tice of the accident. The utility of the appa
ratus is apparent, as it frequently happens
that when a car jumps Oi' is thrown from the

track that the engineer is not aware of the

accident until he has proceeded some dis-

tance, or until a crash occurs. By this inven-

tion it is claimed that the notification would
be almost instantaneous, and that frequently

the engineer would be able to avert all dan-

ger to cars or passengers. The invention can
also be applied so as to lake the place of a

bell rope on passenger trains, and as a means
of communication between the engineer and
conductor of freight trains. The inventor,

Mr. Wm. Gdlett, is a resident of Allegheny,

and is now in communication with several

prominent railroad officials. It is probable

that the apparatus will be placed on several

trains on the roads centering here for the

purpose of giving it a practical test.

—

Pitts-

burg Evening Chronicle.

Warranted to give entire satis-
faction. One will be sent to
any r°snonsibIe party on
30 days' trial to be re-
turned at onr er-
penseifnotas
represented.

Price List and Photographs sent
cm application.

Jigg" Progress at the Hoosac tunnel during

November : East end, 133 feet; west end, 63

feet of brick arch ;
west shaft, 130 feet; cen-

tral shaft, both headings, lfi feet. Previous to

the present contract forty feet was more than

the average monthly progress.

— A new railroad to be called the Lacka-

wanna & Susquehanna, has been put under

contract, and it is expected to be finished in

nine months It will form an important link

in the Delaware and Hudson Company's im-

provements. It is twenty-one and a half

miles in length, and forms a connection with

the Jefferson Railroad, one and a half miles

south of Landboro', whence it forms a con-

nection with the Albany & Susquehanna at

Ninevah.

V. Barnet La Van k Co.

„ & E. cor. em and Wood SU.

,

W^i^ i

,

ii !iL33t7j Philadelphia.

30 6 70.-0. '

THE RAILROAD CAZE TTE, putdished in

Chi~a?o. by A N. KELLOGG, is a Weekly Illustrated

Journal Of 21 pa?es, as large as those of Every Saturday.

It contains a complete record of railroad news:—the pro-

press of nen- roads, elections and appointments of officers,

contracts let a-.d to he let, summaries of annual reports,

illustrated descriptions of railroad improvements, articles

b.tth original and selected on railroad operation and civil

and tnt-cbanic.l engineering, and discussions of the rela-

tions of railroad companies to the community.

This journal is prepared especially for stockholders,

directors, and officers of railroads, and all railroad em-

ployees. Price S4 per annum, in advance

THE FIStM OF WM. J. YOUNG & CO.

Mathematical Instrument Makers, consisting: of Wji.J.
Young and CHAR. S. Hfli.eb, was dissolved shortly he-
fore the death of Wm.J Young. The undersigned, the
late partner of said firm (who was with JVlr. Young con-
tinuously for Fifteen Year.*, will continue in the Bane
line of inisiness, at No. 33 North Seventh street f
Cot. of filbert.

OH4.S. S. HEIO.ER.
Philadelphia, August 1, 1870. • 29-9-70, 27

GET THE BEST
rami's mil
10, >- 1> Words and Meanin-js not in other Dictionaries.

3000 Engravings. 1:40 pages Quarto.

Glad to add my testimony in ltd favor.
: Prest. Walker of Harvard.]

Every scholar knows its value.

[
*" 11. Prescott, the Historian.]

rp he most complete Dicti na y of the Language.
1 [Dr. Dick, or Scotland.]

The lest guide of students of our language.
[John G. Whittier.]

He will transmit his name to latest posterity.

[Ohahcellor Kent.]
Etymological parts surpasses any thine by earlier laborers

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. |_Klihu Burritt.]

Excels all others in defining Bcientific terms,
[President Hitchcock.]

Sso far as I knows best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthcepist.]

Anecessity for every intelligent family, student, teacher

and professional man. What Libiaryis complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

forthe million.

—

American Educational Monthly.

Published by G. & C. MERRIAM, Springfield, Mass.

Sold by all Booksellers.
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THE PALACE DAY AND SLEEPING COACHES
OP' THE

Erie and Atlantic & Great Western Railway
*B-e the Finest isa Use on this Continent!

ISITbUlWK VflSi)**' OS' TWfci JtfHUAv UAViili PALACE 4JUA*Uuk:S.

These superh Coaches, built peculiar to tSie Broad Ciausrc, are
attached to the 9:45 P. M. Express daily at Cinciuuaii, ruuiiing
THROUfiU TO MEW SOEii WITHOUT CHANGE. Conductors ac-
companying th?se Coaches through to Mew York..

Ticket Offices : SO W. 4th St., Mo. 4 Burnet Elouse and 115 Vine St.

W. B. Shattuc, Gen'? Southern Afft., Cincinnati, O.

nn

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANDFACTUREB3 OP

MACHINISTS1 TOOLS,
SUCH AS

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, frc.

W. T. HILDRUP, Treasurer.

E OWIJf J. HOKiVE.'t,

Successor to

JIcDAKEI & MORJJES5,

Locojnotive and Railroad

CAR SPRING MANUFACTURER
.v.i.(iiu;iu.i, lieliinare

AMERICAN

The undersigned are now ready to contract for the
delivery of RAILS made of

BESSEMER or

PNEUMATIC STEEL,
Wholly AMERICAN, and of the best quality.

PENNSYLVANIA STEEL CO.
434 Walnut St., PHILADELPHIA.

CAMBRIA IRON CO.,
400 Cbesnnt St., PHILADELPHIA.

2-21 -3m

BOOTH'S DUPLEX,
SAFETY,

Steel and Iron Sail,
Now fully demonstrated to be the TRUE STEEL
RAIL, we are now ready to negotiate with Rail-

road Companies for its adoption under such

arrangements and suggestions as we will upon

application by letter or in person make known

to '.hem. Opening a new era in Railway economy

hitherto unprecedented. AH communications

must bear the signature of either the President,

Vice-President, Superintendent or Engineer.

J. 1L. BOOTH &, CO.,
Rochester, M. Y.

HAVEN & AULEM,
in Broadway, M. Y.

uRAND SCENERY!
fi^-QUlCKEST RoTJTE-©a

SO Miles in Distance Saved

imore©
—TU—

BALTIMORE,
rilILAOELPJirA,

NEW YORK, and

rtosTox,
wrrn TriE privilege of going toW .A.S II I TVGTOTV

NO CHA1VGK OIT CARS
b'rom Cin.-innati T?o l-H-m r\V*& aml 1,uf 0>JT'

:

orOolumhQs to -DcXl bj.I.LIU± L> CHANGE
J*itilad Ipftia and AeW York.

Baltimore&OhioR.R
Ask for TICKETS and
BAUOAflu CHECKS via

J. L. WILSON, Master of transportation.
L. M. COLE, lleneral Ticket AReiit.

3. B QIBSON, General Western Passeneer Auent

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Change of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. JoBppti

Jfforson City, and all pointB on the Lower Mis-

sissippi River, and on the the Illinois

Central Railroad.

TB*ISS RUS> AS FOLLOWS
St. Louis. Evansville and Cairo
Mall 7:15A M. 10:55 P. SI.

OsRood A.-commodatinn. .. 3:10P.M. 8:45s. M.
Through Western Express 5:1" P.M. 8:30 J». M
Night Express 10:20P.M. 6:00A.M.
The 5:10 P. M. train runs daily. Trains run by Vin-

eenr.es time, 12 minutes slower than Cin'ti time.

For tickets or information apply at Offices. 132 Tine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDI'R* NT. Superintendent. Cin.O.
C.E. FOLLET. Oer.'l Tick't Ag'l, S'.. Louis. Mo.

Ill

As in use on the National Despatch Line of
Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents

:

Wilmington. Delaware, or
I'll AS. KIX'KI'S A CO, itoslon.MaHH.

2-12-9, 53

THE LOBDELL

CAR-WHEEL.TIRE & MACHINE
COMPANY,

WILMINGTON, DEL.
Established la 1836

Allkinds ofBailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENN AS, Treasurer.
WM. W. LOBDELL. Secretaly

18-&-70,5J
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MOO HUES under

One ibnsgeiteiit.

ESOAIXiAlGE.BUrBI.ETKAOi BOVT£
FOX

—

800 MILES without

Lliduge of Coacks.

MWY! ply sx

Providence, Albany,

PITTSBURG, HARRISBURG
And Principal l'oinls in

NEW YORK, NEW ENGLAND
ANiJ—PennsylTania.

This Railway extends from
CISCIA N All to NEW YORK, - 860 Miles.

CLEVELAND to NEW YUKK, - 625 Miles.

DUNKIRK to NEW YORK, - 400 Miles.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to AEW YORK, - 385 Miles

22 to 27 MILESthe'sHORTER ROUTh.

TVSO EXPRESS TKjC.IKS SBAIEY
Leave CINCINNATI from DEPOT, cornel- Fifth

and Uoadlev Streets, by Columbus, O,, time,

which is 7 rjinutes faster than Ciu'li time.

7.00 A. If., CINCINNATI ESPHESS,
(Sundays ^scepied.) Arrive Dayion (J.tO A.
M.; Urban-., 10.29 A. M ; G-aiion, 12 57 i .M.;

Mansfield, 140 P. M., (Vest Salem, 2.50 P<

M. (Dine). (Sleeping Coaches through to

New Yolk) | Akron, 4.20 P. M. ; -Ranvenn'a,

5.10 P. M.; Meadviile, 8.00 P. M. (Supper);
Susquehanna, 7.55 A. M. ( Breakfast) ; Tur-
ner's, 1.40 P. M. (Dine); New York, 3.00 P.

ii. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for VViJliamsport and the

South; at liinghamptou for Coopersiown,
Albany and the celebrated summer resort,

Sharon Springs, and at New York with
aiternoon trains and steamersfor Boston and
New England cities.

9.45 P. M. LIGHTNING EXPEESS,
daily. Arrives Dayton, 12.03 A. M.; U bana,

125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st)

;

Akron, 7.38 A.M.; Ravenna, 8 25 A. Iil.;

Meadviile, 11.20 A. M. (Dine); Hornells-

ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsbur™,

ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c. ; at Meadviile

with Franklin Branch for Oil .City; at

.Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning traina for Boston and N. England
cities.

New and Improved Coaches of the ^tyle peculiar to the

Broad Gau-je. arranged for both Day arid Night 'travel,

are attached to this tiain at Cincinnati and run through to

Netf York, forming the iisaiy luine running through

S60 Si iles wilbout f'hange.

Boston and New EugianfS Pasqeiisyerfl,
vfilli tla-ir I3:e^^a^e. ar« traus£en*e<l FiiFsF.
<HT CESABfciE in A>w "S'orSi.

VTJ* The Erie Railway company has opened a new
Ferry from their Jersey City Depo to the fool of Twenty-
hinl Street, New York, rflUS enabling pnesengers to reach

he l.r per portion of tlie city without the expense and an-
noyance ot a streetcar or oainibustransfer.

yf~p The scenery along the entire route of the Erie

Railway is ot the most picturesque and beautiful character.

Admirers of Nature's beauties, in a daylight journey over

this Line, vill find in its ever changing landscapes sub
ects of continual admiratii n and interest

Baggage Olieck'tl Through
And I-'arealicat/B as Low us htj any oilier Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which <md be ohiHintw] at the Company's Office? in Cin-

cinnati, 80 West Fourth Street, 115 Vine Street. 4 Burnt

t

l.uuse, and foot of Broadway (Spencer Bouse Block) and
*tnli principal Ticket Office* in the South ami South-

K -t XV3S. K. BARK,
W. U. 8HATTIT. Gen. I'asa'rAgt.

Oci.erai Southern Agent.

Best Route i» St. Loui* and Ch csga

I NDIANAPOL1 S,
i* CINCINNATI

—AtJD

—

LAFAYETTE RAILROAD
(Jr- iT.'iromsL Passenger Route from CINCINNATI to

o.^rio.o
OHICAG O,

Memphis, New Orleans, Springfield, Guincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail ami Niver Towns aid Cities in the West,

North westP-nd South-west.

lO^Tne? 35 A. M. train rhrs daily.

ON AND AFTER SUNDAY, DEC. 5TH, 1P69, TWAINS
WILL LEAVE PLUM STREKX DEPOT, AS FOLLOWS :

Indianapolis and Lafayette Mail....
St Louis and Springfield Kxpress...
:*St. Louis and Springfield Express*.

Lawrenceuurg Acorn mi id at ion

Lawrenceuurg Aecomniodaiifm

*The \i).1Q vm. train will leave Sundays, but not uu Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Leave. Arrive.
i .20 am K W am
2.40 Jim 7 35 am

1" B(l pra 3.42 pm
10.10 am 2.35 pm
4.: pm 8.25 am

Chicago Mail
Chicago Express
Harrison Accommodation-. ..

7 00 am ]0.!5am
aO pm y.3o pm

5.30 pm 7.10 am

Throu^hTickels can be obtained at the Burnet House
Oflice, corner ol Thitd and Vine ; Rivei Oihce, corner ot

WalnutStreetand Kivtr; and at Depot, cornel oi Plum
and Pearlstreets. 'lhe splendid Passenger Depot of the
I. & C. Railroad is about a mile neaiertt.e busmesscenter
of the city ttian the Depot of any other railroad, and with-
in a few squares of the Postofiiceand principal hotels and
Steamboat 1 an dinps.

J. F. RICHARDSON Superintendent.
g. B. LORD, Genera) Ticket Agent.

UiasiHnatij Hamilton & L;ayton Railroad.

Trains run to and from Cincinnati as follows:

DEPiRT. A.RR1V2.

Eastern Express (Erie Railway). 7:«0A.M. 6:3ttP.M-
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A.M. 10:25 P. M-
do do do 0:30P,M. 7:0OA.M

Lima Fort Wayne &. Chicago 7:15 A.M. 10:25 P. M-
do do do ....2:30 P.M. 5:40 P. M-
do do do ...6:30 P.M. 7:30A.M.

Sandusky. Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Snrinsfield Accommodation 2:20 P.M. 10:20 A.M.
Sandusky, Cleveland & Buffalo.. 6:30P M. 10:20 A. II.

Muuciei Indianapolis 7:35 A.M. 10:25 P.M.
do do 5:00 P. M. 1:20P.M.

Hamilton, Eaton & Richmond.., 7:15 A. M. 10:25 P.M.
do do u< 5:00 P.M. 10:20 A.M.

Hamilttn Accommodation !l:30 A. M. fi:t!5 A. M.
do do 6:50 AM.

Trains run SEVEN MINIFIES FASTER than Cincln-
jatitime.

For allinformationand throughtickets, please applyat
tleold office, south-east cnrnei of P>road way and Front; Bur-
net House Office, corner Vine and Baker rtreets, and at the
respective depots. East Front and WeslSixth streets.

D. MnLAREN, Oen'l Superintendent.
SAM'L STHPIl!l><SON,Uen ITick'tAg't.

Jmnihuse^call for passen-.err

The Old And Reliable Route.

Through to Pittsburg without Change.

ThePITTSBURG.FORT WAYNE & CHICAGO RAIL-
ROAD, in connection with lhe Cincinnati, Hamilton &.

Dayton, and Little Miami Railroads, still continue to trans-

port produce and merchandise between Cincinnati and
Fittsbuss. Philadelphia, BultimcrOt New York or Boston,

and all fcastern points with the greatest promptitude and
diapalch. ^
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

II. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati.

W. P. SniKK.Qenetal,Fr»ipht Apent
Pittsburgh, Pa.

LOUISVILLE 4 CMG1NNAT
SHOBT-I-IHE MllMM,

i«,

On and after June l'<, trains '.vill run as follows :

IWtfi e^ *^VPR'N.*S 1'-aves Cincinnati 720 A.
ItS fl"'a ^szd si. Dally (excepl Sunday^}, ttops regularly
at WfiltDn, blliston, tfpriiLa, Li!)t-ily. \\ orthvil.e, L'alnp-
bellobmg, Lagrange. i"tj«ee Valley, Anchuntgi; ; when
tl -gued, -t bv uth Coyiugt- n Maurice, IudLpendence, Hdnk
Lick, Verona. Zion, tj enc.e, h.af.')e, CarroUton, Sulphur,
Pendleton J ariiv-satL ui^ville 12.05 l'. M.

f^Jrfh A^ feOt'filKJtttN ar'AST MXEU-.,
l^a^Po %$ Cineiunaii at JU3« P. M UC>y (t-xc-pt
Sundays>. Stops only at Walton. Woniivnle, and La*
•/range ; arrives at LouUrilte ii.£0 P. ii.

AtA SI* le»vea Cincinnati 5.00 P. M
Daily (except unday.-). Sivpa re-iulaily

at Walton, tlli&t n. Gleucue, Sparta, L.berty, Horthvihe,
Ottrnp'-ellbburg, Sulphur, Lngrange, 1'ewee Valley, A nch*»i-
age, and when flugged. at South Covington, Maurice, inde-
pendence, BauK Lick, Verona. Z\un. E.j^le, C-rulltun,
1'endluton ; arrives at Louibviile IO.Oi> P. 51.

NJCSHT EX4»3tEKvS leave, Cin
cinnali at J£.io P.M. Daily (cctpt

Siiiuiiiays). "Mops regUiarly *t Worthviile, Lagran {.e, and
when flagged. a' Waltnn.Vei-ona, i iJiston,- lei.c--e. Sparta,
Liberty, Kagle. Campbellshurg. Sulpuur, r'endi. ton Heweu
Valley, Anchorage; arrives at Luuisvibe at 5.00 A. 31.

IfJ
3
>Io. 4> connects at Lagrange with the Lexington

Trains, »iiriv:ng at Frankfurt at 6.l4r p. 3J., Lexington
7 £5 P. M-, QUICK TlMK.

DTP The BtStRnute to the Sou-h More Daily Trains
and Quicker Time than any Lint from Cincinnati.

HKNKy SJ'KFFl>E, Ceu. Ticket Age

.0

GEr,S !

r
RAI R. R. OF NEW -JERSEY.

Passenger and Freight Di'pot in New Yurk. foot of Litj-

ert.v st., connects at Hampton Junction with the Dela-
ware, Lackawanna, and \\ estern Railroad, and at Eas.on
with tiie Lehigh Valley Railroad and its connections,
forming a direct line to Pittsburg aud the West, witnout
change of card.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this Ljne to Chicago,

Cincinnati. St. Louis, etc, with but one change of cars.

Silver Palace cars through trom .New York tu Chicago.

FALL ARRANGEMENT.
Commencing August 30, 18tJ9. Leave New York as

follows

:

G:55 a. m.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Maboney City, Tuckhannocic
(fcC.

7:35 a. in.—For Somerville.
3:3Ua mi.—For Flemington, Junction, Stronisburg

Water Gap, Scranton, Kingston. Pittston, Great Bend,_&.c.
12 hi.—For Flemington, Easton, Allentown, Mauch

Chunk, Wilkesbarre, Reading, Columbia, Lancaster,
Ephrata, Litis, Fottsville, Scranton. Harrisburg. <Sc.

3:30 g>. an.—For Easton, Allentown, Mauch Chunk
anti lieividere.

4:30 p. aia.—For Somerville.

5:25 y- El.- For Somerville and Flemington.
6 a>. ies.— For Easton and intermediateslations.

7 p- wa.—For Somerville.

7:20 p. BBS.—Emigea-nt—Stopping only at therrinci
pal stations.

9:0O p. in.— For Plainfield.

11:50 p. en.—For Plainfield, od Wednesday and
Saturdays only.

FOR THE WEST.
9 a. an.—Western Express, daily, (except Sundays,)

for Easton, Allentown, Harrisburg, and the West wiilfc-ut

change of cars to Cincinnati cr Chicago, and b*ut wa
change to St Louis., Connects at Harrisburg for Ecfe an
the Oil Regions. Connects at Junction for Stroudffb
Water Gap, Scranton, &c. Connects at Phillipsbur
Mauch Chunk, Wilkesbarre, &c.

5p.BBi.

—

Cincinnati Express, daily (except Sain
days,) for Easton, Bethlehem, allentown, Reading, Harris
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-CavB
to Pittsburg and Chicago. Connects at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tion 1' to ticranion. This train will be run to Easton on
Saturdays as a local train, stopping at princip a 1 stations.

8 £>. m.

—

Western Express Train, daily, for Easton
Allentown, Reading, Harrisburg, Pittsburgh, and the West
—connects at Harrisburg with train for Williamsport, Krie
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:43, G:H0, 6:55, 7:15
o:!5., 9:30, '.>., 9:50, lt>:30, 11:4(1 a. in—12m , 1:10, 2:* U
3:U0,3:3l», 3:45, 4:15, 4 3(i, 4:45, 5:111, 5:25. 5:45. 6 :u0,6:-25,

7:H0,7:2 ,7:4H,8: !):00,9:40 10:45. 11:50 p. m.
Tickets for the West can be obtained at the office of th?

Central Railroad of New Jersey, foot of Liberty st., N. Y.;

atNo. I Astor House; Nos. :-'54, 271, 526 Broadway ;»:

No. 10 Greenwich st., and at t,he principal hotels.

„ R. E, RlCKKR.Superin'.ecdeli'
i^ -i.Dwti.Gen Pass. A gW
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The Northern Pacific Railroad.

We understand that an effort is now to be

made to construct tbe Northern Pacific rail-

road. The readers of the Record will recol-

lect, that we have always been in favor of

three Pacific roads, and consider them neces-

sary to the ultimate development of the

country. Many years ago, we did what we

could to advance the interests of the Southern

Texas road, and which, we believe, is about

being recommenced. Of these three Pacific

routes, we have no doubt, that the Northern

Pacific has decidedly the advantage. A rail-

road is df no great use, (that is a very long

railroad) unless it develops the country

through which it passes, which again, it can

not do unless the soil is good, and tbe climate

favorable. Here is the difficulty with the

Union Pacific and the route now proposed for

the Southern Pacific For the greater part

of the way, they are through a barren country,

and without sufficient water. These are diffi-

culties not, to be got over, and hence, we see

that tbe Union Pacific does not cause any

rapid settlement of the country or get any

local business. It will not do either until the

rich soils of the country are exhausted, and

resort is had to the inferior, with manure and

irrigation. But the whole case of the North-

ern Pacific is reversed—there is rich soil (for

a great part of the way), a comparatively

mild climate, and the isothermal lines of good

vegitation. That is to be proved—you have

a right to say. Yes, and perhaps a discus-

sion of this matter, muy lead to some inter-

esting and useful information, on an almost

unknown part of our great continent. First,

however, let us see what the land grant made
to this road is, and second, what is its direc

tion and general location :

1. Ihe charter granted by the Congress of

the United States of America to the Northern

Pacific Railroad Company, with its amend-
ments, confers the right to construct a line

of railroad and telegraph across the con-

tinent, between some point on lake Superior,

in the State of Wisconsin, or Minnesota, and
some point on Puget's sound, via the valley of

Columbia river, by the most eligable route,

within the territory of the United States, on

a line north of the 45th parallel of latitude>

with a branch to Puget's sound, across the

Cascade mountains, from some convenient,

point, or to main trunk lines. The term
" Puget's sound " in the charter, is to be con-

strued to mean " all the waters connected
with the strait of Juan de Puca within tbe

territory of the United Statts"

The grant of lands is 25.600 acres per

mile through the territories, and 12.800 acres

fier mile through the Slates. Besides this

are grants of right of way for telegraphs,

road, station houses, depots, 4c., together

with slone, lumber, &e. If, by squatters, un-

der the homestead laws, the company can

not get the amount granted, then it is at lib-

erty to take the required amount anywhere
within-twenty miles. The company is, there-

fore, absolutely certain of the amount of land

granted. The total amount of the grant is

50,000,000 acres—more than 10,000 square

miles greater than the area of New England.

This grant is equal to two States as large as

Ohio, and seven times tbe area of Belgium.

Such a land grant as this has never been

made to any company, or any community on

earth; and we say distinctly here, that one-

fifth part of this grant, is enough to pay the

whole cost of the road ; provided, always, that

tbe soil is good, that the climate is good for

cultivation, and that the land is sufficiently

watered by streams and rain. These condi-

tions granted, the land grant to the Northern

Pacific, will make five such roads, but this

point we shall discuss in another number.

2. The general direction of the road is the

next great point. If it should happen to be

a saving of distance, and also pass through a

fertile country, then this route will be obvi-

ously for the best—with strong probabilities

of being in itself a most profitable road.

What route then will it take? The route

which it is at present proposed to take, is

something like this : It will begin, a3 required

by law, at "some point on lake Superior, in

the State of Wisconsin, or Minnesota." We
suppose this will be near Duluth, in Minneso-

ta, thence on the highlands between Red

river, and the Mississippi, to P'ort Bertbold,

on the Mississippi; thence in the valley of the

Yellowstone to DeerLod>;e pass, on the R cky

mountains, and thence to some point on Pu-

get's sound. This distance from Duluth to

Puget's sound, is 1,400 miles only. This dis.

tance is, of course, much less than that on

which a railway can be made. Nevertheless,

the distance by this route is much less th: n
that by the Union Pacific.

Northern route by rail, to Puget's sound 1,775 miles.
Union Pacific (Chicago to San Francisco) 2,405 "
I^urth Pacific gains t>30 **

The real distance is mueli less, in conse-

quence of having much lower grades.

Ou the routes which we have now consid-

ered, the Northern Pacific Railroad will 1 e

the shortest and cheapest route between Asia

and Europe. Tbe distance from New York

may be shown thus :

Via Chicago Miles. Via Duluth. Miles.

N. Y. lo San Francisco, 3,323, To Puget's sound 3,140
S. Fran'co to Shanghai 7 till, Puget's s. to Shanghai. 5,711
Si. If. to Shanghai 10,423 8,756

We discover then that it is 630 miles near-

er across by the Northern Pacific, and that it

is 2,384 miles nearer to Shanghai from Pu-

get's sound, than it is from San Francisco

These Tacts are astounding, and we say posi-

tively, that if the Northern Pacific Railroad

be made, there can be no competition on the

part of ihe Union Pacific with that in the

trade of Asia. The following brief table of

distances and hights, gives a striking view of

the advantages of this route:

Miles. Average Hight.

To Dacotah valley 300 1,80(1 feet.

To Yeliou-stnne r ver 300 2,200 ••

Along Yellowstone river 400 U.5HO '•

Feathered valley 300 3,500 "
Snake rivir 2 3,0110 "
Puget Bound 500 400 •'

The profits of this route shows that it is

in every point of view, greatly superior to

that of the Union Pacific. This is so palpa-

ble, as we have already said, if the lands are

fertile, cultivatable, good lands, one-fifth tbe

quantity .vould make the road. But, suppos-

ing that they are average second rate lands,

half the quantity would make the road, and

leave an immense surplus to the stockholders.

Under these circumstances, we hope, and we

must believe, that the Northern Pacific road

will be made early, without difficulty, and

with great advantage to the stockholders.

»-«*~*

The Dnyton & Cincinnati Short Line Rail-
road.

This is one of the schemes that can't be

killed, nor even scotched sufficiently to keep

it quiet for more than about ninety days at a

time. Like Banquo's ghost it will not down,

though all the powers of at least two huge

corporations are brought to bear against it.

It is the vexed railroad question of the Miami

valley, and like the everlasting Eastern ques-

tion of Europe, there is no final settlement t.f

it by compromise, or purchase, or intimida-

tion. Do what you will, it will never cease

to present itself at unexpected times, and

in strange shapes, and to opposing interests,

very unpleasant ways.

It has just sprung upon us.anew with unu-
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sual vigor—surrounded by influences more

potent, than ever before. Such strong compa-

nies as the Cleveland & Columbus & Lake

Shore, with the whole New York Central in-

terests in the background, nnd the ancient

Commodore thrown in, and its fast, but feebler

friend, the Cincinnati, Sandusky & Cleveland

Company, have given their endorsement to

this scheme; and the papers say, that now

(there is no doubt about i') the short line is

going to be buiit.

Well, we certainly hope this is so. For

years we have insisted, in this journal, and in

more than an hundred speeches upon the sub-

ject, that it would be built—[hat it was only a

question of time— that it was daily becoming

a necessity, and that every railroad move

ment in this part of Ohio, tended towards

this result, and may not the present attempt

be the one long looked for, that will verify all

these predictions, and place us high in repu-

tation among the prophets?

We know there are persons who doubt

whether this movement will result in vitalizing

the new road. And there are others we know

of who positively believe and say, that there

is no intention on the part of the present

schemers to make it. That it is a deep laid

plan for the most selfish of personal purposes,

and that this sanction of the stockholders of

the roads we have mentioned, is only a part

of the plot, that, though it gives the greatest

semblance of good faith, is the most easily

set aside whenever the occasion requires.

" ye of little faith," we exclaim in reply;

and yet these doubters and unbelievers ad-

vance arguments and reasons for their posi-

tion that are not as readily put aside as one

at a first glance would suppose. They say,

(and in this instance we consider " the// say,"

entitled to respect), "that this is the eighth

or tenth time that arrangements have been

effected by which this same road was undoubt

edly to be made." Well, what of it ? What
else could be done to secure this work, but

make the eighth or tenth arrangement, when
all others had failed ? And what better can

any one do than to make others up to any

reasonable number, if this one should, like

the rest, prove a fizzle? There is nothing

in this argument against the present effort,

rather does it lend in favor of it. But, we
are answered, ' the same men are in the man-
agement who deceived us before. How can

we have confidence in them ? And these are

the same companies that not a year since

raised and pledged to the construction of this

road more than a million of dollars, lor

which sum they now only propose to endorse.

Ii it in the nature of things—and particu-

larly in human nature, that we can have faith

ia them ?" These are strong points, we con

fess. Yet, they are not overwhelming, we
think. These men may have reformed Who
knows? Or they have been a little too posi-

tive of their pow*r to do what they prom'sed.

Or they may have been themselves deceived.

Or tliey may think, that having made
handsomely in the old way, that they will now

go for the profifs of the new. Always

provided, of course, that the old should not.

" come down"— r-n to speak, beyond all ex-
'

pectntions—with more profit, less labor, and i

no risk, than are promised by the new. In i

such an event, of course the rna'ter is under- '

stood And as for these companies, what are ',

they after all ? Mere noses of wax to be

turned and twisted according to the perverse

wiil of their wise or foolish, selfish or liberal

managers. They are poor miserable t' ings,

without consciences to give them an occasion-

al twinge—or souls to send to perdition for

their crimes—or bodies full if sensitive

nerves to belabor and make sore They are

unaccountable things, and not to be regarded

much by either sensible or honest men.

We are assured this all sounds verv well,

and also that it don't convince. Or to put

the matter stronger, though perhaps homelier>,

we were told "that folKs didn't put much

store upon such excuses as that." We our-

selves doubt whether they are very strong,

but as they seem to us about the best that

can be advanced in the premises, we hope

they will command some little respect.

But there are other troubles in the way.

People do say, though we are sorry to say

people are not always reliable, at least we

have known them when they were not, but in

this case anyhow, they do say, that if all these

other reasons are not well founded,- that the

aforesaid short line railroad is still in doubt'

just where it has been for years, because the

same old opposing interests will buy the short

liners out. We reply they can't Why ?

Because the price is too high. " But they'll

come down, sell out and pi'ch in anew."

Never I
" But they have over and over aga n

It's an old game, and always wins " But they

are tired of this game, it's too costly. We
cited facts, figures and lamentable examples.

" Then they will make terms, compromise and

divide the spoils, and if they can't agree upon

these, there will be leasing and selling out,

assignments and transfers and ail manner of

thingi that will supersede the necessity for

making a new entrance from the north into

this city. These corporations will have one

and what more do tbey want? These men

will by this process make large sums of mon

ey, and what else are they after?
* fc Ah. there'b the rub."

We caved There was no reply to this.

Besides, it came too thick and fast. Still we

think and here again solemnly record our

opinion, that the Dayton & Cincinnati Short

Line Railroad will be built—that it is only

a question of time, and may be that time is

at hand. " So mote it be
"

{gjg-Last year cotton to the value of $22.i,.

OOU.uuU was exported from the United Sluies.

The Xew Virginia City.

Three years ago the writer of this article

visited the Virginia Peninsula, and after »
pretty thorough examination of alt the points

of interest, in that, historic territory, gave it as

his opinion that here would arise a great mari-

time city, that would be the shipping point for

a portion of the immense trade that is growing
in the South-west.

At that time the Chesapeake & Ohio Rail-

road was only in embryo. Its friends were
claiming great things for ilTas a new line to

the sea, with vast local resources, and advan-
tages in gradients and distance superior to

those possessed by the other railway thorough-

fares from the West to the Atlantic citie3.

But its sea terminus was not concluded upon,

or, if it was, it was kept a secret, and the

people of Richmond and Norfolk were allowed

to speculate upon this important subject as

they chose.

And afterwards, when the present company
assumed the responsibility of constructing tbi.s

road, and the public mind bad become settled

upou the certainty of its rapid completion, its

eastern termination, in the raiuds of many,
was still in doubt, or fixed at one of the points

alre^y mentioned.

In our examination of the question we had
concluded that such a line of road would not

stop at the navigable head of the James river,

from which the sea could only be reached by a

tortuous course of one hundred and sixty

miles; nor would it probably seek its principal

terminus down the South Side at Norfolk, at

the expense of adding to its length and the

inconvenience of a change of gauge; when it

could be extended to Hampton roads in a dis-

tance of about seventy miles, through a coun-

try so level and well supplied with material
for railway construction, that the cost will be
less per mile than that of any part of the whole

line—and the gradients less even than the

most favorable upon any other part of the road

and its capacity for local traffic equal if not

superior to that of the famous Shenandoah
Valley.

This favored spot we had located at the ex-

treme point of the Peninsula, now known as

Newport News, where there is high ground, a

fertile soil, an abundant supply of pure, fresh

water, good anchorage, a harbor capacious as

any in the world, with water deep enough to

float the Great Eastern, and not subject to ma-
terial tidal changes.

Last summer the writer revisited this inte-

resting locality, and re-examined the rival

points for the coming Atlantic city in Virginia,

Richmon:!, Norfolk, City Point, Newport News.

Hampton, West Point, Pee Yankee Tank and

Yorktown, were all visited, and their respec-

tive claims considered, unbiased by interests

of any kind, and with all the aid that could

be obtained from experienced pilots upon the

rivers, and an examination of the charts and

surveys of these localities made by both the U.S.

and Confederate governments during the war.

And his conclusions were, that either York-
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town or Newport News must be the chosen

spot, and that the natural advantages were in

favor of the la ter

The details of this tour were given to our

readers in a series of editorial letters in this

journal, under the head of " Virginia Notes."

In some of these epistles it. was predicted that

among the very best real estate speculations

then offering in the country were to be obtained

in and about these two places. Whether any

of our readers took this hint, and laid the basis

of their fortunes, we do not know; but we find

from a late number of the New York Herald

that some of the wealthiest and most sagacious

operators of New York have made heavy in-

vestments in and about Yorktown, which looks

ns though that place had been concluded upon

as the sea terminus of the Chesapeake & Ohio

Kailivay.

The Herald says:

"The following are the particulars of lauds

purchased at Yorktown, between the York and
James rivers, since October 21*, 1870: The
Anderson estate, containing 1 150 acres in and
around Yorktown, fronting on the York river,

purchased by William II. Aspinwall and the

company; also fi. D. Lee's land, containing

2,500 acres; Wm. II. Lees, containing 270
acres, fronting on James river; Robert A.

Bright's, 1,100 acres; C. Gallagher's, 300 acres;

Ed. Harwood's, 00 acres; Wall tract, 271 acres;

Bo ivar Sheild's, 170 acres; U B. Groff' s, 317
acres; N.K.Eagle's, 800 acres; Walter Dar-
lington's, 50'

i acres; Robert Arniistead's, 120

acres; Willis Lee's, 45 acres; the Wynn Mill

farm, 720 acres owned by II II. Wynn. Lands
purchased by Wolf & Heyman, of New iork,

as follows: The Power tract, at Yorktown,
225 acres; Nash tract, at Warwick river, 3,100

acres; Minor's, 200 acres; W. II. Lee's, 00
acres; Hubbard tract, fronting the York river,

75 acres.

The following purchases have also been
made: Edward Kirby, of Bro iklyn, N. Y.,

'Indian field,' on the' York river, 600 acres
;

Metrah Makely, of Washington. D. C , 75 acres
,

Y. B. Choles, of New York, ' Grove farm,' on
the James river, 8">0 acres ; T. J. Mulford, of

"New Jersey, 450 acres on the Poquosin river;

William Bennett, of Pennsylvania, 205 acres;

John G. Williams and Samuel Engle, of New
York, the • Warren farm, 1 fronting on the York
river, 1,800 acres ; Capt. II. C. Decker, of Sta-

ten Island, 300 acres; John J. Hovey, of New
York, 200 acres; J. Carpenter, of New York,

150 acres; Charles Gallagher & Sou, of New
York, 45 acres adjoining the National Ceme-
tery, Yorktown; Mr. W. T 1$. Milliken, of

New York, 225 acres on the York river; Wil-

lard Smith, of the New Jersey Central Rail-

road, Spratley's farm, on James river, 1,000

acres; T. J. Smith, Col. Duphey's residence

and 300 acres, at Williamsburg ; Wm. Jolly, of

New Y"ork, 150 acres near Williamsburg, and
CO acres near Y'orktown; II. K. Thurber, ' Big-

ler farm, 2,500 acres; W. D. Shurz, of Balti-

more, and Henry Halstead, of New Y'ork,

'Temple farm,' on York river, 500 acres ; Br.

John P. Tabb's plantation of 1,800 acres, by
George Hughes, of New York, for $60,000; also

the Alminton plantation of 850 acres, by Mr.
Duncan, of St. Louis, for $43,500.

By Mr. James P. Ash, 75 acres, one mile
from Y'orktown.

By W. A. Cooper, 125 acres ou the York
river."

We are still of the opinion, however, that

these purchases will continue until they in-

clude the property at Newport News, unless

tko present holders thereof ask exorbitant

prices, and that the great shipping point will

yet be made where all the natural features are

po favorable for it—where McClellan landed

his troops for his Peninsular campaigr, where

the Merrimac and Monitor fought their world

renowned battle, and where the shipping from

foreign ports ride at anchor to receive their

cargoes from Richmond and the interior.

Electric Signals.

AN ACCIDENT, ALMOST.

In a recent trip upon one of the railroads

lending out of this city an event occurred that

showed the importance, we might really say

the necessity, of using the new railway signal

of which we wrote a short time ago.

The train was moving at a rather slow rate

through the heavy snow of Saturday last; as

it approached a road crossing, on the one side

was advancing at a reasonable pace a horse

attached to a buggy in which was a gentleman

and lady, absorbed in conversation and per-

fectly oblivious to the perils they were mo-

mentarily running into. Upon the other side

was a team jogging along and driven by a

man who must have been hard of hearing or

lost in reverie, as he kept on without regard to

the approaching train.

The horse and buggy were nearly on the

rails, and the team within a few yards of it,

and the train within a few rods of the crossing,

before the engineer's eye caught the obstacle

upon the track, aud blew the whistle. This so

frightened both teams that they started for-

ward. As it turned out this was fortunate, as

the buggy got off the track in time, and the

team was checked before it reached the rails,

and the train passed on.

Cases of this kind frequently cause the most

frightful accidents. Whilst it is perhaps non-

sense to say what might have happened, yet

we may say, that in just such places, and by

no greater obstructions than a team of horses

or a wagon, trains are thrown off the track,

cars burned up, property destroyed, and many
lives lost.

Now this is one of the accidents that the

Electric signal is calculated to prevent. Sup-

pose that a large strong sounding gong had

been placed upon the signboard that now noti-

fies passers to " look out for the locomotive,"

and that when the train was within a mile of

this place, it had compressed a little tappet

near the track, that would have electrically

raised a hammer and struck that gong. And

when it was within a half or a quarter mile of

this crossing, it had repeated the operation

and sounded the alarm again. Is it not fair

to presume that both these teams would have

been startled by the noise, or that the gentle-

man and lady been aroused from their oblivi-

ousness, and the old man from his reverie?

We think there can be no doubt about it. At

any rate the chances for giving the notice of

an approaching train that the signboard is in-

tended to do, is more than doubled, and this is

of itself a sufficient recommendation, we think,

to secure its adoption by railway companies.

Burlington, Cedar Rnnirts A- Minuesotr
Railroad.

We have received advices that this road is

opened to Cedar Falls, Iowa, a distance of one

hundred and sixty-two miles.

The main line is to run to Mankato, north-

westerly through the State of Miunesota, a dis-

tance of three hundred aud thirty miles; the

two branches will he two hundred and twenty

miles long, thus making a total length of five

hundred and fifty miles.

The country through which this road will

pass is known as the " Cedar Valley," and

said to contain the densest agricultural settle-

ment in the State of Iowa, and to possess the

most fertile lands in the whole West.

It is perhaps not generally known, that the

work upon this road was commenced abou'

|

twenty months ago under the supervision of a

consi ruction company, of which our well known
and esteemed fellow citizen, J. H. Potter, was

president, and that it has steadily progressed;

in spite of many obstacles, to its present strong

position.

We arc told that the road is thoroughly

btiilt, with chairs and rails of the most ap-

proved pattern and of the best material, and

it is stocked completely, with locomotives built

at Boston, freight cars from the works of

Mowry & Co., of Cincinnati, and passenger

cars from the shops of Barney, Smith & Co., of

Daytm, Ohio t

Since the opening of the road, Mr. Potter has

been appointed Superintendent, a position he

is admirably calculated to fill by nature and

experience.

The officers are: Hon. Geo. Greene, Presi-

dent; James Putnam, Vice President; J. H.

Daney, Treasurer; J. H. Potter, General Super-

intendent.

Navigation of Rivers by the Cable Sys-

tem.—In Germany, the navigation of rivers

by what is known as the "cable system" is

making great advances at the present time.

The engineer, Opel, is the principal promoter,

if he can_not be called the originator of the

system, since by his improvements the princi- '*

pal difficulties in the application of wire ca-

bles to this purpose has been overcome. The
system may be briefly described as consisting

in the propulsion of boats on rivers and ca-

nals by winding on and off from a rotating

drum driven by an engine on the boat, a cable

previously laid lengthwise in the channels.

An economy of power one-third over the sys-

tem of paddle wheels is claimed A cable of

this kind has already been laid in the river

Rhine; another is in progress in the Danube.

One is in full operation on the Elbe, and
several others in smaller rivers are success-

fully worked The method supersedes the

tow path for canals, and the washing of banks

by ordinary means of propulsion is entirely

obviated.

—The Iuwa State Register (Des Moines)

says: Between this city and Fort Dodge, ou

the Valley Road, over 110,000 have been ex-

perded this fall in the construction of snow
fences along that excellent route.



40 4 THE RAILROAD RECORD.
Raili'oatis of the Unites! Stales

A Tabular Slaiemenl showing the Length and Cost of each Work at

the close of the financial year ending nearest to January I, 1H71.

(Continued from page 397.) ( Not including City Passenger Railroads )

STATE OF FLORIDA.
Corporate Titles of ,— t en c,tli in Miles.—

,

Companies. Tolal. Completed.

1. AtlanticandGulf(Ga) 2(1.(10

2. Florid. (Femantiiua to Cedar Keys) 1. .4(1(1

3. Fieri.laanil Alal>aina 45 2d
4. Florida, Atlantic and Gulf Central (iU.OO

5. Jackson, Pensacola and Mobile (progress) 248.(10

6. Peosa-iola and Georgia (Tallahassee) 130 00
Mouticeilo Branch :... 4 1(0

Tallahassee Branch 21 00
7. Perdido and Junction 0.00

Total..

STATU OF MISSISS
Alabama and Chattanooga

Meridian to New Orleans (La.)

Grand Gulf and fort Gibson
Memphis and Charleston (Tenn. &. Ala.)
Memphis, Holly Springs and Selma (Ala )

Mississippi Central (Tenn.)
Mississippi and Tennessee (din )

Mississippi. Gainesville and Tuscaloosa (Ala.)...
Mobile ,.ud Ohio (Ky,. Tenn. cc Ala )

Columbus Branch '.

Ne.v Orleans, Jac ,son and Great Northern (La ).

New Orleans, Mobile and Cuattanooga (A. fit La )

Raymond Branch
Viek^burg and Meridian
"West Feliciana (La.)

(i0;.20

1PPI.

20 no
14U.O0

8.00
38.00

18S.60

89.20
6.0.)

270 (1

1

14 SO
117 110

70.00
7.011

1(0 0J
0.00

so.nu
104 00
4a. j10

611.011

25.n0
IJO.i 0)

4.00>
21.(11}

e.oo

S.no

3d.,10

Cost of Iloid
and EquiptuV

8461,919
3 (On,. 01
l.-'O.',' Oil

'.' 000.000
6,OD0,tO0

4,500,0110

120,000

$11,781,919

SSC0 000
1 40 .,000

SdO.OO.)

1.155 782

188 00
SB 20
O.i.o

270 00)
14.50/

117.00
7(1.00

7.i

14 .1:0

9 t.O

Total 1 117. 80

STATE OF LOUISIANA.
Alabama and Chattanooga (Miss) 00 0')

Baton-Rouge, Gras-Tete and Opelousas 2d. 00
Berwick's Bay and Texas (project) 140.00
Clintonand tort Hudson 22.00

Mexican Gulf 27.1

Mduburg and Lake Pontchartrain (i.00

New Orleans and Carrollton 6 50
Branches 9.00

New Orleans, Jackson and Great Northern (Miss.) 89.00
N.O., Opelousas and Great West. rn (Morgau's) 80.20

Lapruche Branch 2 HO
N. O., Mobile and Chattanooga (Miss. &. Ala )... 40.00

Louisiana Division 220 00
North Louisiana and Texas 190.00
West Feliciana (Miss.) .". 18.00

Total _ 1114.50

STATE OF TEXAS.
Buffalo Bayou, Brazos and Colorado 200. f,n

Coluiubus and San Antonio (project) 100 00
Eastern Texas 4(10. 00
GaivestoD, Houston and H.nderson 50.25

Connecting Branch at Houston » J.75
Houston amd New Orleans . 108.00
Houston Tap and Brazoria ,... 811.00

Houston and Texas Central , 356 01)

Austin Branch 110.00
Indianola (progress) .'. Hi 00
Memphis, E{ Pa.o and Pacific (project) 800 00
N O., Mobile & Chattanooga (La. Mias.dc Ala) 109.00

Sabine and Rio Grande (project) Silo. 00
San Antonio and Mexican G .If , 135.0.1

Southern Pacific 800.00
Texas Transportation ." 5,50

2c. 00

22.00
2i.00
6 ^0

910/
89.00
fco.20

I
i.Sli/
40.0.,

60.00
90 09
18.00

SHOO
50.00
5.;>0

Total , 4,071 50

STATE OF ARKANSAS.
1. Arkansas Midland (Helena to Little Rock) 98.00
2. Arkansas Western (Van Buren to Mo. Line) 1(12 (

3. Cairo and Fulton 301.00
4. Little Rock and Fort Smith 155.00
5. Little Rock, Pine Bluff and New Orleans 112.
li. Memphis and Little Rock 13100
7. Mississippi, Ouachita and Red River 155 00

20.00
80.00
20.00

131 00
20 00

Total 1,054.00 286.(0

STATE OF TENNESSEE.
Cincinnati. Cumberland Gap and Charleston 94 (10

East Tennessee. Virginia and Georgia (Oa.) 228.(0
Chattanooga Branch 28.00

East Tennessee and North Carolina (progress).... 2 -.00

Edgefield and Kentucky 48 00
Knoxville and Charleston 53.00
Knoxville and Kentucky 65 00
Louisville and N shville (Ky.) 45.00
Memphis and Charleston (Miss. & Ala ) 80.56

Socuerville Branch 10.00
Memphis, Clarksville and Louisville 82 50
Memphis and Ohio 130.60
McMinnville and Manchester 34.20
Mineral Hooe 10.00
Mississippi Central (Miss.) 47.40
Mississippi River (Memphis to Cairo) 110.00

Branch to Troy 6.00
Mississippi and Tennessee (Miss 10.00

4". no
ISH.0'1/

28.01, j

48.(10

lli.KI

31.00
45.00
80.00)
Hi.iOj

82. ."0

V'0.00
34.20
10.0(1

47.40

0.053,114
1.924, 16

(

135,(00

11,808,741

4.631245
2 80U.OIIO

lOJ.DUl)

3,020, 91
loo,0oi)

$-33,208,839

8600,001)
OliO.OoO

110,00(1

45'. ,000

665, OUt.'

220,000

OoO.OOj

3.522,798

6 250,000

l,600 0ii0

l,f 00,000
2,700,000
360,000

478.50 $19,3.8.3,7118

I.

8
9

85.50 82,500,000 10
11

31.00
50.25 )

1.75/

l,0a0,tl(,0

2.200,000
12

1118 00
8(1.00

182 On 1

33.00)

3,51.0,00(1

2,10l,O,0

6,500 000 13

14

80.000
1,0.0 (00

80,0
500 000

' 2,01 0,000

200,000

?22,050,0o0

?9=1,000

(il.0,000
2,500 (ion

1.000,0(10

4,(00,(00
60n,0i(l

48,798,000

81,500.000

8,042,430

400 000
1 391.053

1.000,01)0

2 30:1.000

1,675,10:

3.076 8.0

3,037,081)
3.1-80 692
825,000
250,010

1,521,512

1,000,000

272,866

29.

Corporate Titles of ,—L.ngth in Miles.—,
Companies. Total. Completed.

Mobile and Ohio (Ky . Mias. A Ala.) r.»..iO ] 1 -.50
Nashville and Chattanooga (Aia.) 121.no 124 Mi)

Shelbyville Branch
,

8 00 8.00)
Tracy City Branch II. no ll.un
Jasper Branch 14.00 14 0(1

Nashville and Decatur (Ala.) 94.011 94 10)
Mount [Measant Branch 1250 12 5'jy

Nashville and Northwestern (Ky. )..... 167.40 1CT.40
It'.gersviiie and Jefferson 15.50 15 00
.Southwestern (project) 102.00
Tennassee and Pacific (project) 17 .09 30.':o

V. estern and Atlantic 'Ga.) 13 80 13 80
Winchester and Alabama 38.12 38.12

Tutal 2,010.08 1 490.0J

STATE OF KENTUCKY.
Breckenridge Coal B.'.O 8.50
Cincinnati Southern (project)

Covington and Big Sandy (project) 120.

Eastern K»rituck 12 00 12.00)
Branch to Mines 5.50 5 50/

Elizabethtown and I'aducah (project) 185 00 43.00
I'.vanBv. lie, Henderson and Nashville 110.00 110.00
Kentucky Central (Gov. & L«x ) 80.01) 80.00 )

Maysville and Lexington „... 18.80 JtiJiU/
Lexington and Big Sandy 12.00 12.00)

C. ahon Branch 0.75 0.75)
Lexington and Southern Kentucky 35.00 13.00
Louisville, Cincinnati and Lexing on 93.50 93 50

Cincinnati Branch 77.60 77 60
Loui8vi]l„, Harrodsl.urg and Virginia (project)
Louisville and Nashville (Tenn.) 14" 10 14o.0ll"|

B.rdstown Branch |7.3,i 17.301
Leoanon Branch 37.::0 37.30 '

Memphis Branch 46 00 46 00 f
Lebanon Branch Extension , 135.00 62.16

j

llichmoiid Branch 33 46 33.40 J
Maysville and Lexington (north part,/ 70.2,1

Mississippi River (Tenn.) " 41.00
Mobile and Ohio (lenn.. Miss. & Ala.) 20 50 20.50
Nashville and Northwestern (Tenn.) 7 50 7-50
I'aducah and Gulf 63.50 63 50
Portland and Louisville 5 00 5.00

Total 1,375.41 907.37

STATE OF OHIO.
Atlantic and Great Western (Penn. & N. Y.) 246 02 246."12")

Silver Creek Branch 4 98 4.98V
Cleveland Branch (wide track) 48.92 48.92)

Carrollton and Oneida 12.00 15.00 .

Central Ohio (Bait & Ohio) 104H8 101.0-i )

Newark to Columbus {% of 33 miles) 10.50 16 50/
Cincinnati and Baltimore (M. &. C. K. P..) 25.(10 7.00
Cincinnati. Hamilton and Dayton 60.13 60.13)

Atlantic and Great Western track 60.13 60.13 f
Cincinnati and Indiana 20.50 20.50 |

Hanison Branch .T 6 70 6.70)
Cincinnati and Indianapolis Junction (Ind.) 20.00 20.04
Cincinnati, Richmond and Chicago (Ind.; 36.00 36.00
Cinci.inati, Sandusky and Cleveland 155.00 155.001

Findlay Branch pi.00 I6.O0J
Cincinnati and Zanesville 162.83 132 13
Cleveland, Columbus Cin. & It.dianap's (Ind.) 256 98 ' 256.981

Springfield Brand 49.89 4911-9 f

Cleveland and Pittsburg 1 1.00 101.001
Tuscarawas Extension 32.00 32.10 1

Hanover Branch 1 50 1.50 }
Beaver Extension (Pa.) 7.00 7 I'll

|

Wheeling Extension 47 oil 4:.0'.J
Cleveland, Mount Ve.non and Delaware 132.50 78.00
Columbus, Chicago & Indianapolis Central (III.) 117.40 117.40)

Union City Branch 19.50 19.50J
Columbus and Hocking Valley 75.28 75.28
Columbus, Springfield and Cincinnati- '. 20.CO 20.00
Coiumboa and Xenia 54.69 54.69
Dayton and Michigan 141.37 141.37
Dayton and Union 31.81 31.81
Dayton and Western 36.00 : 6 00
Dayton, Xenia and Belpre (L. Miami) 15. '-'6 15 2G
Dayton and Cincinnati Shore Line 60.00
Iron .'. 24.00 13.00
Lake Erieand Louisville P5.i><> 37.00
Lake Shore & Mich. South., (N.Y., P. I. M.ol 111.) 194,91 191.91

,

Sandusky Branch 34.9.1 34.93
|

Graytown Branch 8.93 8.93 V.

Air Line (Ind ) 65.40 65.40
|

Detroit Line (M.ch ) 7.70 7.70J
Lawrence (Penn.) 930 9.30
Little Miami 84 19 84 19

Mahoning (Clev.dj Mahoning) 67.81 67.811
Hubbard Branch 12 37 12.37J

Marietta and Cincinnati 190.80 19I..80

Hillsboro Branch 21.00 21 0(1

Union Branch 9.00 9 09
Portsmouth Branch 56.110 56.00J

Newark, Somerset and Straitsville (progress) 42. ill

Mies and New Lisbon 53.00 13.1:0

Ohio and Mississippi (Ind. & III) 19.53 19 53
Pittsburg Cincinnati and St. Louis 117.40 117.40")

Cadiz Branch 7.50 7.51
J.

Newark to Columbus (y. of 33 miles) 16.50 16.50

J

Pittsburg, Ft Wayne and Chicago (P., 1. & I.) .. 251.30 2j1.30
Pittsburg, Maysville & Cincinnati (suspended).... 225.1

Sandusky. Mansfield and Newark 1 6.25 116 25
Springfield J!t< Vernon and Pittsburg 135. '0 65 00)

Clinton to Massilion 13.00 1 '.00
J

Toledo, Wabash and Western (Ind. & 111.) 75.50 75.50
Koads not included above, being allowance for

roads in progress or recently completed 600.00 200.00

Total 4 800.97 3,638.09

Cost of Road
and Equipin't.

4,931,579

4.082,693

2(0.000
230.000

3.437.394

4.495.178
376.250

1 '.ii'i. '.om
51 10. (-00

1.250,000

851,528,745

S370,000

350,000

2.0011,000

4,01 0.00O

4,51)0.000

350.0JO

7"6.5."0

2.186 910
4 633 441

850,8S3
2)0,911

1,472,250
110 000

$35,640,609

S35,OCO,009

101,000

, 5,505,935

350,000

5,295,395

2,500,000

967,344
947,885

5,700,000

2,969,361

9,371,777

9,762,302

1 350 000

7,465,129

2,000.000
346,000

1.840,633
6,471, S99
599 684

1,087,779

415,1 0J

327,-96

905,010

20,919,530

329,599
4,518.308

3 320,233

19,655,014

420,000
31 11,(11111

1.076,720

12.892 964
1,0110.000

3,212 565

1,850 COO

3,188,099

5,000,000

$192,,",38,2I4
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k
9.

10.

II.

18.
13
14.

15.

1U.

17.

If.

19.

STATE OP MICHIGAN.

Corporate Titles of .—Length
Companies. Tidal.

Bav City and East Saginaw (F. & P. M.) 13-00

Uay cle Noquet and Marquette 130.110

Canada and Chicago (project) £5.00

Chicago, Detroit and Canada Grand Junction 59.00

Chicago and Michigan Lake Shore 911.00

Hollmdto Gr nil Rapids- 26 UU

Detroit, Adrian and Logansport (pnject) 91.00

Detroit, Howell and Lunsing (progress) £4 50

Detroit and Milwaukee (G. W. of Can.) 189 00

Punt ami t'eie Marquette 189.50

tent Wayne, Jacks', u and Saginaw (Ind ) 43.00

i-rand Rapids and Indiana find.) 370.011

Grand Rapids and Lake Shore llin.UO

Grand River Valiey :
94.ro

lloily, Wayne and Monroe (progress) 04 00

Ionia and Lansing 37.00

Kalamazoo, Allegan &. Grand Kapids (L. Snore).. 38.00

Kalamazoo and SoutU Haven 40.00

J.mesville, Marsh di and Grand Kiver (project) 106.iU

Laue Shor. & Mich. South. (N.Y. Ha. O. 1.& I.) 115.06

Adrian to M nroe 33.00

Palmyra to Jackson 44.40

Constari ine Bianch 4.18_

Detroit, ;.;..nrue and Toledo (uhui) 51.82

Mansaeld, Cold Water & Like Mich (project) I" .'.Oil

Marshall and Cold Water (project; - 2J.00

Mic.iigiiu Air Line (Detroit t> Jackson) 1 O.iO

Jackson to Mies (leased to Mich. Central)... 100 0U

Michigan Central (lud. & 111 ) 221.00

N it ern Central (Lansing to Ohio Line) 00.00

Piw-Pai. 1
1'. P. to La . lei'j 4.00

Peninsula (Chicago &. Northwestern It. It. J 07.00

Brancn'S and Kxtensiuna 5.00

Peninsular of Michigan Ku-.llll

Pint Huron and Chicago Air Line 112 50

St.0oseph ialley (Lake Shore) 34.10

Total 2,992.30

STATE OF INDIANA.

1. Chicago, Cincinnati and Louisville 73.00

2. Chicago, Valparaiso and Southern (project) 2HO0
\i. Cincinnati and Indianapolis Junction (Ohio) 78.00

LouisvilLe Branch ( >a of 25 miles) 12.50

4. Cincinn di and Martinsville (J. C. & Lai ) 40.00-

5. Cincinnati. Kichi'ioud aud Chicago (Ohio) 0.00

0. Cleveland, Columhus. Cincinnati & l«d. (0.) 84.00

7. Columbus, Chicago &: Indianapolis Central (0.)... 211.50

ludianapolisLine 72.511

Loganspni-t and Slate Line 100.50

Louisville branch (>£ o, 24 miles) 12.50

8. Coluu-bus aud Shelbyviile 24 00

Detroit, Eel River aud Chicago (progress) 00.00

9. Evansville and Crawfordsville 100.00

Rockville Ex.ensiou 23 00

10. Evansville and Indianapolis (project) 00. t

11. Evansville and Southern Illinois (progress) 32.00

12. Evansville, Terre tiauts and Chicago (progress). 3J.00

J3. Port Wayne, Jackson and Saginaw (Mich.) 50.00

14. tort Wayne, Muncie and Cinciunati 109 00

15 Foit Wayne.and Pacific (projeci) 120.00

10. Grand Rapids and Indiana (Michigan) 50.011

17. Indiana and Illinois Central (ill ) in progress 74.00

If. Indiana. North and South (project)

19. Indianapolis, Bloommgton and Wed ern (HI.) 78.00

20. Indianapolis Cincinnati and Lalayetle 150.50

21. Indianapolis La Poite<Sc Mtch. City (pt\ gress)... la.00

22. Indianapolis, Peru and Chicago 75 00

23. Indianapolis. Peru and Silver Lake (project) 26 00

24. Indianapolis and Vincennes 110.00

2j. Jefler.-onville, Madison and Indianapolis lUc.OO

Madison Division 40.00

Jetlersunville-Madison Junction 0.00

26. Juliet and Indiana (111.1 15.00

27. Kiiightstown and Shelbyviile 27.00

28. Lafayette, Muncie aud Bloomington (project) 115.CO

29. Late Shore & Mich. South. (.N.Y. Pa. 0. M. till.) 101.00

Goshen Air Line (Ohio) 60.70

30. Louisville, Neiv Albany and Chicago 280 1

31. Louisville, New-Albmy and St. Louis 109.1.0

32 Michigan Central (Mich, it 111.) 51.00

33. New Albany an I fit Lmtis Air Line (project)

34. Ohio and Mississippi (Ohio «c HI.) 173.00

Louisville Branch 53.00

37. Peninsular (Mich.) in progress 82.00

30. Pitlsburg, Ft. Wayne &. Chicago (Pa , 0. oi 111.).. 151.00

37. Plymouth, Kankakee and Paiific (project) 65.UO

38. Richmond and Miami (Dayton & Western) 6.00

39. Shelby and Rush 20.00

40. Teire Haute and Indianapolis 7:i.oo

Coal Blanche- l'-UO

41. Toledo, Wabash and We.-ten 100 00

42. Union Track (Indianapolis) 5.00

43. White Water Valley 72.00

ltoads not accounted for, being roads iu progress

or lately completed 1000.110

, Total 4,8.,5.20

STATE OF ILLINOIS.

1. American Central (C. B. & Q.) 1PO.0O

2. Belleville and Southern Illinois 60.00

3. Cairo, Mound Citv and Vincennes (progress) 150.00

Paducah Branch (Raleigh lo Liberty) 50.00

4. Carthage and Burlington (C B. &. Q ) 30.(0

5. Clinton and Chicago Branch Junction 02.00

6. Chicago and Altoi 243.00

7. Chicago, Blue Island and Indiana (Peninsular)... 27 00

6.00
84 00
211 501
72.1,0 I

109.VI
f

12.5oJ
24.00

100 oil)

2.1.00 1

50.00
109.00

50.00
74.1.0

78.(10

150.50

1113.00

100. Oil)

4".0(|V

0.01

)

15,i

27.i

1.00 )

1.7 0/
2S0.0O
10.00
5100

173.00)
53.09 I

151 00

6.00
20.00
73.00

|

1 1.00 j

1U6.9U
5.00
72 00

200.00

3.277.00

50.75
50.00

30.00

13 50
243.00

in Miles —

,

Cosl of Roa
Completed. and Equipm

13.00 S2M.72R
45.00 1,991,770

59.00 2,.00,0 ill

96.1 2,510,000 9.

40i'.0i:0

189.00 11,407,220
1011 oil 3 500,000
45.00 1.350,000 10.

150.00 5,000,0' 11.

30 00 75O.00O 12.

94 00 3,000.000
040,000

13.

37 IJO 1,2 o.l.OO 14.

58.00 1.600,000 la.

40 00 1.200,1 00 10.

115.001 18.

33.60 1

44.40 ) 12,197,318 19.

4.10 1

51 82 J
«',

VI

20.00 500 01,0 22
loo.on 3,500 11 '0 23.

221.00 12.030,070 2 i

40o non 25.

4.00 90.410 20
6;.on i
5.00 J

4,88 ,0.M
27

45 50 2,500. on 29
:ooo l,m 0.000 3o
31. U0 680,000 31

32.

331.77)3.30 873,817,748
34
35
3d

73.00 82,50 ',000 37
38

7;-. 00)
12 50}

4,835,718
39
in

40.00 £00,000 41.

1311,474

2,564,309

430 000
9 0,000

71,698

320,000
1,500.(00

2,8.0,000

]',5(lb,l0u

740 Oi.O

2 750,000
8,0141,0

136,030
2,500 000

4,60O,i)6o

6,027,:'42

4 3.334

540,0.0

JO.01.0,01.0

300,000
2,920,770

820,000
8,719,551

7b.57i
320,OI,U

2,215,990

7,210,522
350,000

2.500,000

5,000,000

SJ135,957,1E6

81.500.000
2,000,000

1,000,000

760,000
300,090

11,087,040

Ch

43.

Corporate Titles of r
Companies.

Chicago, Burlington and Quincy
Galesburg to Burlington
liali-shurg to Q.uincy
Galesburg to Peoria
Auroras) '

1 rner
Yates Cityto Leaistuu
r) and .4.) rlhwestern (Wise )? rt Line (Gal. Sl Chi.)
Clinton Line
Kicli mood Line
Madis,.n Line (Wise )

Kiickhirii-Keiiuidia Line (Wuc.)
Chicago, Dmvide aod Vincennes
Chicago and Milwaukee (Wise )

Chicago, Pekin and Southwestern
Chicago. Rock Island and Pacific (Iowa)

Port Byron Branch
Chicago and Ruck Kiver (progress)
Decatur and bast St. Louis (P. v> . & Western)
Diioo. Peoria and Hannibal (C. B & Q.)
Evausvi.le, Cat-mi and Paducah (projwi't)
Hannibal and Naples (F. W. &. M eslern)

Pittsfield to Maysville
Illinois Central

Galena Branch
Chicago Branch

1 Hi in, is Coal
,

Indiana and Illinois Ceut'i (toil.) in progress
l.iuianapolis, Bloomington and West -in (Ind.)...
Juliet and Chicago (Chicago At Alton)
.lodel aud Northern Indiana (Ind.)
Kanaaaee and Illinois River (projeci)
Lafayette Blooniington and Mississippi
Michigan (Jentral (Mith.& Ind.)
Mum.11 City
Muse tine, Kewaunee and Lasiern (project)
UI110 and Mississippi (Ohio & Ind.)
Pana and Louisiana (project)
Pekio, tinciiln and Decatur (T. W. &. W.)
Peoria, Atlanta and Decatur (progress)
Peoria and Bureau Valley (C. R. 1. «t Pac )

Peoria and Hannibal (C. 11 &Q)
Peoria, Pekin and Jacksonville
Peoria and Buck Island (ind. Coal Val. R. K.)
Peoria ana Winona (project)
Pittsburg, Ft. Wayne &. Chicago (Pa., O. &. Ind.)
Quiucy and Carthage (progress)
Kockloid, Uock Island and St Louis

Branch to Cleveland a d Perry's
Branch to East Burlington

St. Louis, Alton and Terre Haute
St. LaUH Branch
Belleville Branch

St. Lo.iis. Jacksonville and Chicago
liopedale to Penria

St. L uis and South Eastern
St. Lotus. Vandaliaand Terre Haute
Springfield and Illinois South Eastern

Springfield to Beardstown
Sycamore and Corllandt
Toledo, Peoria and Warsaw.

Burlington Branch
Toledo, Wabash and Western (Ohio & Ind.)

Naples Branch
Keokuk Brauch

Western Union (Wise.)
Koads not included in above, being roads in pro-

gress and recently opened, and a large number
of mineral roads

-Length
I'. till.

105 00
42.00
100.00
53 00
13.00
30.00
74 1

Ol.'O
138.00
33 00
10 till

32 40
140 00
45.0J
13i.HU

IB2.U0

11 Oil

I'lU.OU

111) 00

91.0.1

50 00
4V.00
li.10

308.75
252.20
1411. 5o

4j0
7: 1)0

120.50
3T.0H

30.00
IO0.0U

178.00

12.00

3. oil

200 00
118.00
]ol 00
05.00
70.00

46.00
80.00
101.50

90.00

50 00
18.00

50.00

359.00
30 00
40 00

175.00
20.01)

14.80
151 00
23.00
13900
158.00

1 00
45 00
5.00

230.00
10.00

212. 40
4 Oil

41 20
112.00

2000.00

in Miles -^
Conipleied.

1 S.Oul
42.0(1

I

llln.OO i

53.00 f
13.no 1

30
011

J

74 00
I

91.00
I

138.011 I

31 00 f
10.60

I

3-'.4"j

82.00
45.00
211.111

182.00)

11.00)

Cost of Road
and Eqoipm't.

101) 110

94.00

0(1)

Oil)

:.751

1.20 V
.50j

45.00 )

O.Oilj

308.7,

252.20
)

146.:

4.00
77.00
120.50
37.00
30.10

30 1

12.01)

3.50

148.r0

21.00

46 00
30.00
83.011

42.00

18.00

300.00)
30 00 V

40.00)
175.00 I

20 00
J-

34.SOJ
151.00 1

78.00
I5«.O0
12.00

5.01)

520.00)
19.00

1

212.40)
4.0o£

41.20)

I .'2.00

600.00

STATU OF WISCONSIN
Chicago and Milwaukee (111 ) 40,

Chicago and Northwestern (HI.) 174
Madison Line 48
Kenosha Line 40,

Dubuque, Platteville and Monroe 50
Green ii.iy and Lake Pepin (progress) 170

La Crosse, Treropeleau &. Prescott (C. Sl N. W.) . 27,

Manitowoc and Mississippi 220
96

197.001
95 0(1

1

58 00 1

39 00 f
193.00 I

4 J .00 J
33.00)
10.00 5

40.001

Milwaukee and Northern.
8. Milwaukee and Rockford (project)

9. Milwaukee and St. Paul 100.

Portage Line 95
Berlin, Omro and Winutconne Line 58
Waterlown and Madison Line 39
Prairie du Chien Division 193,

Mouroe Branch 42.

10. Mineral Point 33.

Belmont Br.inch 10

11. Platteville and Calamine (progress) 32.

12. St. Croix and Lake Superior (project) 133.'

Bayfield Branch 9 .

13. Sheboygan and Fund du Lac 45
14. Western Union (III.) 66

15. West Wisconsin 153

Roads not included above, heing roads projected,

iu progress, and recently opened 10011

Total 3,142.20 1,475.20

TERRITORY OF DACOTAH.
1. Dacotah and Northwestern (progress) 300.00

2. Northern Pacific (project) 400.00

Total 7(0.00

TERRITORIES OP MONTANA AND IDAHO.
1. Northern Pacific (project) 600. 00

00
20
.(Ml

00
50
.10

.00

00
.00

.00

.00

.00

.1 (I

.00

.00

.00

00
00
00
00
00
50
00
00

40(0
174.

48

40.

21.1,0

I o
0O-)

00 i-

00J

.111

7.50

29 00

45.50
06.00

130.00

29,915,002

3,500,000
2.-.'0l),00 I

l,00.l.00:)

8,010 511

3,5i '6,001

2,5011,0(0

1,250,0.10

32.7-15,264

100,000
7 ll.llil)

4.500 II

2,010.(01
8U() 'H

1,01)0 ma)
684 2)2
1 00,0. .0

12,6 9,2)9

1,00:1.0110

70 1:00

2.106,01

750.000
3.0'(l.o0i)

1,00 1,100

991,7 12

500, 00

12,500,000

11,940 0(0

5,000,000

2,800,1 nil

6,000 000
2,000,000

100,(100

9,500,000

12,590,000

4.500,000

20,0(10,0011

Total 8 813.35 5,423 10 $237,553 0.0

81,870,000

18,972,402

500.0 HI

170,0
1.0 0011

200.0110

600,001)

19,754,419

1.200,000

320,001)

1 200.000

1,997.000
2.500,1 00

4,550,000

5.000,000

859,883,881

8300,000

$300,000

Total • 600.

[to be continued.]
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The Cincinnati * I>aj ton SUort Line.

In accordance willi the announcement, the

stockholders of two or three companies who

are to .-.id in the construction of the Dsiyton

& Cincinnati Short Line, met at Cleveland,

on the 25th inst., and approved of tho terms

of the following contract.

The Lake Snore Company are lo pass upon

ihe same agreement within a short time. We
learn that there is no doubt about its being

approved by them.

THE SHORT LINE CONTRACT

We herewith give the complete basis of the

contract between the Cleveland, Columbus,

Cincinnati & Indianapolis Railway, and the

Lake Shore & Michigan Southern Railroad

with the Springfield Si Cincinnati Railroad

Company, by which the means for the build

ingof the new Short Line road are to be pro-

vided :

Proposed basis for an agreement between the

Lake Shore and Michigan Southern Rail

road Company, the Cleveland, Columbus,

Cincinnati & Indianapolis Railway Com-
pany and the Cincinnati & Springfield Rail-

way Company, each being a corporation

under the laws of the State of Ohio, for their

material benefit.

Second. The Cincinnati '& Springfield Com-
pany to buiid or lease a railroad from Spring-

field, Ohio, to Cincinnati, so as to form with

the roads of the two other companies a con-

tinuous and unbroken line and gauge from

Buffalo, New York, through Cleveland, Dela-

ware and Springfield to Cincinnati, which is

to be operated in the interest of all the par-

ties hereto, and to form the recognized line

for the roads of all the parlies hereto from

Buffalo via Cleveland to Cincinnati.

Third. For the purpose of aiding in the

construction of the said road of the Cincin-

nati & Springfield Company between Spring-

field and Cincinnati, the Lake Shore & Michi-

gan Southern Railroad Company, and the

Cleveland; Columbus, Cincinnati Si Indiana-

polis Railway Company hereby agree, each

with the other, and with the said Cincinnati

& Springfield Railway Company, that the said

Lake Shore & Michigan Southern Railway

Company and the C, C, C. & I. Railway

Company will respectively indorse and guar-

antee the payment of the principal and inter-

est of the bonds (to be secured by mortgage)

i>l the said Cincinnati & Springfield Railway

Company, required to construct the road of

the said Cincinnati & Springfield Company,
to an amount not exceeding one million of

dollars each; and the entire bonded debt of

said Cincinnati & Springfield Railway Com-
pany shall not at any time exceed, without

the consent of all the parties hereto, the sum
of two million of dollars, except as herein

provided.

Fourih. The road of the said Cincinnati &
Springfield Railway Company, when built and

jeady for use, is to be leased to the said C,
C, C. & I. Railway Company perpetually— to

be operated in the line ot roads as aforesaid,

between Buffalo and Cleveland to Cincinnati

for the common benefit of the parties hereto,

so as to promote the objects fur which said

roads were created; suostautially upon the

following terms: the lease to be perpetual

unless consolidated with the C, C, C. & 1.

Railway Company, as hereinafter provided.

The Cleveland, Columbus, Cincinnati & In-

dianapolis Railway Company and the Cincin

nati & Springfield Railway Company agree to

consolidate, pursuant lo law, at the end of ten

(ID) years upon average values as shown by

the earnings of last three (3) years ot both par-

lies, the road to be run by tue ollicerg of the

Cleveland, Columbus, Cincinnati & Indianapo-
lis Railway Company, in an effic.eut and eco-

nomical manner, under the advice and diitc-

tion of a committee of three, each of the

parties hereto lo appoint one member of said

committee annually.

Fifth. The said C, C , C. & I. Railway
Company to furnish the rolling slock to oper-

ate the said Cincinnati & Springfield Railway
Company's road to an amount in value not

exceeding five hundred thousand dollars

($500,000), and said C, C, C. ii I, Company
to receive seven per cent second mortgage
bonds of the said Cincinnati & Springfield

Railway Company to an equal amount at par

therefor in payment, but the total capital

stock, including said five hundred thousand
dollars, shall not exceed two millions of dol-

lars.

Sixth. The C, C, C. & I. Railway Company
to keep an accurate account of all receipts

and disbursements on account of said Cin-

cinnati & Springfield Railway Company, and
to furnish semi-annual statements thereof to

said Cincinnati & Springfield Company; also

to allow, for the purposes ot investigation,

free access lo ihe books and accounts by the

officers of the said Cincinnati Si Springfield

Railway Company.
Seventh. All gross earnings of the said

Cincinnati Si Springfield Railway Company,
between Cincinnati and Springfield, shall be

applied by the said C, C, C. & I. Railway
Company as follows:

1. To pay all expenses pertaining to the

operating, maintaining and renewals; aiso lo

pay the luxes and assessments and rentals

between Springfield and Cincinnati.

2. To pay the interest on the bonds in-

dorsed, as herein provided, of the said Cin-

cinnati & Springfield Railway Company, as

the same becomes due.

3. All ihe residue of said earnings and re-

ceipts accruing to and belonging to said line

of road between Cincinnati and Springfield

to be paid over semi-annually to said Cincin-

nati & Springfield Railway Company.
In the event that the gross earnings and re-

ceipts of the line between Springfield and
Cincinnati shall not be sufficient in any one
year to pay said rentals, taxes, expenses and
interest on said indorsed bonds as aforesaid,

then the deficiency shall be made up by the

said C, C.j C. & I Railway Company, and
charged to the said Cincinnati & Springfield

Railway Company. And the said O, C, 0. Si

I. Railway Company, out of any future earn-

ings of said Cincinnati & Springfield Railway,

and belonging to said Cincinnati & Spring-

field Railway Company, shall reimburse itself

for said advances, with interest at seveu (7)

per cent, per annum.
Eighth. All the general expenses pertaining

to the operating and maintaining of all the

roads owned and operated by the said C, C
,

C. & I. Railway Company, including the road

hereby leased betweeu Springfield & Cincin-

nati, shall be divided between the said C, C,
C. Si I. Railway, and ihe said C. & S Railway,

in proportion to the length of each party's

road over which said general expenses shall

extend.

Ninth. The receipts on through business

between Cleveland and Cincinnati shall be

divided as follows: Sixty-four per cent, to the

C, C , C. Si I. Railway, and thirty-six per cent,

to the Cincinnati & Springfield Railway during

the continuance of this lease; aud the rates

fur transportation on all local freight traffic

shall be divided on a basis ofpro rata per ton
per miie, nfter deducting therefr.im at the
rate of two cents per 100 pounds to either
party as the cost of depot expenses and for

I

finding and unloading the same. Local pas-
senger traffic to be pro rated on actual dis-

tance hauled by each road.

Tenth. Whenever, with the consent of the
said Advisory Commitiee, additions or im-
provements are made to the road of said Cin-
cinnati & Springfield Railway Company hv
the said C, C , C. <fc I Railway Company, tl e
cost thereof shall be charged to said Cincin-
nati it Springfield Railway Company, and sev-

en per cent interest allowed thereon, un'il

such advances shall amount to $50,000, when
the said Cincinnati & Springfield Railway
Company, shall issue and deliver to the said
C, C, C. & I. Railway Company bonds bear-
ing seven per cent, interest, to the amount of
the coft of said additions and improvements.

Eleventh In case it should become nece>-
sary, in the opinion of all of the committee i f
three, as aforesaid, to build a double track
between Dayton and Cincinnati, the said C.
C , C. & I Railway may build the said double
track, and in case said , C, C. & I. Railway
Company build said double track, they shall

receive therefor the seven per cent, bonds of
said Cincinnati & Springfield Railway Com-
pany, at their then market value, but not less

than ninety (90) cents on the dollar.

CS?*The revenue collections from everv
State and Territory for the fiscal year endit g
June 80, 1870, were $168,560,107. again t

$143,027,988 for the fiscal year ending June
30, 1869. New York State paid the largest
amount, §36,361,550; Ohio was the next
largest, §19,568,763; Illinois, ^18,864,386;
Pennsylvania is fourth on the list, SI 6.748.-

704; Massachusetts the next, §10,864.000.
All the other Stales pay less than $10,000,000
each

Fresh Gard&n, Flower, Fruit, Herb,
Tree &. Shrub, and Evergreen Seeds,
prepaid by mail, with directions for
cuifure. Twenty-five different packets
ot either class for $1.00. The six
classes $5.00.

20. (WO lbs. Kvergreen and Tree Seeds ; Apple, Pear,
Cherry, &c; Grass S°eds ; B^et, Cabbage, Carrot, Onion,
Squash, Turnip, and all Vege able and Flower Se-ds, in
small or large quantities; also Small Fruits, Stock?,
Bulbs, Shrubs. Roses, Verbenas, &.c, by mail, prepaid.
New Golden Bindod Japan Lily, '0-. Priced Descriptive
Catalogue sent to any plain address gratis. Asents
wanted. Wholesale List to Agents, Clubs aLd the Trade.
Seeds on commission.

B. M WATSON. Old Colony Nurseries and Seed Ware-
house, Plymouth, Mass. Established in 164-2.

2-2-1.9.

THE RAILROAD GAZETTE, published in

Chicago, by A. N. KELLOGG, is a Weekly Illustrated

Journal of 24 pages, as large as these of Every Saturday.

It contains a complete record of railroad news :—the pro-

gress of new roads, elections and appointments of officers,

contracts let a::d to be let, summaries of annual reports,

illustrated descriptions of railroad improvements, articles

both original and selected on railroad operation and civil

and mechanic.il engineering, and discussions of the rela-

tions of railroad companies to the community.

This journal is prepared especially for stockholders,

directors, and officers of railroads, and all railroad em-

ployees. Price $4 per annum, in advance

THE FIRM OF WOT. J. TOUXG * CO.
Mathematical Instrument Makers, consi c ting of Wh. J.
Young and Chas. S. Hrllkr, was dissolved shortly he-
foro the death of Wm. J. Young. The undersignod, the
late partner of said firm (who was with Mr. Young con-
tinuously for Fifteen Year*, will continue in the nan e
line of business, at JVo. 33 North Seventh street,
Cor. ofFilbert,

(HAS S, HCULFR.
Puiladelfhia, August 1, 1S70. 29 9-70, 27
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THE PALACE DAY AND SLEEPING COACHES
OF THE

Erie and Atlantic & Great Western Railway
4re the Firocst in Use obs 11b is Coretment!

ISf'lt i^ a*. »i* it »iJii»»' «jJfc' jt' Brit *i fi£iii«A=i> liAUGSi ^"AS^AC'Ii 4Jd>A»JlIiiS.

TEiese supcs-to Coiielaes, fouin stecMjiiaa- So JEie ISroad Gau^e, are
attached to t!se 9:45 W. #1. SGxpiress daily at Cisacium&ti, i-uiming
THROUGH TO ffiJEW JOR^ WITUOJJT CMASGE. Conductors ac-
companying- these Coaclies tiarough. to New fork.
Ticket Oflsees : SO W. 44Ii St., Mo. 4 ISurnct Blouse and 115 Vine St.

W. B. Shattac, Gen'l Southern Aqi., Cincinnati , O.

MACHINE WORKS,
Branch of Harrisburg Car Manufacturing Co.)

HARRISBURG, PENN.

MANUFACTURERS OP

suca as

Lathes, Planers, Shaping and Slot-

ting Machines, Bolt Cutting and

Nut Tapping Machines, tfc.

W. T. HILDRUP, Treasurer.

T-lDWIS J. HORKEJt,

Successor to

lHcDASFX & HORNER.

Locomotive and Railroad

CAR SPRING MANUFACTURER

GET THE BEST.

IUBMS HUIHI ilffllttll
10, *. O Words and Meanings not in other Dictionaries.

3000 Engravings. 1340 pages Quarto,

C\ lad to add my tebtimony in its favor.
' freat. Walker of Harvard.]

Every scholar knows Its value.

[
vV u, Prescott, the Historian.]

Fhe most complete Dicti na y of the Language.
[Dr. Dirk, of Scotland.]

he lest guide of students of our lan^uape.
[JohuG. Whittier.]

e will transmit his name to latest posterity

[Chancellor Kent.]
Etymological parts surpasses anything byeariieiiaborera

[George Bancroft.]

Bearing relation to Language Principia does to Philo-
sophy. [Elihu BurrUt.J

Excels all others in defining scientificterms.
[President Hitchcock.]

Sso far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether, the surpassing work.
[Smart, the English Orthceptat.]

A necessity for every intelligent family , student, teac 1 et

and professional man. What Libiary is complete without
the best English Dictionary ?

Webster's National Pictorial Dictionary
1040 pages Octavo. 600 Engravings, Price $6.

Tiie work is really a gem of a Dictionary, just the thing
forthe million.—American Educational Monthly.

Published by G. &, C. MERRIAM, Springfield, Mass.

Suld by ull Booksellers.

T
H'

URAND SCENERY!
{©"QUICKEST KuUTE-©t

5© Miles in Distance Saved

Baltimore& ©hi© R„R.
—TO—

BALTIMORE,
FillLA DELPUTA,

NEW YORK, and

ROSTON,
WITH THE PRIVILEGE OF GOING TO

wjk.su jngtoft
tffi*Zr*FREE! %

rVO CHANGE OF CARH
iciunnti Tpo T-fivn r\-\*c\ Jimi nut O^K
olumhus to i-»cL10j.xllUl t> CHANGE

From Cincinnati
or C

Philad \phin ami New Tbric

«^Ii"cuKCKSv i
,Baitimore&OhioR l R

J. I.. WI'SON, Master of transportation.
L. SI. COLK, General Ticket Agent.
j. B GIBSON, General Western Passenjier Agent.

JANUARY 1st, 1870.

Cincinnati to St. Louis Without
Chan ye of Cars.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, Evansville, St. Joseph

Jefferson City, and all pointB on the Lower Mis-

sissippi River, and on the the Illinois!

Central Railroad.

TitASWS RUN AS FOIXOWS
St. Louis, Evansville and Cairo

Mail 7:15 A M. 10:55 P.M.
Osgood Accommodation... 3:10 P. M. 8:45 A- M.
Throuph Western Express 5:1» P. M. 8:3(1 P. M
Night Express - 10:20 P. M. 6:00 A. M.
The 5:10 P. M. train runs daily. Trains run by Vin-

f^ennes time, 12 minutes slower than Oin'ti time.

For tickets or inr'ormatinn apply at Offices. 13£ Vine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

K. G. BONDURANT. Superintendent, Cin.0.
C.E. FOL-LET, Gen'l Tick H Ag't. B*„ Louis, Mo.

DUICUfll MB CM TBBCKS

As in use on the National Despatch Line of
Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire & Machine Co.
Manufacturing Agents,

Wilmington, Delaware, or
CHAS, BOCKUS «fc CO, Boston, Mas*.

2-12-9, 62

THE LOI :ll

CAR-WHEEL.T1RE S MACHINE
COMPANY,

WILMINGTON, DEL.
Established in 1836.

Allkinds ofBailroadMachinery
GEORGE G LOBDELL, President

P. N. BRENN'AN, Treasurer.
•VS1. W. LOBDELL. SecretMj

19-6-70,32
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1400 MILES under

One Umagcmenr.

S60 MILES without

Change of Coaches.

mtm,
ESOA9 OAIGE, DOl'BUE TItACIi ROUTE

^EWYORI, v^ +y^
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia, Bstltiinore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND

—

Pennsylvania,
This Railway extends from

CINCINNATI to NE.W YORK, - 860 Miles.

CLEVELAND' to NEW i'OKK, - 625 Miles.
DUNKIRK to NEW YORK, - -160 Mile?.

BUFFALO to NEW YORK, - 423 Miles

ROCHESTER to .NEW YORK, - 385 Miles

22 to 27 MILES the SHORTER R0UTL
TWO EXPRESS TteAOiS ©ASLY

Leave CINuiNN ATI from DEPOT, comer Fifth

and Hoadley Streets, by Columbus, U., time,

which is 7 Liinutes faster than Cin'ti time.

7.00 A. If., CINCINNATI EXPRESS,
(Sundays Meepted.) Arrive Dayton 'J. 10 A.
M.; Urban.,, 10.2U A. M ; Galion, 12 07 ! .M.;

Mansfield, 1 40 P. M., West Salem, 2.50 P-

M. (Ditiej. (Sleeping Coaches through to

New York); Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.; Meadville, 8.U0 P. M. (Supper);
Susquehanna, 7.65 A. M. ( Breakfast) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elsnira for Williamsport and the

South; at tiinghampton for Cooperstown,
Albauy and the celebrated summer resort,

Sharon Springs, and at New York with
uiternoon trains and staamersfor Bo3ton and
eff England cities.

9.45 P. M. LIGHTNING EXPRESS,
fc daily. Arrives Dayton, 12.03 A. M.; V bana,
"125 A.M.; Galion, 3.58 A. M.; Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st)

;

Akron, 7.38 A.M.; Ravenua, 8.25 A. S.I.;

Meadville, 11.20 A. M. (Dine); Hornells-

, ville, 6.19 P.M. (Supper) ; New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, ka.; at Meadville

with Franklin Branch for Oil City; at

Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

New and Improved Coaches of ttie Ay\e peculiar to the

Broad G^iuire. arr.m*red for both Day and Ni^ht Travel,
ar3 attached to this train at Cincinnati and run through to

N---.V- York, forming the Only SAne running through
S60 .lines without Cbaagc.

Boston and Jfew England Passengers,
with their Baggage, are fraaisferredFlit.EE
OF CUASUE inXew York.

YCy The Erie Railway Company has opened a new
Ferry from their Jersey City Depn to the foot of 'Pwenty-
hirJ Street, New York, thus enabling pacsengers to reach
lie t > ;rer portion of the city without the expense and an-
noyance of a street car or omnibustransfer.

JTTp The scenery along the entire route of the Erie
Railway is of the most picturesque and beautiful character.

Admirers of Nature's heaulies, in a daylight journey over
this Line, vill find in its ever c'lnneing landscapes sub
ects of continual admirati. n «nd interest

Baggage Cheoh'd Through
And Fare altcayn an Low as by any oilier Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obt lined at the Company's Offices in Cin-

cinnati, eo West Fourth Street 115 Vine Street. 4 Burnet
Louse, and foot of Bruadw;iy (Spencer House Block) and
»t *11 principal Ticket Unices in the South and South-
West «'M. K. BARK,
__W. B. SHATTtC, Gen. I'ass'r Agt.~

General Southern Agent.

Best Sloute to St. Loub; and Chicago

I NDIANAPOLIS,
*- CINCINNATI

LAFAYETTE RAILROAD
Gr" tThroueh Passenger Route from CINCINNATI to

OHICAGO,
Memphis, New Orleans, Springfield, Quincy
Keokuk, St. Joseph, Des Moines, Omaha

Denver, Sacramento, San Francisco,
And all Rail and ftiver Towns and Cities in the West,

North west and South-west.

,The7.35A. M. train rurs daily.

ON AND AFTER SUNDAY. DEC. uTII, 18G9, TRAINS
WILL LEAVE PLUM STREET DEPOT, AS FOLLOWS :

Leave. Arrive.
Indianapolis and Lafayette Mail .... ;,20 am 32.4(1 am
St Louis and Springfield Express... 2.40 pm 7 D.'j am
;: SL. Louis and Springfield Express. I 11 -') pm 3.42'pni
Lawrenceburg Accommodation 10. 1 U am 2.35 pm
Lawreneeburg Accommodation 4,'M) pm 8.2") am
*The 10.20 pm. train will leave Sundays, but not on Sat-

urdays.

VIA WHITEWATER VALLEY DIVISION.

Chicago Mail
Chicago Express
Harrison Accommodation....

. 7 00 am 10.15 am
, . G 50 pm 9.311 pm
. 5.30 pm 7.10 am

ThroughTickeis can be obtained atthe Burnet House
Office. corner 01 Third and Yine ; River Office, corner of
Walnut Streetand River; andat Depot, cornerof Plum
and Peai Istreets. The splendid Passenger Depot of the
I. &l C. Railroad is about a mile nearer tie businesscenter
of theci'y than the Depot of any other railroad, and with-
in a few squares of the Pos-tofficeand principal hctels and
Steamboat landings.

J. F. RICHARDSON Superintendent.
. ff. B. LORD, GeneralTicket Agent.

Cincinnati. Hamilton & Dayton Railroad.

Trains run to and from Cincinnati as follows:

DEPART. ARRIV2.

Eastern Express (Erie RailwayJ. 7:00 A.M. 6:311 P.M.
do do do ..9:45 P.M. 7:00 A. M-

Toledo, Detroit & Canada 7:15 A.M. 10:25 P.M.
do do do 6:30 P.M. 7:00A. M

Lima Fort Wayne &. Chicago 7:15 A.M. ]0:'-'5 P. M.
do ilo do ....2:30 P.M. 5:40 P.M.
do do do .,.6:30 P.M. 7:30A.M.

Sandusky, Cleveland & Buffalo... 7:15 A. M. 5:40 P. M.
Springfield Accommodation .... 2:30 P.M. 10:v0 A. M.
Sandusky, Cleveland & Buffalo,. 6:30P M. 10:21) A. if-.

MaueieA Indianapolis 7:15 A.M. J0:25P.M.
do do 0:00 P. M. 1 :20 P.M.

Hamilton, Eaton &. Richmond... 7:15 A. M. 10:25 P. M.
do do do. ... 5:00 P. M. 10:20 A.M.

Uamiltcn Accommodation 9:30 A.M. &:1I5 A. M.
do do 6:50A M.

Trains run SEVEN MINUTES FASTER than Cincin-
laliiime.

For allinformationand throuffhtickets, please applyat
tneo 1(1 office, south-east corner of Broadway and Front; Bur-
net House Office, corner Vineand Bakerrtreets.and at the
respective depots. East Front and West Sixth streets.

D. McLARKN. Gen'l Superintendent.
SAM'LSTKPHKNSON.Geu'lTick'tAg't.

(Jmnibuset ca ll for passengers

The Old And Reliable Route.

ll&IsSili!
Through to Pittsburg without Change.

The PITTSBURG, FORT WAYN E & CHICAGO RAIL-
ROAD, in connection with ihe Cincinnati, Hamilton &
Dajtuni and Little Miami Railroads, still cont :nue to trans-
port produce and merchandise between Cincinnati and
I'ittshusg, Philadelphia, B»himci'e< New. York or Boston,
ami ail Kastern points with the greatest promptitude and
dispatch.
For Rates, Bills of Lading, or any information desired,

shippers will please apply to

H. W. BROWN & CO.,
No. 27 West Third Street, Cincinnati

W. P. SH1NN, General Freight Agent,
Pittsburgh, Pa.

LOUISVILLE & CINCINNATI

SHORT-LINE BAILBQAI3.

On and after June 13, train's will run as follows :

]%J*fe S> Jt;X£»Ra-;fe» kaves Cincinnati 7.30 A.
i.™ "• *?& M. Daily (except Sundays). Slops regularly
aL Walton, hlliston, Spmta, l.iot-rty, Worihvillef Canip-
bellsburg, Lagiange. Ttviee Valley, Anchorage; when
fl g^ed, Mt toouth Covingti n,3Iaurice, IiK^jienderice, Bank-
Lick, Verona, Zion, Giencoe, tugle, Carrollton, Sulphur,
Penoleton ; arriv« s at L< uisville 53.05 P. M.

HJrffc it hOU'ffiEliSStN JfAST LISEirtv-il«VO Vi> Cincinoali at I.2« P. M J)'"iy (except
Sundays). Stops only at WaJton, Worlhviile, and La-
grange; arrives at Louiavilfe 5-iiO P. M.

T&Jrfft few; MAIL* leaves Cincinnati 5.00 P. M1«V» C? Daily (except -unday-). Stops regularly
at Walton, lUlist n, Gleiicoe, Sparta, L'berty, Worlhviile,
Campiellsburg, Sulphur, Lagrange, Pewee Valley, Anchor-
age, and when flagged, at South Covington, Maurice, Inde-
pendence, Bank Lick, Verona, 2iou, K^file, Cr.ollton,
Pendleton ; arrives at Louisville 10. OO P.M.

faJrfU 1 (fl KSCIMT £Xi>££ES&» leaves Cin
J.^3 S.P» JS. *& ciunati at 11.15 P. M. Daily (e-\ccpt
Saturdays). Slops regularly at Worthviile, Lagrarite, and-
wf en flagged, a' VV aiton, Verona, i- liiston, t_. lencoe. fiparta,
Liberty, Eagle. Campbellbburg, Sulphur, Pendb-ton Pfwee
Valiey, Anchorage; arnve3 at Conisvilie at 5.00 A.M.
TQ= No. G connects at Lagrange with the Lexington

Trains, -nrrivuig ai -FrankfurL at <i.I4: p. M., Lexineton
7 -J5 P. M , QUICK TIME.
JTTThe Best Route to the Siu^h More Daily Trains

and Quicker Time than any Line from Cincinn-iti.

HtiNKV SfKFFKE, Qeu. Ticket Agt

CENTRAL R. R. OF NEW -JERSEY,
Passenger and FreightDfpot in New York, footofLib-

erty st., connects at Hampton Junction with the Dela-
ware. Lackawanna- ;.nd Western Railroad, and at Easton
with the Lehigh Valley Railroad and its connections,
forming a direct Hue to Pittsburg and the West, wituout
change of cars.

ALLENTOWN LINE TO THE WEST.
Sixty miles and three hours saved by this line to Chicago,

Cincinnati, St. Louis, etc , with but one change of cars.
Silver Palace cars through Irom .New York to Chicago.

FALL ARRANGEMENT.
Commencing August 30, 1S69. Leave New York as

follows

:

6:55 a. mm.— For Easton, Bethlehem, Mauch Chunk,
Williamsport, Wilkesbarre, Mahoney City, Tuckhannuck
&c.
7:15 St. ni.—For Somerville.

$:3U a in.—For Flemington, Junction, Strordsburg
Water Gap, Scran tun, Kingston, PiUston. tireat Beud,_&.c.
32 Ml.—For Flemington, Easton, Allentown. Mauch

Chunk, Wilkesbarre, Reading, Columbia, L;tocaster»
Ephraia, Liiiz, Pottsville, Scranton. Harrisburg. <fec.

3:30 p. m,—For Easton, Allentown, Mauch Chunk
and Belvidere.

4:30 p. mi.—For Somerville.
5:25 H. itt.- For .Sqmerviile andFlemington.
6 p. in.— For Easton and intermediatestations.

7 p. DM.—For Somerville.

7:20 p. em.—Emigrant—Stopping only at ther-rinci
pal stations.

9:00 p. em.— For Plainfield.

11:50 p. Hi.—For Plainfield, on Wednesday and
Saturdays only.

FOR THE WEST.
9 si. mb.—Western Express, daily, (except Sundays,)

for Easton, Allentown, Harrisburg, and the West wii!*xut
change of cars to Cincinnati or Chicago, and but o*ie
change to St Louis. Connects Ht Harrisburg for Eidte an
the Oil Regions. Connects at Junction for Strouddb
Water Gap, Scranton, &c. Connectsat Phillipsbur
Mauch Chunk, Wilkesbarre, &c.

5 p. in.

—

Cincinnati Express, daily (except Satfu

d;iys.) for Easton. Bethlehem, allentown, Reading, Harris
burg, Pittsburg, Chicago, and Cincinnati. Sleeping-Car!
to Pittsburg and Chicago. Connecis at Junction with
Delaware, Lackawannaand Western Railroad for all sta-

tions to Scranton. This train will be run to Easton on
Saturdays as a local train, stopping at principalstations.

8 _
Allen I

—connects
&c
Sleeping cars through from Jersey City to Pittsburgh

every evening.

Trains leave for Elizabeth at 5:4.), G:30, C:S5, 7:15
o:!5., 8:30, 0-, 9;2fl, lb:3u, 11:40 a.m.— li> ni , I:t0,2:*i0

3:00,3:30, 3:45,4:15, 4 30,4:45,5:10,5:25, 5:45, 0:oO,C:25,
7:i 0, 7:*J ,7:4u,8: 0.0:00,9:40 10:45, 1 1:50 p. m.

Tickets for the West can be obtained at the office of the

Central Railroad of New Jersey, foot of Liberty St., N. Y.;
atNo. I Astor House; Nos. 'J54, 271, 52(i Broadway ;/t

No. 10 Greenwich St., and at the principal hotels.

R. E. RTCKER, Superintend'

B

1,

P >i.Dvvis,Gen Pass. Agt«

urdays asa local train, stopping at principal stations.

p. Ml.

—

Western Express Train, daily, for Easton
intown, Reading, llp.rrisburg, Pittsburgh, and the West
anuects at Harrisburg with train for Williamsport, Erie
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E. D. MANSFIELD,
T. "WBIG-HTSOJST, -

A. J. HODDEB, - -

- > Editors.

CINCINNATI, Thursday, February 9, 1871.

PUBLISHED EVERY THURSDAY MORNING,

By Wrighison & Co.,

OFFICK-No. 167 Walnut Street.

Subscriptions—$3 per annum in advance.

ADVERTISEMENTS.
A squareis the space occupied by ten lines ?f Nonpareil.

One square, single insertion § 2 00
" ll per month 5 1'0

" " six months 15 Oil

** *
4 peranoum 25 00

" column, singletnsertion 7 00
" '• pei month 14(0
•* ' six months 55 00
•' " per annum 110 00
•'page, single insertion 25 tin

" " permor.th 40 011

*• • six months 135 00
" " per annum 210 00

Cards not exceeding four lines, $7 00 per annum.

WRIG1ITSON <fc CO., Propr'g.

Shall the Tunnel be made ?

There are a great many things.—enterprises

(as Shakspeare says)—of great pith and mo-

ment, which lie dormant through long periods

of time, partly for want of sagacity, but of

tener for want of quick apprehension (on the

part of those most interested) to realize that

they would be profitable to the undertakers.

To put this and that together is a talent which

is often wanting to the human mind. Some-

where about 1G50 there was a steam engine

working in Newcastle coal mines; and at or

near the same time there was a railroad, that

is, rails laid on which horses drew cars. All

that was wanting to have had our railroads

200 years ago was to put that steam engine

and the rails together; that is, to put a loco-

motive on the rails. But it took 200 years to

put this and that together. We may take a

much nearer illustration. The Little Miami

Railroad Company was made about 1815.

The Ohio& Mississippi road aboutfifteen years

after that. The Little Miami came in on the

east side of the town ; and the O & M. on the

west side. It was twenty years after the L.

M. was made before the City Council of Cin-

cinnati would allow the Little Miami to lay

rails through the city even for horse cars. It

requires a quick sight and sagacious talent to

know how to put this and that together.

Hence we are not much surprised that the

unthinking multitude have not seen the prac-

ticability and merits of the tunnel; but we
are greatly surprised that some of the railroad

companies have not seen it. Let us look a

little at the matter. First Let us look at the

geographical position of the city. The main
body of Cincinnati lies between two creeks

—

Deer creek on the east side, and Mill creets

on the west side. Deer creek affords no en-

trance for a railroad, but the approach to it is

on the banks of the Ohio, on a very narrow

margin under high hills. On that side there

can not be apparently more than one railroad

track without great expense. As a result, a

new and independent railroad (such as the

Chesapeake & Ohio) will in all probability be

compelled to come through the Tunnel. At
all events, we may lay it down as a fact (with-

out putting down line or rule on the route),

that it will be cheaper to finish the Tunnel
and come through it on the upper plain, than

it will be to buy the right of way and make a

new road on the side hill from Columbia to

the lower plain of Cincinnati. This is the

state of facts on the east side of the town.

What is it on the west? On the west side,

Mill creek affords a valley entrance on the

north side, but on the west the case is exactly

the same with the entrance by Deer creek

There is no entrance there except on the nar-

row rim of the Ohio, and no new entrance

can be made except at a most enormous out-

lay. Mill creek valley coming from the north

is the only natural entrance for a railroad

into Cincinnati left. But docs that remain ?

Really not. It was first occupied by the Cin
,

Ham. & Dayton line. For that road the en-

trance was ample enough, but, even then, that

company did not understand the situation. It

was soon com pel led to have new depot grounds.

The short-sighted people thought the company,

in buying four times the original amount of

land, was making an unnecessary and im-

provident expenditure; but it has proved too

small, and the company will be embarrassed

for room. What has happened ? The com-

pany has been compelled to receive as branches

the Junction, the Eaton, the Atlantic & Great

Western, and now the Marietta or Baltimore

road. But what has happened in the valley

to these roads? The Baltimore road, for

example, has been compelled to make a new

route or track into the city; and at what ex-

pense? We undertake to say, that the cost

of the Baltimore road for the eight miles into

the city by Cumminsville is greater than to

have made the Tunnel, and it never can be so

good or convenieut an entrance into the city

The engineers of the Marietta road (as stated

by S. H. Goodin, Esq., in his pamphlet on the

Tunnel), reported that the route from Love-

land by Sycamore creek was the shortest, but

when they actually made the road on that

route they made it two miles longer than the

Little Miami Railroad from the same point

!

This, with the subsequent new track from

Spring Grove in, was a most extraordinary

performance. The extra cost arose from

going round the proper entrance (the Tunnel)

and paying an enormous sum for the entrance

by Cumminsville. But it is not of that we are

talking. We may as well say, that several

years ago, in the lifetime of John Kilgour,

then the principal man in the Miami com-

pany, in a conversition with him on the

subject of the Tunnel. He said, while de-

clining to do anything, that the " Little Miami

road would be the first to go through the

Tunnel." He saw clearly that the Tunnel

would be made at some time, but did not wish

his company to make it, but stand ready to

take advantage of it This is exactly what

has prevented the making of the Tunnel.

The railroad men of all the companies saw

clearly that the Tunnel ought to be and pro-

bably would he made ; but they were not then

very rich in money, and did not, want to ad-

vance the capital for their companies; and

they would wait and take advantage of the

Tunnel when made by others. This is the

great merit of the Tunnel scheme, that when

made the railroads on the north and east will

be compelled, in spite of themselves, to adopt

it

But let us look a little more at the geo-

graphical position of this city. We have

examined the entrances to the city, let us look

at the plateau of the city. Cincinnati, below

the hills, is built on two plains, the one bor-

dering the river being about 50 feet

lower than the oue running along the

base of the hills. If a railroad comes

in from the Tunnel this 50 feet must

be overcome to make a junction with the

other road3. But in that there is no difficulty.

It may be done in two ways, either by an ac-

tual grade down (tor a mile) to the east and

west roads, or, better, by making a tunnel

under the central part of the city, and which

would really be the least expensive. There

seem to be among people very erroneous ideas

of a tunnel. A tunnel in common earth is a

very easy thing, and not so expensive as some

surface work. We may refer here to three ex-

amples of city work in this regard which will

show how easy it is. The Pan handle road is

tunneled under a large part of Pittsburg, mora

than we need do here. The Erie road

tunneled Bergen Hill ac great expense to reach

the Hudson at Hobokeu. The Harlem road is

cut through solid rock in the upper part of

New York, and we have no doubt cost a great

deal more than would a tunnel under Sixth

street, Cincinnati. In fine, without going

into details, we believe the Tunnel not only

ought to be made, but that it is the greatest

speculation of the day, in the hands of practi-

cal men, with sufficient capital. We are told,

and believe it is so, that to finish the entire

Tunnel would not cost more-than half a mil-

lion of dollars. If so, more can be got out of

that half million than out of any other half

million spent in Cincinnati.
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A Great mistake.

The Commoner suggests that the Deer creek

tunnel shouid be completed so as to allow the

use of the Cincinnati & Newport bridge, and

permit approach to it by easy grades after the

bridge has been raised so as to permit the

coal boats to How freely under the draw. If

we had a hole through the hills into Deer

creek it would be a great help, but a difficulty

with the tunnel is it is caved in, and the out

lay required to finish it now would be as great

as if there had never been any digging done

in that quarter.

—

Commercial.

Quite a blunder. A recent examination

shows that the caving in of the Tunnel is a

mere trifle at the north end, where it was left

unfinished, and that the southern part, upon

which much the largest amount of work is

done, stands as firmly as the day it was built.

The three shafts are full of water, which war-

rants us in supposing that the curbing is

sound and shafts substantial. If there is no

caving from this source we are probably quite

safe in saying that the tunnel work from the

base of these shafts remains very nearly as it

was when the workmen last left it.

We are confirmed in this opinion by a re-

cent trial with a line and lead of the depth of

the water in two of these shafts, and found

the bottom was nearly or quite reached.

The length of the Tunnel is 9,!)90 feet. Of

this there has been 3,058 feet excavated, as

follows

:

From south end to shaft No 1, 785 feet.

" shaft No. 1 to " " 2, 579 "

" " •' 2 to " " 3, 574 "

" north end, 1,119 "

Total 3,058 "

This does not include the work upon the

approaches.

The total expenditure upon the Tunnel, as

nearly as we can estimate it, is §350,000,

which embraces a sum of about §100,000 ex-

pended for surveying, right of way, and sink-

ing the three shafts spoken of.

A short time since, the writer of this article

secured an examination of this work by a per-

son who was originally engaged in its con-

struction, and whose experience in such mat-

ters entitles his judgment thereon to the high-

est respect, and he estimated that §30,000

was quite ample to pump the water out of the

shafts, remove the silt that may have accumu-

lated in them, and make ail necessary repairs,

clean out the approaches and repair the break

in the north end. In short, to place it in as

good condition as wheo it. was abandoned in

the year 1857.

This being true, the work would be worth

$320,000, divided as follows:

Surveying, right of way and shaft

sinking 5100,000
Tunneling 220,000

Total §320,000

Aside from the surveys, &c ,
when the work

upon the Tunnel was suspended it was con-

sidered that about one-tbird of the whole was

completed, at a cost of $250,000; a greater

sum, it was estimated, than would be neces-

sary to finish either of the remaining two-

thirds.

But suppose that instead of $30,000 it re-

quired $50,000, or even $100,000, to place the

work in the condition the laborers last left it

—

what of it? Such a sum is a mere trifle

in comparison with the value of the whole

It would still be worth, by reason of actual

outlay, §250,000; and by reason of the saving

of time in its completion, and the possession

of much the best locality that can be found

for such an entry through Walnut Hills, a

further sum of twice that amount.

This is the status of the Tunnel. The cav-

ing in is nothing, and because there has

" been digging done in that quarter," an out-

lay of at least §250,000 will be saved to the

parties who undertake to complete it. And
the Commoner is right when it suggests "that

it should be completed so as to allow the use

of the bridge, and permit approach to it by

easy grades after the bridge has been raised

so as to permit the coal boats to flow freely

under the draw " (we say without any draw)

And the Commercial is right when it says:

"If we had a hole through the hiils into Deer

creek ifc would be a great help." Let us make

it, and settle tho whole question.

T&o Trials or Enterprising Men.

Enterprising men- have trouble enough, as

a general thing, without being bothered by

the interferences of those who ought to help

thera, or by a lot of contemptible drones who

fasten upon them to be dragged along without

contributing the least aid in return. We
know of men full of enterprise and energy

and resources, who are always doing some-

thing for the public good, by whose efforts

their places of residence become well known,

and men receive employment at good wages,

improvements of all sorls are suggested and

carried out, buildings are erected, and the

whole community stimulated into activity by

their go-ahead spirit. Wherever sucli men
are, there is life, progress, increasing prosperi-

ty, and a general character for advancement

that is invaluable, aud that is not to be had

by any other means.

One would naturally suppose that such men
in a community, if they added to these other

merits those of integrity, large social quali-

ties, sobriety, and a love of scientific and

literary culture, would certainly be very popu-

lar, respected by all who knew them, shining

lights in their communities, whom every one

would be ready to cheer and help in their

great endeavors.

We are sorry to record that our experience

thus far in lite is exactly to the contrary.

Such men are the subjects of the meanest

<;nvy; they are plotted against by those who

are often their pretended friends, and in their

confidence ^ their best efforts are obstructed

by those whose interests one would suppose

would prompt them to contribute to their sup-

port
; their motives are impugned, their no-

blest actions misunderstood, and thus their

usefulness impaired, if not absolutely de-

stroyed.

What wretched folly is such conduct ! How
fatally it recoils ! To embarrass an energetic

ard enterprising man in his struggles for the

public weal—to villi fy his motives upon no

better grounds than an ignorant and mal'_

cious suspicion, is robbery, baser and meaner

than " filching from another his good name,

by which the loser is made miserably poor

indeed, and the thief in to wise enriched,

because in such cases both robber and robbed

are made incalculably poorer in much that

goes to make the pleasures of life.

Railroad Stocks Watered.

The money article of the Ledger on Tues-
day begins with the following item :

In No. 2 of Hatch's Circular, showing up
the frauds in railroad management, it is sta-

led that the Cleveland, Painesville & Ashta-
bula Railroad, in six years, from 1802 to

1807, inclusive, made 232$ per cet.t. divi-

dends, being an annual rate of a fraction less
than 50 per cent. Of this amount 120 whs in
stock, 83$ in bonds, and 79 in eas'u 1 Tftose
dividends commenced on a square capital, in

1801, of §3,000,000. The happy possessor,
that year, of §10,000 of stock heid, at the end
of six years, §32,500, in stocks and bonds, for
the original §10,000. In ibe meantime he
received §7,900 in cash—in othei words, he
received in dividends, in six yea -s, §30,400
on an investment of §10,000. Brilliant a3
was this achievement, it was fairly eclipsed
by the managers of the Buffalo & Erie Rail-
road, which now forms the eastern portion of
the Lake Shore line. Ii 1800 the share capi-
tal ot the road, 88 miles long, was §2,2Ot),00O.
Its funded debt was §1,018,000—the total
capital amount being §3,218,000. In 1S67
its share capital was watered to the tune of
§2,0011,000. In 1869 it was increased to $6,-

000,000, and its bonded debt to §4,000,00;i,

making a total of $10,000,000, tb-i waterings
amounting to §0,778,200, in addition to an
annual cash dividend of 10 per ce.-it.

The waterings in the line IYoil Buffalo to
Cleveland, a distance of 203 miles, equaled
§13,379,000, or §65,900 per mile. The divi-
dends uiion this sum, at. 8 per cent., amount
to §1,070,320, or at the rate of §5,272 per mile
annually.

The waterings in the Cleveland & Toledo
Railroad amounted to §1,250,000. In addition
to the above specific waterings, there was a
general one, when the consolidation was en-
tered into, to the extent of §5,440. 670.
The watering in the New York Central and

Hudson River Railroad equaled $57, 578,900.
The capital account of the New York Cen-

tral and Hudson River and the Lake Shore
Railroads, equals §103,017.203. The amount
of their waterings equals §77,644,770. Their
actual cost, consequently, has been §85,372.-
433. The waterings, §79,00i| per mile, equal
to the cost ot conducting a first-class, double-
track railroad, laid with steel rails, direct
from New York to Chicago, costing $10!).Ul>i)

to the mile, wi'.b an equipment sufficient to

earn §40,000,000 annually. These facts aud
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fiaures are frightful, and may well excite the

alarm, not. only of stock and bondliolriers, but

of the whole community, financially, commer-
cially and politically. And yet what is the

remedy?

Sure eno igh, " what is the remedy?" We
think it will puzzle our wisest men to find

one. No legislative interference yet suggest-

ed seems to be the thing, unless Mr. Adams'

government possession of the roads will do it

But a very serious question arises whether by

such an arrangement we may not run into

other troubles quite as formidable and diffi-

cult of solution as this one. Just simply jutap

out of the frying pan into the fire.

If a law could be enacted and made opera,

live by Congress for all roads passing through

two or more States, or by the States for such

roads as sire within their respective bounda-

ries, compelling a division in cash among

the stockholders of any excess of receipts

above the amount necessary to pay interest

apon their debts, provide for sinking fund,

and a stipulated sum as dividends upon the

stock, the evil might be prevented, and the

surplusage now represented by watered stock

would not be saddled upon the roads forever,

and E^ade a means of control, but pass into

the avenues of circulation. The stockholders

would be benefited then Justin proportion to

the prosperity of the roads, and not as they

now are, hoiding the evidence of their success

at one period, to load thctu down at a less

fortunate one.

This might be a check upon excessive tariff

charges, as the public would be aware of the

extent of the earnings of the road, and if they

were very large, competing lines would be

saade, or threatened to be, which would have

a very wholesome efifect.

There should be no unnatural increase of

the stock, and no appropriation of an excess

of funds, other than would be done by an in-

dividual in his business.

Under such an arrangement, it seems to us

that the slock would always be worth a price

above par corresponding to its products over

current rates of interest, and never be subject

to such possible depreciations as if watered to

the amount that this excess would be a divi-

dend upon.

There is a mutability in the affairs of rail-

way corporations, as with those of men. They

are not always great, and strong, and rich.

This arrangement would leave the stock inte-

rest so elastic as to be as safe as possible tin.

der any circumstances, and not strained to

the breaking point when the declining time

should come.

— The official statement of the Illinois

Central Railroad for December, 1870, is not

yet published. From Jno. B. Calhoun, Esq.,

however, we learn that the transactions in the

land depai tooent for that mouth were sales of

6,108 85-100 acres for $54,043.59; cash col-

lections, $213,540.12.

The E'rotector.

Our friend, Mr. Sidney Ashmore, sends us

the first number of his new paper, The Pro-

tector, a journal devoted to Insurance inte-

rests, and published at 39 Park Row, New
York, at one dollar per year.

It is neatly printed and full of interesting

matter upon its specialty.

We clip the following item from its columns

as one of value to our readers :

Twenty-two of our leading capitalists are

insured in different New York offices for vari-

ous sums from $100,000 to $300,000, showing

an aggregate amount of $3,930,000, or an

average of over $187,000. Cyrus W. Field,

the distinguished pioneer in Atlantic telegra-

phy, has his life insured for nearly a quarter

of a million. Daniel Drew has his life in-

sured for several hundred thousand dollars.

Horace Greeley has an insurance of about

$75,000 on his life. Mr. William VV, Cornell,

of New York, recently deceased, had an in-

surance on his life amounting to $125,000.

Mr. James Brown, the millionaire banker,

head of the well known American and English

banking house of Brown Bros., is insured on

his life for 8100,000.

The Rapid Proit'fs of Cincinnati's Short-
est jLIiic to the Atlantic.

CHESAPEAKE AND OHIO RAILROAD.

"The work goes bravely on !
" Orders are

received here to let the whole line of the

Chesapeake & Ohio Railroad, not already

under contract, on the 1st of April. And it

is further ordered by the Board that the road

shall be in operation from the terminus, at

the junction of the Big Sandy river with the

Ohio, to the falls of the Kanawha, in July

next. Major Whitcombe, the chief engineer,

is the man to put through what it is possible

to do. The object of President Huntington
is to have the whole road in operation by the

summer of 1872, and every effort is to be

made with that view.

From the more difficult points of construc-

tion along the line the news is encouraging.

The Big Bend tunnel is the heaviest work on

the road. Recently, in Binking a shaft of

some hundred and twenty or thirty feet, a

stream of water was encountered which was
controlled by an engine and the "buckets.

But as the workmen were near the bottom of

the pump—a well some thirty feet below the

bed of the tunnel to gather the water for

pumping it out—the drill struck a body of

water, which roee so rapidly that the work-

men could not with their means keep it down,

and barely succeeded in making good their

escape when the water had reached their

arms. The contractors had immediately to

order a powerful engine capable of keeping

down this large influx of water. But the en-

gine had not been put in place when the flow

of water ceased. It was an unaccountable

freak of the internal economy of the earth,

yet one highly grateful to the contractors,

who are thus relieved of a great expense and
trouble, while the work is much facilitated.

Where this water appeared there is a deposit

of lime, yet there was no limestone elsewhere

exposed by the progress of tunneling, the

mountain consisting of slate as far a3 the

work progressed.

At the Lewis Tunnel, or Jerry's Run, the

contractors have put the steam drill in opera-

lion, and we may expect that the work will be
pushed ahead very rapidly.

The fill at Jerry's Run is going ahead finely,

and will be completed much sooner than was
anticipated. The energy and ingenuity of

Mr. C. R. Mason, contractor, have enabled
him to throw down into the ravine immense
bodies of earth from the mountain above, and
the embankment rises rapidly. The earth is

gathering about the trestle work of the pres-

ent temporary track, so that before the sum-
mer travel begins the track will rest upon the

earth. Of the work near Millborough, where
there is another great fill, it may be said that

it is going on fully up to expectations.

It will not be many months before tempo-
rary tracks upon this great railroad will be

entirely dispensed with. We may safely count
upon this by the. time the road is finished, in

July, 1872.

Really, the near approach to completion of

our railroad communication with Ohio, is

quite exciting. It must be anticipated by
our people with more or less of that nervous-

ness with which a grand consummation felic-

itous to everybody is naturally regarded. Af-

ter so long wailing and wishing for it, it is

about to burst upon rs with a suddenness for

which we are not fully prepared. The people,

have not been inclined to believe the state-

ments of the last year as to the period of this

consummation. They have been made, by
long disappointment, incredulous. But the

evidences are accumulating, unbelief is

crumbling away, and soon we shall see the

former unbelievers filled with joy, swelling

the throng of exultant people.

The road completed eastward to the falls of

Kanawha, will leave a gap of about sixty

miles to the V/hitp Sulphur to be traversed

in stages until the summer of 1872, when
the whole road will be opened

—

Richmond
Dispatch.

—-* •—i —
The Printing of Stamps —The Committee,

consisting of Senator Edmunds, chairman,
the First Comptroller of the Treasury, and Mr.

W. P. Sherman, to whom the Secretary of the

Treasury and the Commissioner of Internal

Revenue referred the bills for printing the

revenue stamps, have reported to the Secre-

tary in favor of having one printing done by
outside parties, and the second printing and
finishing to be done at the Treasury Note
Printing Bureau', under Mr. George B. McCar-
'tee. This plan, the committee think, will af-

ford ample check against fraudulent and over

issue, as no one house will possess the means
of completing any one of them. The commit-
tee recommended that the distinctive note

paper with the located and distributive fibre

be used for printing all the stamps. They
did not advise that the adhesive stamps be

made outside of the Treasury building on ac-

count of the atmosphere therein operating

against a successful application of the adhe
sive property to the stamps; but the Commis-
sioner suggested that it would be the most,

practical plan for the present to have the work
done elsewhere, as the want of room in the

Treasury building precludes the work of ad-

hesive stamps being done there. It is not

known whether the Secretary will determine

to adopt the entire report of the committee

or a part of it, but it is believed that the re-

commendation to have all the stamps finished

in the Treasury will be complied with, which
will not necessitate an increase of the force

in the Note Printing Bureau, but will simply

call into service the one hundred and twenty

odd female employees furloughed last summer,
and now awaiting re-employment.— Washing-
ton Chronicle.
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BISTORT OF THE PROJECT FROM THE BEG1NKIKG.

Tbe " eternal" barrier between France and
Italy has at last been overcome, and at this

moment the workmen who lor 13 years have

been working towards each other in the bow-
els of the Alps have doubtless met, and wiih

such familiarity as their diverse languages
will permit, congratulate each other on ihe

completion of their more than herculean la-

bor.

The Alps have been crossed even with

great armies since the days of Hannibal, but

the undertaking has been one ot no little toil

and some danger. In 1805 the first Napoleon
constructed a road through the pass of Mont.

Cenis, which .vas at a moderate elevation of

some 5,400 feet above the level of the adja-

cent country. This was thirty miles long and
eighteen feet wide, and was built at a oust ot

7,000,000 francs. It served for many years

as the only highway between France and
Italy; but within the last live years a railway

has been built over the ridge, upon which a

steam engine of peculiar construction slowly

drags a single car. The idea of. piercing tbe

mountain and gliding from one country to

the other in a few minutes' time, was first

broached about twenty years ago, and, as a

matter of course, was ridiculed by that large

class of persons whose conceptions of what
can be done is formed entirely in accordance
with what they know has been done. All

manner uf difficulties and obstacles were sug-

gested, and declared to be insuperable; but

the projectors believed they could be over-

come. The governments uf France and Italy

were applied to to lend their assistance for

the accomplUhrneut of this stupendous under-

taking. Tbe feasibility of the work was ar-

gued at length beforeihe legislative bodies of

both these nations, and the result was finally

a contract for the work.

. The route cnosen was of course tbe shortest

possible line through the vast mountain
range, as tbe altitude of the peaks or general

ridge made no difference with the work. The
old plan of sinking shafts from the top at

intervals, and working from one to another,

was pronounced impracticable from the start,

and a continuous boring from either end was
determined upon as the only method of pro-

ceeding, the workmen being supplied with

light and air a3 they retreated from tbe cheer-

ful light of day and the wholesome atmos-
phere of the outer worlj. The place was
found about fifteen miles from tbe old Mont
Ceni3 road, where a tunnel of 12,220 meters,

or a little less than eight miles in length,

would pierce me mountain range and con-

nect the town of b'ourneaux, near Modane,
in the valley of the Arc, in Savoy, with Bar-

donecbe, in the valley uf the Dorariperia, in

Italy, by a railroad over which a train of

cars of any desiied length could run in a

very lew minutes. Between these two termini

the tunnel passes under three mountains of

considerable height, even for Alpine peaks,

known as the Co! Frejus, the Grand Vallon
and the Col de la Kone, ranged in the order

in which they are here named as we pass

ircm France to Italy. The central simmit is

over 11,000 feet above the sea level, and hy

the old meibod of sinking shafts it would
have required more lime and labor to bore i

one of these, than has been taken tor the en-

tire work.

The work was begun in 1857. At first Ihe

ordinary hand drill was used 10 pierce the ruck,

and the solid masses were blasted out with

powder. This method of operating which was
kept up on the Italian side until 1801, and on
the French side until 1803, would have re-

quired upward of fifty years for the comple-
tion of the work. Accordingly it behooved
the projectors to bethink them of some mnre
expeditious method of proceeding. Tbe use
of steam was out of the question, and the at-

tention of the Italian engineers was therefore

turned to a device for using compressed air

as the motive power. This matter presented

no very great difficulty in its general princi-

ples, but a great deal of experimenting was
necessary before it could be put into success-

ful practice.

A machine was finally invented and put

into operation which could stand outside by

one of Ihe streams that came down from the

mountains, and with its aid force the air

tlirough long tubes to the drilling apparatus.
This latter is a machine which works in a

galley nine feet pquare, and carries a large

number of perforators, each of which hores a

separate hole in the rock. By the compres-
sing machine the air is forced into a reser-

voir, and thence it passes through flexible

pipes to the cylinders containing the drills of
the perforating machines. By the opening
of a valve each drill is forced against tbe

face of the rock with a force of about 200
pounds, turned slightly, and withdraw. Two
hundred of these blows are given every min-
ute with each drill, and when holes of the re-

quired depth have been bored, the air is

turned off, and the machine withdrawn a short

distance. Tbe holes are bored in such a way
as to converge slightly toward each other, so

that every blast will bring down a considera-

ble mass of rock. At first powder was used in

blasting, but there were many obvious objec-

tions to this. As soon as any considerable

progress had been made, and subsequently

gun cotton was tried. Thi# was afterwards

displaced bv tbe use of nitro-glycerine. The
rate of progress has been varied, of course,

with the hardness of the rock, and has been

from one and a half to three feet per day.

Among the incidental appliances employed
by the workmen, are a gas house, miniature

water works, and machinery for supplying

their own lungs with air, as well as those of

the perforating machinery. Thus the three

essentials of comfortable life— light, air and
water— are received from the outer world by
machinery.
The tunnel is in the form of a segment of a

cylinder, the bottom being level for the road

bed of ihe proposed railway. The bight of

the arch is 24 feet 7 inches, the width of the

tunnel at the base, 25 feet RJ inches, and the

width in the broadest part 20 feet 2 J- inches.

As fast as the rock is blasted out it is re-

moved, and a party nf masons follow close

behind the busy machinery to complete the

masonry. The work has gone on in this way
day and night for more than a dozen years,

and at last the twn gmgs of workmen have

met—so we are told by tbe telegraph— far be-

neath the summit of the Grand Vallon. The
progress has been a little more rapid on tbe

French than on the Italian side, the average

being 50.80 metres on the former to 53.20 on
the latter.

The completion of the tunnel itself has
been achieved three nr fonr months soonpr

than was anticipated a year ago, April, 1871,

hping the earliest date assigned for that con-

summation. It will require about six months
more to complete the railroad which is to

thread the tunnel, and make a journey from
France to Italy as easy as that across the

German border.

—

N. Y. Times.

The Jiew Eric Sleeping Coaches.

The conveniences of modern travel—how
are they multiplying? Cars healed by hot
water, lighted with gas, cushions of velvet,

walls covered with oil paintings, carpets of
the finest Brussels, curtains of tapestry, beds
of curled hair, ceilings in fresco, windows of
French plate glass, mirrors of the finest quali-

ty, seats ot carved walnut, walls of splendidly
polished hard woods, cornices fit lor the finest

library, books and handles and bars of the
finest silver. Such are the appointments of
the new sleeping coaches built for the Erie
Railway, and which are now running between
Cincinnati and .New York. They call them
Drawing Room Palace Sleeping Coaches, and
they are worthy of the name. They have tbe

comfort of a bed chamber, the beauties of a
parlor, aud the capacity of a drawing room,
i'he seats are really luxurious, covered with
a species of velvet called French moquette,
of the most beautiful colors, and with medal-
lion patterns in the center of each seat. The
wood work is alt black walnut, with panels of

the same material made from the most beau-
tiful veneers cut from the knots of this wood.
The work is oiled and polished so that it is as
fine as the best furniture. Five fine globes
from above surrounded by rich appointments
furnish light by night. In the main room,
after the beds are all put away aud hidden
from view, the traveler looks upon the walls

decorated with twenty oil paintings. In this

coach is a parlor or family room, six by nine
feet, capable of accommodating six persons.

There is nothing apparently that could be ad-
ded to this to make it more attractive aud
comfortable. There is still another stateroom
in the rear that will accommodaie four per-

sons. A wash room at either end furnishes

every possible convenience in this line, i'he

bed clothing is of ii>t best, and tbe amplest
arrangements have been made for clean linen.

The coach is warmed by Baker's patent hot
water furnace, which is so constructed that,

in the event of an accident, the fire will not

be communicated to the surrounding wood.

Fifty persons can be accommodated in each
car.

The Erie and Atlantic Sleeping Coach Com-
pany have planted, thirty-eight thousand dol-

lars in this marvel of the car kind. Whether
it wilUblossom in'o handsome returns would
seem to admit of no doubt, wheu it is re-

membered that the charges on these are the

same that are made in the common coaches.

—

Indianapolis Journal, Dec. 1th.

— The sales of the Union Pacific land de-

partment for tbe month of December foot up
$50,000 A large proportion of this bind has

been sold to actual settlers, who will com-
mence agricultural operations in the spriug.

— The certificate of incorporation of the

Dayton, Stillwater Valley & Saginaw Railroad

Company, capital $1,0011,000, was filed in the

office of the Secretary of State, Feb. I. The
road will run through Montgomery, Miami,

Darke, Mercer, Van Wert, Paulding and Wil-

liams counties.

— The certificate of the Wheeling k Toledo

Railroad Company, with $l,0l)O,OUO capital,

was filed Feb. 1. i'he termini of the proposed

road is Bridgeport, Belmont county, and To-

ledo, passing through tbe counties of Belmont,

Harrison, Tuscarawas, Stark, Holmes, Wayne,
Ashland. Richland, Crawford, Huron, Seneca,

Sandusky, Ottawa, Wood aud Lucas.
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Railroads of tlae United States.

A Tabular Statement showing the Length and Cost of each Work at

the close of the financial year ending nearest to January 1, 187 L.

(Continued from page 405.) ( Not including City Passenger Railroads )

STATE OF MINNESOTA.
Corporate Titles of r-\ ength

Companies. Total. (

nestings and Dakota 21(0.011

Lake Pepin and Dakota (project) 200.00
Lake Superior and Mississippi 15-1.0 »

White Beaver to Stillwater 12 00
Milwaukee anil St. Paul (Iowa) 181. IPO

Austin to Iowa Line 18.00

Minnesota and North Western (project) 150.00
Northern Pacific (progress) 221.00
St. Paul and Chicago (C. & N. W.) 101 00
St. Paul Sc Pacific (3t. P. to Wntab) HO.OO

Western Division (St. A. t.. Breokenridge).... 206.110

Pembina Extension (project) 307.00
St. Paul and Sioux City (Minn. Valley) 300 00
Southern Minnesota 250 0")

Superior anil St ite Line (project) l'ilt.O >

Winona and St. I'eter (U. & N. W.) 152.U0

Total 2 654.00

STATE OF MISSOURI.
Cairo and Pulton (St. L. & Iron Mi.) 70.79
Chariton and Randolph (progress) 411.00

Cape birardeau and Slate Line (project) 87.on

Cliillicothe and Brunswick (progress) 3G.50
Chillicothe, Leon and lies Moines (progress) 62.00
Hannibal and Central Missouri (progress) 10.IUI

Hannibal and St. Joseph 207.1 II

Quincy Branch and Bridge 15 (10

Cameron and Kansas Ciiy Branch 58.00
Iron Mouolain and Helena (Ark ) j reject

LaCledeand Fort Scott (progress) 127.00
Lebanon to St. Genevieve 150,00

. Lexington and St. Louis (Lex. to Sedalia) 54.00
Louisiana and Missouri Itiver (progress) 1:10.00

Mexico to Jefferson City 41.00
, Missouri anil Mississippi (progress) 131.00
Missouri Valley 13. .00

.North Missomi 233 25
W sle n Extension
Columbia Branch

Osage Valley and Southern Kansas
Pacific of Mis-on i

Quincy, Missouri and Pacific (progress) .'.

St. Joseph aud Burlington (Iowa)
St. Joseph and Council Blull's (Iowa)
St. Louis, Com c 1 Blulfs and Omaha (project).

St. Louis, Chillicothe and Omaha (proj ct)

St. Louis ami Iron Mountain...

Total..

STATE OF COLORADO.
"11. Colorado Central

2. Colorado and Oregon
3. Denver ant Boulder
4. Denver, Cen ral City and Georgetown

I

5. Denver ami Golden City J
C. Denver Pacific

7. K»nsas Pacific .,

Roads, including several of the above, of which
little is known here, estimated.

in Miles—

,

iompleled,

30 .10

Potosi Branch
St. Louis and Keokuk (project)
St. Louis, Laurence or Denver (project)
St. Louis, Macon and Omaha (project) 00 10
St. Louis and St Jos ph - 72.25
St Louis South Western (project)

South Pacific (Ml & Pre) 2S0 511

Tebo and Neosho (Ars.) 102. 3S
Roads not included in above, beinsr roads project-

ed, in progress, or recently completed, esti-

mated at 1000.00

Total 4,573 42

STATE OF KANSAS.
Atchison. Topeka and Santa Fe 4'dJ.OO

Central Branch Union P cific 3>ll.00

Kansas Citv and Fmporia (project) 110.00
Kansas City and Santa Fe (project) ]U0 00
Kansas City and Neosho Valley (project)
Kansas Pacific (Colo ) 421 00

Leavenworth Branch 34 00
Lawrence. Olathe and Kansas City 26.00
Leavenworth, Atchison and Norlhwi stern 27 tO
Leavenworth, Lawrence and Galveston 350.no

Branch to North Lawrence 1.00

Leavenworth and Topeka (project) 37 00
Missouri liver (Pac of Mo.) 26.00
Missouri, Kansas and Texas £25.00
Missouri Itiver. Foit Scott and Oulf 102.00
Pierce City and Fori Scott (projecO
St. Joseph and Denver Ci:y 261.1)0

"'t Louis, Lawrence and Denver City (project) .... 5b. Oil

Koads not included above, being roads projected,
in progress, and recently completed, esti-

mated at I into,,

151.00)
1210/

131.0
(

13.001

55.'

Sil.OO)

100.00
102,00

152.00

072.00

37.00

125.75
22 00
150.1,0

2-3 00
2. 00

80.00

105.00
Pilot Knob Brand 11.00

4.00
130.00
5".00

1011.50

102.36

62.00

lon.OJ

32 ..I

102.00

!.00 1501.00

y no inforinati n

50.00
2 ;8.00

1000 00

50
218.

Total 1 26dXO

STATE OF IOWA.
1. Burlington, Cedar Rapids and Minn 270.00
2. Burlington and Missouri River 270 14

Red Oak to Nebriska Oily 42.00
3. Burlington and Southwestern (Mo ) 40.no

4. Cedar Falls and Minnesota fil.OO

6. Cedar Rapids and Missouri River (C. & N. W )... S71.60
Clinton, la., to Lyons, la 2.10

*. Central Railroad of Iowa 435.00

100.ro

3138.00

1110 00
270. 14

)

4100
81.00

271.00)
2.30 /

835 .00

Cost of Road
and Equipm't.

Sl.noil.ioo

2 17.00 )

15.110 V
53 00J

231.25-)

121.75 I
22.00 J
25.00
283 00

105.10")

1 1 ."JO v

4.H0j

42l.001_

34 00

)

HO 00/
1 ouj

.{

6.010,001

5,000,010

220.01 II

£600,1)10

8,oi:o,oco

3,000 000
4 500,0 JO

534,720,000

$897,1 OS
400,1'OiJ

3o5,IOO
020.1.011

700 000

20,000,000

l,7ni'.0('0

210,000

202 II 10

4 .soo.quo

2n,5C0 0'

800,000
15,014 2!lli

4 ,; 0.0t.(l

2,1-0(1, 01 4)

12,000,000

130.000

58,100
nti.i on

3 0tO,IOO

10000,000
5,000,100

7,00",C00

$100,603 404

$3,500 0' O

3,723 700

1?, 000,000

1,(100,00(1

1.01:0 0,0

4,5:0,1100

1 010 111

12,011(1 t Oil

000,0(0

3,500,000

Corporate Titles of
Companies.

Chicago. Town and Nebraska (C. & N W )

Bridge at Clinton „„
Ch'cnL'o R, ck Wand and Pacific

Oska oosa Branch
Davenport and St. Paul

Branch to Wyoming
Des Moines anrl McGregor I project)
Des Moines Valley

Exten-ion to Fori l)od»e
rtuhoque. Bell vue and Sabul 1 (progress)....
Dubuque and Minnesota (progress!
Dubuque «nd Sioux City
Diihoqne Souih Western
Iowa Falls and Sioux City.
Iowa Northern Central (prog ess)
lowi South Western (project)
Keokuk and Minnesota (progress)
Keokuk and St Paul (C. B &Q )

McGregor and Missouri River
Midi 1 nil

-Length in Miles..

Total. Comple
81.30

1 10

310.SO
113 no
40 00

,
4.' 00

102.

81.

Milwaukee and St. Paul (Minn.)
Dakota Branch

Muscatine, Oskaloosa and Council Bluff.- (project)
Mils atino. Tipton and Anamnsi (project)
Sabula, Acltley and Dakato (p onress)....

St. Joseph and Council Blufls (Mo.)
St. Joseph and Burlington (Mo.) project
St. Louis, Council Bluffs and Omalia'(project)
St Louis and Cedar Rapids (project)
S oux Citv and Co umbos (project)
Sioux City and Pacific ( Jebr.)

Missouri Valley branch
Southern Iowa and Cedar Rapids (progress)

Total..

Total 3 203.60

STATE OF NEVADA.
1. Central Pacific (Cal & Utah) 403(0

Roads not included ahove, being roads projected.
in progress or recently opened, estimated 1001 C00

Titil.. 1 430.00

TBBR1TOKY OF UTAH.
1. Central Pacific (C .1. & Nev ) 112.(10

2. Salt L ,ke and Columbia River (id din) 40 00
3 ' nion Pac fie (Neb. & Dae.) 1' 3 I

4. Ulah Central C0."0

Total.. 401.10

STATE OF ORe-QON.
08

13.50
200.00

40.00

2u0.00

81 30)
I 10}

310 .in)

5". II"
|

40.0" i

Cost of Road
and Equipm't.

5,000,000

15,000,010

1.0)0,000

35 no
2113.(0

143 50
4.7(i

18 ; 00
83 on

230.1

5H.OII

42,75
280 oil

inn 00
84.0(1

10 00
270.1

511.00

30000
5J.nO

in ! fin 1

81.511/

113.
o4.7l>

ISO 00

4 '72
128 00
2.1.00

84 60 1

10.00/

80.00
6.50
87.00

80ill.OII

)

0.5(1/

4.412.25

STATE OF NEBRASKA.
1. Burlington and Missouri R.ver 180.00
2. Midland Pacific (progress) ill 10
3. Neu aha Va 1-y and Loup Fork (projtct) 120.00
4. Omaha and Northwestern (progress) 115.(0
5. Omaha and Southwestern (progress) 05 00
li. Sioox Cty and Pacific (Iowa ) 21.10
7. Union Pacific (Wyoui. &. Utah) 473.00

Total 1.2H5.00

TERRITORY OF WYOMING.
1. Denver Pacific (Col.) ,10,4111

2. Union Pacific (Nebr. In. Utah) 442.00

Total 402.

STATE OF CALIFORNIA
1. Alameda (Central Pacific) 2'i.i

f,2. Cari'ornia Central 21.8 1

3. California and Oregon (pro: ress ng) 271.01
4. California Pacific CO. 00

Mirysville Branch 41.00
Cahstogi Br.nch 38 1:0

Central Pacific (Nev. & Ulah) 138.(0
Peai her Itiver and Beckwith Pass (project) I

1 00
Los Anireles and San Pedro 21.(10

Nupa Valley (N'apa to Sta. Rosa) 4'. 00
North Beach and Mission 3 50
Northern C lifortiia 20 10
Omnibus (San Francisco) 3. 80
Plaeerville cod Sacramento 37.1

Sacramento Valley 22.50
San Francisco and lino boldt's Bay 'project) 210.00
Sin Franc sco and Oakland (Cell. Pacific) 4 00
San Francisco a d San Jose 50.00
Sin Crancisio and Washoe (project) 92.00
San Joaquin Valley (Central Pacific) 480 00
Sin Kaf.el and San Qnenton (nroirre.-s'ini;)

Sonoma and Russian R ver Valley (project) 100,00
S iuiIi Sao Fr mcisco 4 00
Southern Pacific CO 00
Stool ton and C01 peropolis 35.(10

Stickton aod Tulare Va'ley (pr jeet) 200.
Western Pacific (Central Pacific) 120 10
Yuba V-Iley 24.00
Roads not included above, being roads pl'ijicted,

in progress or recently opened, e&timated at... 500.00

2,550.25

.10.00

442 10

14.00

2 .80

1 2.1(0

POO'")
43.00 V
3-0 1)11

J

13S.0

21.01
40.00
3.-0

26 00
3 80

20.00
2>.50

4 00
51.00

4 00
30 00
3.1 00

120.110

24.00

100.10

1106.60

403.00

liio 00

503.00

111.00

1. Cascades Transit
2. Dalits and Deschutes
3. Oregon and California

4. Oregon Central Kastside ( roject).

.1. Oregon Centrsl, Vi est side (orojeci)

0. St Helen's and Hillsboro' (project) 60.nn

7. Silein and Mc.Mionvillc (priject)

8. Sail Lake and Columbia R ver (pioject)

Koads projected, in progress or jecenlly com-
pleted -:-. 21100.00

Total 2.018.50

TERRITORY OF WASHINGTON.
1. Northern Pacific (project) 3l'0.'

Seattle Bianch (project) 120.00

Total 420.00

103.00

60.(0

364.10

6 00
I3r.O

61.OO

] f.O.OO

149.50

10,0011,(01

: .10 rod
2(il,(i0 I

5 5 in 00 I

1.7(111 010
6.1 1,0(11)

8,10,000

.11 1 00
1.250.10:1

4.5 (1.000

750,000

3,0:0 0ll0

300 0)0
2,000 0:10

3,000,000

435 OHO

SI 11,078,000

S1.510,nro
2,0110,010

s:io.300,ooo

$40,700 000

S100 000
).000.000
6,500,' I

5)000,000

27,0 0.CII0

1 010.000
1,6(10 000
20(1,001

1.300 III 41

2011,000

I.I'jW.HIIO

1,727.982

loo 001
2,50 1,000
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SOME DREADFUL STATISTICS.

A study of the record of the killed and

wounded passengers of the railroads of the

United States may, if not very entertaining,

at least he to a certain degree instructive.

We are accustomed to see in the papers of

ihe day accounts of a lew killed here, or a

score or two injured there, but it is only on

compiling these Fragmentary evidences of the

doings of the "demon on'ibe rails" that we
learn anything like the true state of the facts.

The Following, farts ure taken from a record

for the year ending October 31, 1870. The
total nuiuberjnf deaths by the rail was 1G8,

together with 484 wounded, thus geographic-

ally distributed:
Kil'ed. Injured.

Ohio 9 17

New Jersey 10 4H

New York 21 63

California 20 23

Iowa 12 4f>

Tennessee 1 18

Pennsylvania 9 30

Indiana fi 18

Vermont 5 20

Massachusetts 3 12

Mississippi 21 15

New Hampshire 1 28

Illinois 2B

Utah 8

Louisiana 10

Missouri 1

South Carolina 1 6

Kansas 27 43

Maine 1 9

Virginia 15 49

These lists are only passengers killed or

wounded bv direct railroad accidents, and do

not inciude those run over on the track, or

employes of the road killed in discharge of

their duty. Kansas, it will he seen, is at the

head of the slain, with 27 killed, while New
York comes first in the wounded list with 03.

Ihe largest number of persons killed at one
accident was 21, being upon the Mississippi

Ceulral Railroad, near Buckner, when a train

upon the 25th of February broke through a

trestle bridge, and to which must be added 15

wounded. New York starts off (irst in the

frequency of her accidents, having had 14 by

which lives were lost. New Jersey, it will he

seen, has not been behind in the deadly con-

test, having had 5 fatal accidents by which
10 lives were insianlly lost, while the number
of thote morlally wounded is not ascertained,

but goes to swell the. list of 4I> set against her

on the list of injured. To these ghastly tables

should be added those of lives lost by the

blowing up of our river and lake steamers,

and the number then shown would indeed bo

startling.

— We understand that the Cincinnati &
Springfield Short-Line managers are negotia-

ting with the Cincinnati, Hamilton & Llnyioi

Railway Company for the joint use of their

road, the last named company to proceed at

once to double-track their route. Of course

the tunning of a dozen or more extra trains

on the road now would overburden it, but the

putting down uf a second track would make
the project feasible, and would give the route

advantages superior to those of any other

route. If the iease should be agreed 10, it

will not he many weeks before the Short Line

trains will be nulling through Springfield.

—

Sjn iii'jiirld liejjvllic, Jan. 31.

Bnsiticss 1'i'uspects of tCic South.

The business prospects of the South are

slowly improving. It is true t hat communi-
cation is very imperfect, agriculture slow and
clumsy, trade uncertain and expensively con-

ducted, and property comparatively unpro-

ductive, fhe contrast in these regards t>

the state of things in the North is very

remarkable by one noting it for Ihe lirst time.

The dilatoriness of the railroad trains, the

scant and poor stock of slaves in the interior,

the mule teams, awkward in equipment and
extravagant in number, the wretched look ol

poverty in the houses, the want of fences on

the farms, and the immensity of swamps,
morasses, and weeds generally, with the

astonishing proportion of idle men, black

and white, and especially the latter, and the

eIow, lazy movements of the average people

encountered on the streets, ad strike the

Northerner with an emphasis for which their

novelty is largely responsible. A liule obser-

vation suffices, however, to show that a great

advance is made in these regards from the

state of things ante helium. Though in many
details the Southerners are impoverished,

have less money to spend, and have less

improvements in their property, in one regard

their chances of prosperity are many fold

increased, and that is in the knowledge they

have acquired that henceforth money must be

earned if it is to be had at all. That credit

must be based on tangible security, business

energy and tried probity ;
that labor has

both rights and powers in the shaping of

business affairs; that there is no longer to be

a monopoly by the South of any one or more
sources of wealth in the country, and that as

they are brought down lo an exact equality

with all other seekers lor money, so they

must win by the same courage, industry, and
self-control ;—these are facts which the South-

ern whiles have learned painfully so fur, but

are learning thoroughly. And this year, with

the cotton crop very large, and yet not paying

the expense of cultivating it, many a lightly-

pinched planter is asking himself sericusly

and sincerely questions, which, if fairly con-

sidered, will in due time be answered to the

immense advantage of all concerned—such

as, what can be raised as well as cotton to be

a stand-by when that proves a failure or sells

too low? What can cheapen the process ol

raising all our crops'? How can labor be

made more interested, honest, stable, and
efficient? And, finally, what prevents the

ingress, sufficiently rapid and extensive, of

capital and labor from elsewhere into this

region that so sorely needs them, and would

so richly repay them.

—

Economist.
m >

Rooxd THE World —We start from New
Vork and circumnavigate the globe in our

imagination thus: To Buffalo or Cleveland,

423 or 025 miles by rail, in seventeen hours;

tbence to Chicago, 538 or 355 miles, in

twenty one hours; thence to Omaha, 41)0

miles, in twenty-three hours; Ihence 10 San
Francisco, 1950 miles, in ninety-three hours;

tbence to Yokohama, 4714 miles, 111 twenty-

one days; thence to Hong Kong, 1071) miles,

in six days; thence to Calcutta, 3500 miles,

in fourteen days; ihence to Bombay, 1219

miles, in two days; thence to Cairo, 3000
miles, in twelve days; thence to Alexandria,

100 miles, in five hours; ihence lo Marseilles,

1800 miles, in six days; thence to Havre, via

Paris and Rouen, 575 miles, in thirty hours;

thence 10 New York, homo again, 3150 miles,

in nine days; thus swinging round the circle,

23,739 miles, in seventy-seven days and
twenty-one hours, steady travel I

How Fast Can a Wiikel be Made to Re-
volve?—There is no limit to the number of
revolutions which a wheel may be made to

make in a given lime. Savait, in his experi-
ments on '.he theory of sound (acoustics,)

made wheels to revolve from one thousand to

two thousand limes per minute; but this has
been surpassed by Foucault, who invented an
apparatus for measuring the velocity of light,

to which a small wheel with a mirror was at-

tached, which might be made to revolve GOO,

800, and even 1,000 limes per second, or 60,-

01)0 times per minute. These are the most
rapid revolutions thus far obtained that we
are aware of; but ihere is not the slightest

reason why even this should noi be surpassed.

It is evident that for such great velocities cog-
wheels are out of the question; only hands
or strings can be used

— Parties interestea in the Fort Wayne'
Jackson & Saginaw Railroad have purchased
Ihe Fort Wayne, Miineie & Cincinnati Rail-

road, a line 109 miles in length, running from
Fort Wayne to Connersville, Ind. The value

of the road is $2,800,000. This road will be
run in connection with the Ft. W., J. & S.

Railroad. Connersville is 00 miles from Cin-

cinnati. At Connersville the road connects
with the Cincinnati & Indianapolis Junction
Railroad to ihe metropolis of Ohio, and »No
with the Whitewater Valley Railroad for Cin-

cinnati, and at Muncie with the Bellefontaine

Raiiroad for Indianapolis ; also at Cambridge
with the Jeffersonville road for Louisville.

jJ@""The capital inves ed in breweries in the

United States n lound numbers is $60,000,-

00); in matt houses, $12 000,000; number of
men employed iu breweries and malt houses,

10,000. Land devoted io the barley ",crop, 1,-

530,000 acres—valued at $34,000,000; iu ihe

culture of hops, 81,248 acres. Total revenue
paid to the Government last year on ale, $1,-

420.553.

Fresh Garden, Flower, Fruit, Herb,
Tree & Shrub, and Evergreen Seeds,
prepaid by mail, with directions for

culture. Twenty-five different packets

of either class for $1.00. The six

ciasses $5.00.
3O.0M) lbs. F.vergreen ami Tree Seeds; Apple, Pear,

Cherry, &c. ; Grass s-;eds ; Beet, Cabbage, Carrot, Onion,
Squash, Tuinip, and ail Vegetable and F'lower tie-rds, ia
sm:ill or large quantities; also Small Fruits, Slock",
BulUs, Shrubs, Koses, Verbenas, &c, by mail, prtpa'd.
New Gal leti 13 inded Japan Lily, 10c. Priced Descriptive

Catalogue seat lo nay plain addtess gratis. Agents
wanted. Wholesale List lo Agents, Clubs ami the Trade.
Seed* nn commission.

li. M WATSON, Old Colony Nurseries and Seed Ware-
house, Plymouth, Mass. Established in 1642.

« a-i.9.

THE RAILROAD GAZE T T E, published in

Chicago, by A JJ. KELLOGG, is a Weekly Illustrated

Journal of 21 pages, as large as these of Every Saturday.

Itcontains a complete record of railroad news: — the pro-

gress of new roads, elections and appointments of officers,

contracts let at.d to be let, summaries of annual reports,

illustrated descriptions of railroad improvements, art.cles

both original and selected on railroad operation and civil

aud mechanic. 1 engineering, and discussions of the rela-

tions of r.ii.road companies to the community.

This journal is prepared especially for stockholders,

directors, and officers of railroads, and all rai.road em-

ployees. Price S^ per annum, In advance

the fr'iuiM or war. J. yokxg &• ro.
Mathematical Instrument Makers, consisting of W'm.J.
Yousu and OlIAS. S. 1J M.I.Kit, was dissolv.-d shortly be-
fore the deal h < I Win. J Vuiing. The undersigned, the
late partner uf said firm (who was Willi Mr. Young coil-

tinuoiisiiy for Fifteen Years, will continue in the same
lino of tuisiinss, at J\'i>. 33 Jt'vrtlt Arvcitlh street/
Cor. tj/'Jf'iibert.

(I VS. S. II£M.ER.
Philadelphia, August 1, 1S70. 29-0-70, 27
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Northern Pacific Railroad.

THE FUTURE OF THE GREAT NORTH WEST.

There is a great interior North-west, partly
[

in the United Slates and partly in British

America, which is large enough for ten or

twelve States like Ohio, and will probably be-

come the largest and best wheat district on

the continent. Supposing this statement to

be true (and it is entirely demonstrable), what

follows from it? This is a great, fertile, inte-

rior district, not bordering on either lakes or

great rivers, and therefore to be sett'ed and

made valuable, in any reasonable time, must

be connected by railroad with the outer world

of commerce. Now, the Northern Pacific

(taking the valley of the upper Missouri and

its tributaries) will pass on the southern mar-

gin of this great interior north west; but pro-

vision has been made to reach the wholf

Let the reader take a m ip of North America

and he will see that the Red river of the Nonh
runs almost exactly north through Minnesota

to the British territory, debouching into Lake

Winnepeg. On the other hand, the Saskat

chewan runs east into Lake Winnepeg. The

valley of the Saskatchewan is on a direct line

and nearly parallel to the general direction of

the North Pacific. The valley of Red river is

400 miles in length, and connects the two land

systems of the Missouri and the Saskatchewan

on the east side. The Northern Pacific Rail-

road Company have bought and are completing

a railroad through the valley of Red river.

Hence, it will he seen ut once, that if the

Northern.Pacific is completed, the whole of

this interior north-west will be tributary to the

Northern Pacific, will rapidly be settled, and
will probably become the great point to which

future immigration will be directed. This

territory comprises near 500,000 square miles

and is far milder in climate and more fertile

in soil than the region on the line of the Union

Pacific. This seems a strange statement, but

the proposition is confirmed by the most am-
ple evidence. This point is one of great ini

portance, since the land grant made to the

Northern Pacific is supposed to be equal to

fijly millions (50,000,000) of acres ; and in

consequence of the late act of Congress, allow-

ing the company to substitute other lands for

those taken under the Homestead act, the

company's lands will, in some places, extend

in intervals for forty miles on each side of the

road. It is therefore important to know the

value of those lauds, with reference not only

to the completion of the road, but to the settle-

ment of that great interior country. Here let

us say that we think there have been some

mistakes made in estimating the sources of

profits to railroads. While it is necessary to

have some trunk lines connecting the great

commercial marts with distant points of the

interior, to carry the produce of the interior to

market, it is nevertheless true, that the main

part of the profits of* railroads must depend

on their local traffic. We have observed, in

traveling on the main lines of New York,

Pennsylvania and Ohio, that there were twenty

passengers getting on and off at by stations,

for one that went through
; and the same was

true of parcels and boxes. Hence, the very

first consideration in making the Northern

Pacific is the value and fitness of its lands/or

actual settlement. It is exactly here that we

claim a superiority for the Northern Pacific

lands over any land grant made by the Go.

vernment, except only that to the Illinois

Central. The question whether this is true or

not is one of immense interest to tbe whole

country, and of great scientific interest to

those who are inquiring into climatic pheno-

mena. The well known facts, that east of the

Rocky mountains, on tbe average zone of

35°-42°, are great plains comparatively bar.

ren, and that heavy snows are encountered in

the passes of the mountains, these facts make

people unacquainted with the climatic pheno-

mena of the North west think that there must

be the same snows, cold and barrens, even in

a greater degree, in the higher northern lati-

tude. This is not true. It is so far from be-

ing true, that the very reverse is the fact. Of

course, we do not expect the reader to believe

this without some proof. To show this more

directly, we state the general proposition that,

so far as present evidence goes, in the higher

latitudes north of the Missouri river there is

less snow falls in winter and more rain in

summer than in the latitudes below. Wo
have before us the Explorations made by the

United States government, and reported by

scientific officers, as well as Blodgett'a Cli-

matology, and other documents of this charac-

ter. They are the highest authority we can

have, and they are confirmed by the observa-

tions of private travelers. The following is

a passage from the report of Governor Stevens,

Vol. 1, p. 128, of the Explorations, and it is

supported by corresponding obseivations of

Gen. McClellan:

"The latitude is too high up for a large

amount of precipitation, except near the coast.

The great summer precipitation of the upper

portion of the Mississippi valley shows the

line of profuse rains to be at its farthest point

northward there at that season of the year.

On the plains it extends further north into

British America, and on the coast of tbe Pa-

cific it stretches from Sitka northward nearly

over the whole line of the coast.

From these general facts of the distribution

of the water falling in rain and snow in the

exlreme seasons, the observpd facts of the

winter climate of the interior are seen to have

merely their natural place. Little accumula-
tion of snows can exist in the interior of theso

latitudes, at whatever elevation; and none of

the elevations are sucn as to give extreme
temperatures, or to break the force of tbe

general modifying • influences here referred

to."

This is conclusive. The great currents of

air which largely influence our climate, origi-

nate in the Pacific, towards Japan and China,

and near the straits of Fuca dividing, carry-

ing one current over the region we speak of,

and another far to the south. Thus it is that

the more central region is more dry, creating

the necessity, as we see in Colorado, of irrigf*

tion, and therefore can not for a long time be

populous.

Mr. Blodgett says, in his Climatology, that

"the north-western coast of this continent is

even more profusely rainy than any part of

the north-west of Europe, and the configura-

tion is less sharply interrupted along the coast

north of Puget's sound than it is south of that

line. If positive evidence were wanting in

regard to any part of the interior plains above

the 45th parallel, it could not reasonably be

inferred that they were wanting in an adequate

supply of atmospheric moisture." Governor

Stevens was of the opinion that not more than

one-fifth of the land from Red river to Puget's

sound is unarable, and that this is largely

made up of mountains covered with valuable

timber. The United Slates Land Commission

says on this point; "It is evident that an

immense agricultural country is here waiting

development." All the observers of the coun-

try agree in this statement of facts in regard

to the arabil'ny and mild climate of the region,

north of the "plains," in the center, and con

stituting the great interior land basin.

There is another and higher evidence of tl e

true character of that country in the isother-

mal lines, that is, the lines of like vegeta-
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tion, or of like climates for vegetation. Ii

is quite remarkable, taking the line at New

York for example, how much farther north

the isothermal line runs when going into Eu-

rope on the east, or the western part of our

continent on the other side. The isothermal

line of New Haven (Conn.) passes through

Cleveland on Lake Erie, through Chicago,

thence rapidly north, crossing the Mississippi

on the 45th parallel, crosses the boundary of

the United States, and enters the valley of the

Saskatchewan. Who, looking only at lines

of latitude, would have supposed that the

vegetable line of New Haven would be the

same with that of the valley of the Saskatche

wan in British America. But lines of latitude

aud lines of boundary disappear in the pre-

sence of great natural phenomena. Ireland

and England are among the richest parts of

Europe, yet they are in comparatively high

latitude.

Prom Lake Superior to the point where the

Northern Pacific will strike the Rocky inouii.

tains is near 1,000 miles. This is a great

plateau, over which, on its western side, the

waters of the Missouri flow; on the north side

those of Red river, and on the east the Missis-',

sippi and Lake Superior. Leaving the west

end of Lake Superior, the road will pass over

this plateau, with very little obstruction or

difficulty of grades, for nearly a thousand

miles. Col, Milnor Roberts, who went over

the whole route and made an interesting re-

port, estimates the cost of 400 miles east of

the pass in the Rocky mountains at onlv $28,-

000 per mile. This shows at once that there

are no serious obstructions of any sort.

It is not our intention here to go into any

•of the questions of cost and construction, but.

to show most clearly that the great land grant

given the company is most amply sufficient

for the completion of the work, because the

greater part of it is of good quality and in a

good climate, which must iusure, as it has

done in Illinois and Iowa, an early actual

settlement, creating a demand fur the lands,

and a profitable traffic for the road.

In confirmation of what we have said, Col.

Roberts thus says:

"No main trtinl; line can enjoy a more ad-
vantageous position in this respect than the
Northern Pacific road; and to a very con-
siderable extent this will apply in the case of
the crossing of the Dacolah, the Mississippi,
and the Red river; the productions of the Red
river, owingHo the extent and wonderful fer-

tility of its valley, will at once create a remu-
nerative trade on the eastern end of the road.
This region, it is well known, i3 admirably
adapted to wheat, and intelligent gentlemen
who are familiar with its characteristics, have
estimated that there are fifty millions of acres
of cultivable land in the Red river valley
alone, which may be profitably devoted to the
raising of wheat and other cereals. Branch
lines will undoubtedly be constructed leading
from the Northern Pacific trunk along the
St. Louis river, the nearest to Lake Superior,
as well as along the Mississippi, the Red

river, the Dacotah river, and the Milk river

branch of the Missouri. These branches wt.I

be met by the Canadian improvements, bring-

ing into this connection the extensive regions

along Lake Winnepeg, inc.lndiiig the valley of

the Assiniboine. A branch lrom the Missouri,

reaching to Milk river and up that stream to

the great Saskatchewan valley of Ca nada, will

at no distant day constitute a very important

feeder of the Northern Pacific line, opening

to that territory railroad outlets to the navi-

gable waters of the Atlantic coast bv way of

Lake Superior, and to the gulf of Mexico by

the valleys of the Missouri and the Missis-

sippi."

If any one wishes to understand this part

of our country, and to see clearly the vast un-

developed resources of the north-west, let him

take the best map he can find, and Blodgett's

map of isothermal lines, and he will soon see

the correctness of all we have said. It is of

great interest to those who are interested in

the future settlement and prosperity of our

North western territory. Forty millions ol

people can settle in and be supported by the

country we have described.

Cincinnati Southern Railway*

ITS DEFEAT IN THE KENIUCKY LEGISLATURE.

The defeat of this measure in the State

Senate of Kentucky was a matter not wholly

unanticipated by its friends either in tha 1

body or elsewhere. Whatever regrets we may

have on account of the delay that is occa

sioned by this defeat, we certainly are not

going to cry over spilled milk. The causes

which led/ to this rpstilt are perhaps best

known at Frankfort, but there can be no doubt

that the influence of the Louisville & Nashville

Railroad was brought, to bear directly on the

question, backed up by a powerful lobby repre

sentation from the city of Louisville, mainly

of parties either directly under the pay of the

above named institution or incidentally con-

nected with it.

Then there were parties in Louisville who

honestly hoped by the construction of the co' -

templated Louisville & Chattanooga Grand

Trunk Railroad, to turn the tide of Southern

commerce to that city, and retain it there, or

at least to make it pay them tribute. The

effort was laudable (it will be many years be-

fore this road is built/ if ever), and hence

they opposed this grant of the Cincinnati

Southern as a competing line.

The same feeling existed in reference to

the Cumberland & Ohio Railroad. The par-

ties interested in it feared that if this Cincin-

nati Southern Railway was allowed to be con-

structed, their road would never have any

more real rxistence than it now has, which is

only on paper, and in the hopes of its friends.

By delay of the wishes of the Cincinnati trus-

ens, it was and is hoped to force necessary

aid to give vitality to this enterprise. This is

also true of other contemplated routes in

which other members are interested.

The Maysville members opposed it, because

they desired to constilute their town the ter-

minus on the Ohio river of the ' Short line"

between the South and the North To this

end. a vear ago, they had the promised aid of

the great Pennsylvania Railroad, who contem-

plated aiding in the construction of the Mays-
ville & Lexington Railroad, and also of a line

from Maysville to Columbus. O. They fur-

nished, however, the ingenious argument
against, the measure, of the " great danger of

allowing a municipal corporation to hold pro-

perty in a neighboring Stale." This was pre-

sented as a very dangerous principle, and that

ought not to be inaugurated. It was admit-

ted that they might buy a road already con"

structed, with all its franchises, but to "acquire

the right of way and construct" would be

"extremely dangerous.''

How much less ibis danger will be if granled

by Congress, and under the control of the

United Stales courts, than it would be if asked

fir of ihe Kentucky Legislature by the Trus-

tees, and petitioned for by the people of central

Kentucky, we leave it for the people of Ken-

tucky themselves to determine. Certain itig

hat the dog-in-the-manger policy can not dam
up the currents of trace, or stop the progress

of greaily needed works of inlernal improve-

ment. We trust Congress will promptly pass

the bill.

A Bill to Promote alio- Construction of the
Cincinnati Southern Railway.

" Whereas, It is represented to this present Congress,
that Miles Greeinvood, Richard 31. Bishop, William
Hooper; Philip Heidelbaeh, and Edward A. Ferguson, of
the cii.v o! Ciueiini-iti, in the State of Ohio, were appoin-
ted under and by virlneof an act of the General Assembly "

ol the said Slate of Ohio, passed on I lie 4th day of Ma.y,
in the year I81J9, a Board uf Trustee's, with authority by
the name of the Trustees of the Cincinnati Southern itait-

way, to b rrow a fund not to exceed leu millions of dol-
lars, and to issue b ads therefor in the name of ihe said
city of Cincinnati, under ihe corporate seal thereof, of
which said luiui the said jilile3 Greenwood, Richard .11.

Bishop, William Hooper, Philip Heidelbaeh, and Edward
A. Ferguson, and their successors are to be Trustees,
with power lo expend the same in procuring Ihe 1 iglltto
construct and in constructing a single or double track
railway, with all the usual appendages, iucludiug a line
of telegraph between the said City of Cincinnati aud tho
city of Chattanooga, in the State ol Tennessee, to be
called and known as the Cincinnati Southern Railway,
and with power and capacity lor the purposes aforesaid,
to make contracts, appoint, employ and pay officers and
agents, and to acquire, hold and

|
obsess all the ueces-ary

real aud personal propeity and franchises, either in ttie

said Male of Ohio < r in any other State into which the
said line of railway may extend, and with other powers
in said act expressed; therefor
" Be it enacted by the Senate and House of Representa-

tives of the United Slates of America in Congress assem-
bled, 'I hat the said Board of Trustees namely: .Miles

Greenwood, Richard M. Bishop, William Hooper, 1'hilip

Heidelbaeh, and Edward A. Kereuson and their succes-
sor.-,, by the name of the Trustees of the Cincinnati
Southern Railway, be and they are hereby authorized,
Bit 'ject to the provisions and restrictions in the act pro-
vided io constiuct and maintain the said line ol railway
with a single or doublo track, with all the usual appen-
dages, including a line of telegraph, and (he bridges
necessary lo cany said railway across the navigable riT-
ers intervening between the termini thereof; to exercise
the powers ve.-ted in tinm by said act ol the General As-
sembly of Ohio, in leasing the same.

"Sec. '2. And be it further enacted, That before any
bridge shall be commenced under this act, the said
'fru-tees shall submit to the Secretary of War, a plan of
the bridge ai d piers, with a detailed map of tho river at
the proposed site of the bridge, togeiher with all other
information touching such bridge and river as may be
d-etued requisite by the Secretary of War; 1'roudeil,
that the bridge across Ihe Ohio river shall have an unbro-
ken or continuous span across the maiu low water chan-
t-el of an elevation not less than ninety feet above low
water mark, nor less 'linn lorly feet above extreme high
w.aer niaik as understood at the point of location, mea-
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soring for such elevation to the bottom chore] of the

bridge, ami all the spans, other than tho one urer the

m-iiil low water channel ahall he at least two hundred

and rif'ty feet in length, iu the clear, and the span cover-

ing the main low water channel shall be of such length

as to leave at lea»t tour hundred feet for unobstructed

passage way for mivigatimt at all stages; 1'rovided fur-

ther. That b 'fore the Secretary of War shall grant per-

mission to said Trustees to construct a bridge across the

said river Ohio, he shall detail a Board to he composed of

three experienced officers of the Corps of Engineers, to

examine the proposed location of said bridge, and report

what length of span and other conditions they deem
necessary to secure a passage way chat shall not unneces-

sarily obstruct the navigation of said rivers.

"Seu. 3. And be it further enacted. That the Secretary

of War is hereby authorized and directed, upon receiving

aaid plans, maps, reports, and other information, and
being satisfied that a bridge can be built at either

of the proposed localities which will not unnecessarily

obstructor injuriously modify navigation, to notify in

wfiling the said Trustees that he approves the plan and
location of the same ; and upon receiving Buch notifica-

tion, the said Trustees may proceed to the erection of

bucIi bridge, conforming strictly to the approved plan and
location.

"Sec. 4. And be it further enacted, That iu case of

any litigation arising from any obstruction or alleged

obstruction to navigation created by the. construction of

any bridge uuder tins ae.t, ih« causa or question aris

iug may be tried before the District Court of the United

States of any Stale in which auy portion of Baid obstruc-

tion or bridge touches.

"Sec. o. And be it further enacted, That said Trus-

tees are hereby empowered lo purchase, lease, receive

and hold such lands or other property as may be neces-

sary for accomplishing the objects of this act, and may,

by their agents, engineers, contractors of workmen, im-

mediately ^nter upon, take possession of and use all such

lands and property as may bo necessary for the construc-

tion, maintenance and operation of said railway, and ilia

accommodations requisite and appertaining thereto. But

a I lands or property thus entered upon and appropriated

by said Trustees which are not donations, shall be pur-

chased by said Trustees of the owner or owners of the

name, at a price to bo mutually agreed upon between

them. And in case of a disagreement as to price, and

before taking exclusive possession of the track of said

railway and its appurtenances, the said Trustees or the

owner or owners of such lands or property, shall apply

by petition to the Justice or Justices of the Supiouio.

Circuit or District Court of the United States having

jurisdiction in the State or locality iu which said laud*

or other property may be situated, particularly describ-

ing the same, and the said Justice, upon receiving guch

application, shall cause snch notice to be given & *iie

other parry as he shall d--em proper and sufficient, ap-

pointing therein a time and place of hearing the parties;

at which time ami place, upon proof that the notice di-

rected has been given, the said Justice shall direct the

manner of ascertaining the true value of said lands or

other pr. perty, together with the damages which the

owner or owners thereof have sustained or may sustain

by reason of the appropriation, occupation, and use

thereof by the said Trustees. And the said Justice shall

appoint not less than three nor more than seven compe-

tent and disinterested Commissioners, who shall be

freeholders in the State or district, and at least one of

whom shall be a resident of the county iu which said

lauds or other property may be situated, and who shall,

uud»r the direction of the Bald Justice, view said premi-

ses or property, take such testimony as they muy deem

proper, make apprai-emeut. and determine the said

damages, ami report the-same uuder oath, and in writing

to the's iid Justice. The report shall contain a minute

and accurate description of the lauds and other property

appraised, together with all the evidence taken by the

Commissioners in the case. It shall be the duty of the

Baid Justice lo examine the report of the said Cumin is-

sionei'8 ; and, upon the application of either patty, he

bhall give the parties a heai iug in relation thereto; and

he shall unless a jury be demanded, have pow r to in-

crease or diminish said appraisal or damage', if he Bhall

become satisfied, upon such hearing, that injustice has

been done. But either party may have a jury to deter

mine the amount of damages ;
and in case such jury he

demanded, the case shall he tried at the next term of ihe

Circuit Court of the United States, under such rules as

the Court shall provide. Upon proof to the said Justice,

t-. be made witlnu sixty days after his determination of

payment to the owner, or of depositing to the credit of

tue owner or his legal representative, in such incorpora-

ted moneyed institution na the said Justice shall direct,

the amount of said award, and the payment of all expen-

ses attending the same, including an allowance of five

dollars per dieni to each of the aforesaid Commissioners,

the aail Justice shall make an order or decree particu-

larly describing said laiids or other property, and reeit-

lug the appraisement of damages, and the mode of ma-

king it, together with such oilier facts bb he may deem

pertinent, and when the said order or decree -hall bo

recorded iu the Clerk's office of the county, town, or

city in which such lands or other property may be situa-

ted, ami mIso in tho oithe of the Secretary of the Interior,

the said Trustees, their successors and assigns, Khali be

legally and equitably seized and posBesBed of such lands

and other property for the purpose hereinbefore de-

scribed. In case any married women, infant, Idiot, in-

sane person or uou resident of the State or district in

which said lands or other property may be situated, shall

be interested iu such lands or other property, the said

Justice shall appoint some competent disint< rested per-

son to app-ar before said Commissioners and act for and

lu behalf of such married Women, idiot, infant, insane

person or non-resident ; provided, however, that the said

Trustees shall not have power to condemn for its nee Ihe
property of auy railroad company chartered by the laws
of any State, except so far as the same may ho necessary
for crossing the line of such railroad, doing no unneces-
sary damage thereto.

"Sec. (i. And bo it further enacted, That if, during
the c instruction or after the completion of said line of
railway, it shall be found necessary by said Trustees to
change the location or grade, or to substitute other
works or conveniences for those originally designed or
constructed, or to provide additional side tracks or other
appendages for the proper management and operation of
said rail way, tin- said Trustees may make such changes
and provide such additional appen-lages, not departing
from the general route originally selected by them ; and,
for the purpose aforesaid, may acquire or enter upon,
take and appropriate, such lands or other property as
may he necessary, in thfl mode hereinbefore prescribed.

**Skc 7. And he it further enacted. That the gauge of
the said Cincinnati and Chattanooga Railway shall be of
uniform width, or so as to carry one set of cars through-
out' .its entire length ; and the entire railway shall, with
U* outfit fixtures and structure, together with all its

appurtenances, be equal in character and workmanship to

any of the first-class railways oF the Unite I States.

'"Sec. 8. And be it further enacted, That said Trustees
shall survey and locate the route of said line of railway,
an I actually commence the construction thereof, within
one year frum the passage of this act, and shall continue
such construction and complete the work within five

years from its commencement, or within such further
reasonable period as the Secretary of the Inteiior may
giant upon satisfactory evidence that they are progres-
sing with due diligence and in good faith. A map and
profile of Raid railway and any alteration or addition
herein authorized shall be deposited with the Secretary of
the Interior within such time as he may prescribe.

Skc. i*. And be it further enacted, That the respective

holders of all the bonds issued by said Trustees under said

act of the General Assembly of Ohio are hereby declared
to be entitled to hold, by way of mortgage, without any
conveyance, the said line of railway and its appendages,
and the net income thereof, and all the estate, right, title

and interest of the said City of Cincinnati and of the said
Board of Trustees therein, until the respective sums men-
tioned in saiii bonds and the interest thereon shall be fully

paid, with »ut any preference one above another, by reason

of priority <>f date of any such bonds, or of the time when
such holder became the owner of the same, or otherwise
howsoever. The mortgage lien, hereby given, is to vest,

a* soon as rights of way, or lands whereon are to be placed
the. works and conveniences used in constructing main-
taining or operating said railway, are acquired or taken
by virtue of the powers of said Trustees: Provided that
nothing herein contained shall affect- the lien of any prior

owner upon the Lands sold to or appropriated by said

Trustees, nor be held to include the rolling stock used iu

operating said road.

"Sec. 1(1. And be it further enacted, That if any suit

or proceedings, either in law or equity, or any criminal

prosecution shall be commenced iu any State Court,

against said Trustees, their successors or assigns, or any
person authorized or i-mployed by them, for any act done
or omitted to be done, in and about the construction of

the railway hereby authorized under and by virtue ot this

act. and in which the validity of any franchise conferred

by this act is denied, or to restrain by injunction or other-

wise the construction, completion, or operation of the

said railway, and the defendant shall, at the time of en-

teiing his appearance, or within thirty days thereafter,

in such Court, in said action or proceeding, file a petition

stating the facts, and verified by affidavits, for the re-

moval of the cause, for the trial at the next Circuit

Court of the Uuitea States to be hoi deu in the district

where such suit or prosecution is pending, and offer good
and sufficient security for his filing in sucb Circuit Court,

on the first day of its next session, copies of the process

and other proceedings against him in such State Court,

and also for his appearing lu such Circuit Court, and « al-

tering special bail in the cause of proceeding, (if special

bail was originally required therein,) it then shall be the

duty of the Mate Court to accept the security, and pro

ceed no further in the cause or prosecution ; and the bail

that shall have been originally tak< n in such State Court

shall be discharged. And upon such copies being filed as

aforesaid, in such Circuit Court of the Lnited States, the

cause or prosecution shall proceed therein, in the same
niavner as if it had been brought in such Circuit Court,

whatever may be the amount in dispute or the damages
claimed, or whatever may be the citizenship of the parties,

any law to the contrary notwithstanding. And any at-

tachment of the goods or the estate of the defendant by

original process from such State Court, shall hold the

goods and the estate so attached to answer the final judg-

ment iti the same manner as by the laws of such State

they would have been holden to answer final judgment
had* it been rendered in th« Court in which the suit or

prosecuiiou was commenced; and from any final judg-

ment rendered in any such suitor prosecuiiou by such

Circuit Courts, a writ of error shall lie to the Supreme
Court of the United States, whatever may be the amount
of such judgment, any law to the contrary notwiibstaud-

" Sec. 11. And be it fut titer enacted, That the said line

of railway, with the bridges hereby authorized to be con-

structed, shall be deemed and considered a national pub-

lic highway and post road for the transmission ot the

mails and the troops and munitions of war of the United

States and no tax on transit duty shall be imposed by

virtue of any State authority upon the traffic of said

company, its freight or passengers; and tio property tax

shall be levied on the property of said road at a higher

pro rata than is levied by the laws of said State upon the

property of all other roads constructed in said Stale under

the laws thereof.

"Sec. 12. And be it further enacted, That the charges
for transportation on said railway shall not exceed thirty-
five cents per hundred pounds on heavy articles, and ten
cents per cubic foot on articles of measurement, for
every hundred miles, and live cents per mile for every
passenger.

' : Sec. IS. And be it further enacted, That the lines of
railroads carrying the mails of the United States which
may be or are n--w constructed under the authority of
the States through which the railway hereby authorized
shall pass, and which may meet or intersect the same or
its connections, shall have the right to connect, for the
pn pose of transportation, with the railway hereby au-
thorized, on fair and equitable terms, under tho prorata
system now customary upon main lines in the United
States, Provided, That the lines of railroad so claiming
the right to connect shall reciprocate in traffic with the
line hereby authorized, upon Ihe same terms, and with-
out any discrimination or prejudice against it. Such con-
necting lines shall have the right to sell through tickets,
check through baggnge, and transport freight in bucU
manner and upon such terms as are customary between
connecting lines of railway. And through tickets,

through checks for baggage, and through receipts for

freight Bhall be furnished by the persons or company ope-
rating the lines hereby authorized over such lines of rail-

way as may connect with it, and as the traveler and ship-
per or consignor may select, and without discrimination
or prejudice lo any one or more of said counectiug lines

of railway.
"Sec. 14. And he it further enacted. That the persons

or company operating said railway or any part thereof
as lessees or i therwise, shall receive and carry alt passen-
gers or freight coming or brought to it or them to be car-
ried, and shall keep an agent in every county through
which the said railway runs, upou whom service of pro-
cerus may be made.
"Skc. 15 And be it further enacted. That the said

Trustees shall keep an office and itu agent in the city of
Covington, Kentucky, upon whom service of process may
he made. They may sue and be sued iu the Courts of t|io

United States by the name of tho Trustees of the Cincin-
nati Southern Railway. They nnd the persons operating
said railway as lessees or otherwise Bhall make an annual
report to the Secretary of the Interior to be in such form,
verified in such mauner aud containing such items us be
may prescribe.
"Sec. lti. And bo it furter enacted, That if any person

shall wilfully do, or cause' to be done, any act or acts

whatever, whereby any building, structure or other work,
or any engine, car or machine, or other property apper-
taining to said railway shall be injured, impaired, de-

stroyed or stopped, the person or persons so offending

shall be guilty of a misdemeanor, and, on convictiou
thereof by any court or competent jurisdiction, shall bo
punished by fine not less than one thousand dollars, nor
more than five thousand dollars, or by imprisonment
not less than two years nor more than five years, or both,

at the discretion of the Court, and shall also forfeit and
pay to the party aggrieved double the amount of damages
sustained by means of such offenses, to be recovered by the

party aggrieved with costs of suit by an action of debt
or case.

"Sec. 17. And be it further enacted, That the following
words and expressions iu this act shall have the several

meanings hereby assigned to them, unless there be some-
thing in the context repugnant to the construction ; that

is to say, the word ' lands 1

shall include not only lands

and every estate therein, but also casements and fran-

chises connected therewith. The word 'Trustees' shall

mean Trustees for the time being, appointed under the

said act of the General Assembly of the State of Ohio,

and shall include the said Board of Trustees and their

successors. The expression ' line of railway and its ap-

pendages' shall extend to, and include the works aud con-
veniences of ttie said railway, sucb offices, stations, shops,

sheds, depots, car-houses, and other buildings, bridges,

viaducts, tunnels, arches, piers, abutments, embankments,
approaches, ways, aqueducts, culverts, Bewers, drains,

wharves, yards, fences, telegraph posts aud wires, trucks,

turnouts and turn-tables, and the right of way and lands

belonging to said Trustees, whereon the said and other

like works and conveniences used iu constructing, main-
taining or operating said railway are placed. The expres-

sion "Act of the General Assembly of the State of Ohio,'

shall mean the act of the General Assembly of the State

of Ohio, entitled 'An act relating to cities of the first

cla*s, having a population exceeding one hundred and
fifty thousand inhabitants,' passed on the 4ih of May, id

the year 18ti9. The expression Mine of railway,* shall

mean the line of railway between the city of Cincinnati,

in the State of Ohio, and the city of Chattanooga, in the

State of Tenm ssee.

"Skc 18. And he it further enacted. That this act shall

be deemed and taken as a public act, and, as snch, notico

shall be taken of it by all Courts, without the necessity

of pleading the same, aud may be altered, amended, modi-
fied, or repealed by tho Congress of the United States, as

the public good may require."

— It appears from a pamphlel j'ust issued

hv the financial agents, that the earnings of

the Centtal Pacific Railroad, since the main

line was put in operation, were over $18,000,-

000, and that of this yum $10,000,000 were

net earnings over expenses of operating the

road. When these expenses had all been paid,

and the interest on the bonded debt, there was

still a surplus of $6,1)1)0,000.
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Chesapeake & Ohio Railroad.

HOW SHALL IT ENTER CINCINNATI ?

Probably the greatest difficulty in the way

of the Chesapeake & Ohio Railroad extension

to this city is the manner of entering it. How
shall this be done? It can not come in from

the east upon the narrow river margin under

the hills, because the only practicable part

for a railway track is already occupied by the

Little Miami road, and no one has been quite

bold enough to suggest the condemnation of

the remainder of this strip of land. It would

not alone be very costly, but would obstruct

the present street way, and would require an

immense outlay to construct a roadway upon

it.

It can hardly be expected to use the Balti-

more & Ohio entrance, as this road is the

principal rival of the Cbesapeake & Ohio, and

they would not continue long upon terms of

amity, even if they entered upon them. Such

a road can not afford to pay tribute to any

other, nor be subject to the control or exac-

tions of any other interest whatever.

This, therefore, will not do.

Nor would it be a wise policy to construct

a new line across the Miami valley and into

the city by Mill creek. The present elfoit of

the B. & 0. Company in that direction is suf-

ficient to deter any other company from

guch another undertaking. Besides, alto-

gether the best ground in this direction is now
occupied.

Nor could it with much advantage find the

Cin., Ham. & Dayton road, and by that route

reach the ciiy at the foot of Fifth street, or

diverge from that line and pass into the old

canal bed and the I & C. depot at Central

avenue and Plum street. These entries are

already crowded, and will become more and

more so every year. Their depots are not

capacious enough; besides, the roads now
using them have such paramount rights as

would leave this great line far in the back,

ground. This will hardly answer. Indeed

from the experience we have had in such

matters in this city, as well as elsewhere, we
assert that such arrangements will not do at

all, and if engaged in can only be of the most
temporary character.

If this great road is what we all expect it

will be—in fact what every intelligent rail-

road man knows it must be— it will play

second fiddle to no other, and will drive its

way over all obstacles, so as to be upon a first

class footing, and this it can not attain until

it possesses an independent entrance into this

city, or such a control of one as can not be

disturbed, and as shall be as advantageous in

all respects as any other.

If we are right in these views (and can

there be any doubt about it), it is evident that

there is but one way lsft that fills all these

requirements, and that is by the Tunnel If

this hole was made through Walnut Hills, and
the way fixed up so that trains could pass to

the head of Broadway, and theuce down Eg-

gleston avenue- to the bridge, &c, there would

be a great scramble among all the railroad

corporations owning road3 entering this city

from the northeast and north-west, for its con-

trol, or equal rights in its privileges. In this

scramble there is every reason why the Chesa-

peake & Ohio Company could afford to stand

upon an equal footing with all others, if not

come out a little ahead. By this entry it can

secure all it wants in this particular, and by

no other
;
and if this question was settled

one of the great obstacles to the extension of

this important scheme would be out of the way-

Col. Trimble, in his efforts to bring this

road to us by way of Hillsboro (a most com-

mendable route), feels the force of this diffi-

culty, and underiakes to overcome it only by

expecting something will happen when the

time comes that will answer the purpose-

This is a most lame conclusion. Things don't

always happen just right, and we think such

fortunate happenings are less likely to rail-

road corporations than to most any other of

human inventions. Every appeal that has

been made to our people for a solution of this

question has been unsatisfactorily responded

to. The right ideas have not occurred to

them upon this subject, or, if they have, they

were soon dispelled for the want of intelli-

gence upon the ease and economy in construc-

tion of this Tunnel. Men have regarded it as

a stupendous folly, an impracticable if not an

impossible thing to make, and have neither

examined the matter for themselves, nor con-

sulted those who know all about it.

Now let us look at this engineering bugaboo

a little, and perhaps we shall find that there

is nothing alarming about it uf'ter all.

Because it is a tunnel, all underground, in

the dark, with a great hill above it, we must

not be intimidated. Whatever tunnels may

once have been, in the early days of engineer-

ing, they are ordinary work now. In very

many instances they are easier and cheaper

to make than deep cuts through hard ma-

terials, or where the sides must be sustained

by stone walls. After our building railroads

through the Alleghany and Rucky and White

mountains, we need have no fears about tun-

neling. We understand it quite as well as

bridge or any other part of railroad building.

It is only a question of money nowadays,

and this again is a question of iherjuality of

the material to be cut through, the inlerrup.

tions to the work and perils by water, the ex-

tent to which the excavated material must be

removed, the facilities for conveying air to

the workmen, and the convenience of stone

or brick, or both, for the sustaining walls and

arch.

We say these are the essential particulars

to be considered.

Now, with these facts before us, we aver,

that the tunnel under consideration is one of

the easiest and cheapest to construct in the

United States.

1st. Because it is straight as a gun-barrel.

2d. The grade line is below the water veins,

and the floor of the Tunnel perfectly dry.

3d. The geological formation of the hil

I

through which this Tunnel is to pass is longi-

tudinal stratas of thin rock, imbedded in clay.

The removal of the material is therefore com-
paratively easy.

4th. The stone thus excavated are used in

the side walls, and can be worked into the

arch if desired.

5th. The locality for wasting the dislodged

earth is convenient as possible, and quite am-
ple for the entire work.

6ih. The workmen are supplied with air in

the least expensive way, viz : by three shafts

of large dimensions sunk from the surface to

the grade.

Such are the favorable features in this im

portant work. Every railroad contractor a"

all experienced* in these matters will see a,

once that there is nothing formidable in thi 3

undertaking, so far as the physical difficulties

are concerned, but that it is a most desirable

job, and can be done quickly— within fifteen

months from a fair start—and that when done

it will be the safest and least expensive road-

way to Bustain in the Ohio valley.

_We might eo on and give the cost in detail

of constructing this work, the number of cubic

yards of earth to remove, perch of stone and

quantity of brick and other material necessary

to its completion. We have the estimates

before us. But this article is already extend-

ed beyond our purpose when we set out writing

it. Besides, our object was to show, in the

first place, that the new Virginia road, if

\brought to this city at all, must find a new en"

trance into it, and that the Tunnel is the bes'

that can be found
;
and secondly, to remove

some of the objections that are made against

the practicableness of this undertaking, by giv-

ing a few facts not generally kuown or under-

stood.

We shall consider this subject further in

another number of the Record.

The SpriugOelrf Short Line.

ANOTHER FOREGONE CONCLUSION.

When the votes of the Cleveland & Colum-

bus and Sandusky companies were had in fa-

vor of the Short'Line, we were assured it (the

Short Line) was a foregone conclusion. But

since then negotiations have been pending

with the Cin., Ham. & Dayton company, and

as these are not yet quite satisfactory, we are

reassured that the thing is a " foregone con-

clusion" again. And so we suppose it will

keep on foregoing, first upon one side and

then upon the other.

There is one satisfaction in all this polly-

foxing, the people don't bite as they once did.

They have foregone and concluded that the

Short Liners are a grand set of that worst of

all things on vartb, played-out humbugs.
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A Railroad to the Straits.

If any one doubts that some time or another

there will be a railroad built from this city, or

from some eligible point on one of the roads

now running northward from this city to the

lumber regions of Michigan, he need only

keep track of the charters that are obtained,

and the organizations that are effected to

build this read, and the immense amounts of

capital stock declared, to be relieved of any

further apprehension upon the subject.

For the past twenty years, the question of

building a railroad through the western tier

of counties of this State has been in every

possible phase of agitation, and once within

that period the preliminary work upon a line

from Greenville northward was completed,

and about fifty miles of the first section, ex-

tending to Van Wert, was graded.

Since the suspension of this effort, there

have been three companies organized to build

this road, either in whole or in part, and the

newspapers have regularly announced the

strength of the parties interested, and paraded

the lonsr lines of figures that told heavily upon

the verdant; and the good people upon the

line have as regularly undergone their parox-

ysm of railroad mania.

There is no», we believe, a company or-

ganized to build a road from Dai ton to Sagi-

naw, known as the Slillwater Valley sehemo

with a capital stock of a million and a half of

dollars, and another project is under the aus-

pices of the Cincinnati & Michigan company

that proposes to build a road from Cincinnati

through Warren and Butler counties, striking

Germantown, thence on through Montgomery,

Miami, Darke, Mercer, Paulding, Defiance

and Williams, and intersecting the Cincinnati

& Mackinaw Railroad at the northern line of

Williams county. This company has a million

or two of dollars to dispose of.

And still another, of the small gauge pat-

tern, that takes its start from Piqua, and is 10

follow the meanderings of the canal and the

reservoir, until it strikes the midland line

leading northward.

And we hear of another, that has not yet

taken shape beyond the airy castles of its

projectors' brains, that is to start from Eaton.

thence by an air line go somewhere towards

the north pole.

Now all this indicates the restless ambition

of schemers, and the growing wants of that

part of the country this road is intended to

supply. It shows, also, that any project that

proposes to tap that northern region has some-

thing substantial to recommend it, and that

the agitation of the question will not probably

cease, but will increase with the growing de-

mand for such a work until it is supplied.

This iB our firm conviction of the matter,

and from our acquaintance willi all that has

been done in that direction towards railroad

improvements for the past ten years, we shall

claim respect for our views.

But why project half a dozen schemes to

meet this demand ? This is what we are ob-

jecting to. What are all these new ro;ids but

the old Cincinnati & Mackinaw project? Why
scatter efforts so that they are sure to prove

unavailing, when if concentrated they would

as surely prove successful? We happen to

know that the reason there is not a road now

running from Dayton to Saginaw is because

more parties who ought to have been inte-

rested in its success fought it than there were

who sustained it. Had they labored half as

hard to have made this grand old work as

they did to cripple and kill it, they would long

since have been in the full enjoyment of its

benefits. But they didn't see it then, nnj

from their movements we are of the opiuion

they are as blind as ever, and don't see it

now. Their scattered ideas have become em-

bodied in great impracticable organizations

that are doomed to collapse.

Getting up organizations is comparatively

easy, and fine talk and writing, good and

necessary at ihe riffht. time and in the right

places, are easily obtained, but it lakes money

to build railroads, and so much of it, too, that

it requires all that can possibly be obtained in

a wealthy section of country, much less a new

and comparatively poor one, such as this line

must pass through for many miles. It wil'

not do, therefore, to scatter the efforts and

means to build this northern road. If it can

be done at all, it can only be by a long pull,

a strong pull, and a pull altogether.

When the people .interested learn this, and

are willing to act thus, they will soon after

have have a railroad, and not until then.

The Riulsoii River Railroad Accident.

The awful accident that occurred upon this

road last week, by which nearly forty persons

lost their lives, naturally suggests the inquiry

whether there is any means known by which

it, might have been prevented, or prubabl;

rendered less shocking. This may be said to

depend upon so many things, that if we allow

ourselves to branch out upon them, we would

never reach the essential point in the ques

tion. If the axle of one of the freight cars

had not broken, or the express train had not

passed just at that time, &c , &c, of course

this terrible catastrophe could not have oc-

curred. But this is dodging. The square

issue is this: Is there any means by which

notice of the accident upon the bridge could

have been given to the officers in charge of

the fast train, notwithstanding the shortness

of the time between the happening of the

accident and the arrival of this passenger

train upon the bridge?-

We answer most emphatically, yes !

We suppose, of course, that the freight train

conductor knew that this passenger train, if

on time, must pass him within a short dis

tance from this bridge, and also that he was

not so far beside himself as not to know when

one of his freight cars tipped over upon the

opposite track, that unless he could stop the

coming train there must be an accident, of

some kind, ar.d the circumstance must have

impressed him to believe that it would be a

very serious one.

With this knowledge, what, we a?k, was his

duty ? Every one will say at once to give the

alarm to the approaching train. But what

are the means under his control or in general

use for such a purpose? Simply a man and

a flag. Now if these trains bad been two

miles apart, and the passenger train was run-

ning at the rate of 30 miles an hour, which is

the reported fact, and at the very moment of

the acc'dent a man had started out with a

flag or light to signal the approaching train,

he might have gone one quarter -of a mile be-

fore the train passed him, this would be a sig-

nal of a half a mile at least, if the road was

8 might, or the curve that intervened not very

sharp. This was time enough to bring the

train to a stop, indeed it could have been

brought to a halt if the flag or light had not

been seen until just opposite the engineer cf

the running train. But the great trouble is

flagging down a train at all under such cir-

cumstances. The engineer would not be on

the look out for a signal of distress, in such a

place. The very fact that the road is double:

tracked adds to this sense of security. Be-

sides, the duties of an engineer upon such a

train are very engrossing, or his attention

might be attracted to the other side from that

upon which the signal was displayed, or he

might mistake the little rag or spark for a

bush or a leaf, or he might be subject to that

common infirmity, color blindness— in short

we know that there are numerous difficulties

in the way of correct signaling by this means,

and particularly at such times. Reliance upon

sight signaling alone has cost hundreds of

thousands of dollars, and many precious lives,

and will cost many more if continued.

In truth, we should not depend in such im-

portant matters upon but one of our senses,

and that one the most liable to deception.

We should also appeal to the sense of hearing,

that is more reliable, and that can be reached

from afar as well as near, and without having

the means of alarm in any particular positioni

or direct line or peculiar angle, as in the case

of vision.

It is by this means we believe this accident?

or if not this one, such accidents generally,

could have been prevented, »nd probably

would have been, had such an appliance been

in use upcn the Hudson River road.

Let us suppose that large heavy sounding

gongs were placed three or four hundred

yards apart, upon the telegraphic poles beside

the track, and always upon bridges, and over

each of these gongs was placed a hammer

that could be moved electrically, so as to

strike it a good smart blow, and at the will

of the operator continue to strike rapidly

or slowlv, and that these movements could
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be made from any telegraph pole or bridge

upon which was fastened a pong, just as the

person who first witnesses a fire in our city

goes to the fire alarm box and sends the mes-

sage to the man in the lookout upon the fire

department building. What, with such an ar.

rangement, would or could have been done to

notify the conductor of this fast train upon

the Hudson River road ? Why, in no instance

wouH the conductor of the freight train have

had to go over one hundred and fifty or two

hundied feet to a signal box, and from that

box he could have sounded every gong be-

tween him and the approaching train, which

would have been at least eight and probably

ten. He could have, kept up the ringing as

rapidly and as powerfully as possible, so that

if one, two, three, *>v even more of the gongs

were passed without the signal they were giv-

ing being noticed by some of the officers or

hands of the fast train (a very doubtful sup-

position), there would still be several more

opportunities to attract their attention in time

to stop the train and save all, or so check it

up as to mitigate largely the damages that

might otherwise occur. Here are seven

chances at least to convey the idea of danger,

instead of one as with the red flag. And

these chances are multiplied, because every

hand on the train would be likely to hear the

sounds, whereas only one man is likely to see

the flag. Besides, they would probably be

heard whatever the conductor or engineer

mioht be engaged in, and if the flag signal

was used also, as it ought to be, they would

immediately be upon the look out, and the

more likely to recognize and distinguish the

sign that is now so often mistaken or passed

unobserved.

At any rate, two of the senses would be ap

pealed to instead of one, which is suBieient to

commend the adoption of the new method, to

say nothing about the great advantages it has

over the old, by which it may be considered

as adding ten-fold in favor of the prevention

of such accidents iu a calculation of proba

bi li ties.

Now, we- submit to any impartial judge

whether if such signaling had been done from

the bridge upon the Hudson River Railroad,

where the freight train broke down, is it not

fair to presume that these thirty-eight persons

so horribly killed would have been living—
that this loss of property would not have hap.

pened—that the public would not have been

shocked with the sickening details of this

blaughter—and that the railway management

of America would not again be charged with

the most shameful neglect of the public weal,

or the most unpardonable incapacity.

The Erie Railroad manageis have noti-

fied the United States Express Company that

on and after March 1, 1871, the traffic of the

United States Express and Great Western

Dispatch over the Erie road would cease. It

is understood that the New York and Boston

express line will be extended over the Erie

road after that date.

Marrow Gauge Roails.

The following letter will be found interest-

ing to such of our readers as are looking iuto

the merits of the Narrow Gauge Roads:

Toronto, December 30, 1871.

I have carefully read your articles under
this heading in the Review of the 28d of Decem-
ber, in which you give some account of the

narrow gauge railways in Canada; and while
in the main your description of these railways

is correct, there are a few inaccuracies; such,

for instance, as your statement that you went
up the four mile grade at Caledou—which you
have made a mistake about, for the track is

not laid there as yet; and the sharp curves

you speak of are at the crossing of the Ham-
ber Valley, where the grades for half the dis-

tance are equally severe, but not for more than
a mile upon the sharp curves.

There appears, however, to me, in your ar-

ticle, some anomalies which, I think, call for

an explanation, and it is for this reason that

1 venture to intrude myself upon your space.

In the early part of it you say that you con-

sider a narrow gauge desirable in certain

cases: (1) Where the construction of a wide
gauge is impossible in an engineering point of

view
; (2) when the resources of the country,

present and prospective, do not financially

warrant the wider gauge; (3) in the case of

short lines which can never become links in a

through line; and later on in the article you
deprecate the introduction of a narrow gauge
anywhere between the Alleghanies and Rocky
Mountains. Surely, Messrs. Editors, one or

other of your three conditions is to be met
with in this wide range of territory. You ap

pear to me, from your reference to mountain-
ous regions, to consider that conditions Nos. 2

and 3 can not exist apart from condition No. 1.

I am sorry that in summing up the advan-
tages and disadvantages of narrow gauge
roads, you make no remarks upon the subject

which, in nearly every instance, has led to

their adoption ; 1 mean economy of construc-

tion, resulting from the flexibility of the

gauge, in allowing the road to be made so

as to follow very closely the natural contour

of the country. You say, in point of fact,

that yo t think it unnecessary to point out any
of these advantages; and you mete out but

small praise to the narrow gauge system-

Facts, Messrs. Editors, upon this as well as

other subjects, are better than all the theories

in. the world. A railway similar iu character

of construction, through a similar country, but

of a gauge of 5 feet b inches instead of 3 feet

6 inches, has just been contracted for, at cash

prices, in this couutry, at a price which gives

a mileage rate of $7,01)1) for the same work
which 1 have executed on the Toronto, Grey
and Bruce Railway for $3,800 per mile. These

items are grading, bridging fencing and ties

— in fact, completing everything required for

preparing the road-bed ready lor laying the

track.

As regards working economy of broad and
narrow gauge roads, your arguments lesult in

favor of the former; but here facts come to the

rescue. I only know of one instance where the

two systems have been tried side by side under

similar conditions of management, climate, etc.

I mean iu Norway, where railways of 4 feet

84 gauge and of 3 feet 6 inches gauge have

been constructed by the same Engineer, and
have both been operated by Government under

the same Manager. 1 have before me a Gov-

ernment return of the result of both, cost of

construction and working economy of the two
systems, and the results are as follows :

4 ft. S% in. 3 ft. 6 In.

Cost of construction, per mile, S 26,343 317;143

Receipt*, p«r mile, 27,00(1 nliko 27.3M

Maintenance, per mile, 7.173 G,5f)6

Locomotive expenses, per mile 9,40[J 6,760

Do. per locomotive, mile, 5.22 4.50

While the actuil total of the working expenses
has been 8 per cei t. less on the 3 feet 6 inches
gauge than upon ti e 4 feet 8J inches gauge.
These are taken from an average of six years
working; and from personal knowledge I can
state that ihe conditions of working and na-
ture of traffic are sufficiently assimilated to

render tie comparison a valuable one. I am
not a na.row gauge enthusiast; but what I do
believe, i*nd what is gradually becoming the

belief of many others, is, that there are nu-
merous districts which have lain fallow for

many yeart., and which are likely to remain so

for a Btill longer period, unless they are de-
vel iped by some such inexpensive and valua-
ble pioueer ad a narrow gaige road. I believe
the day is not far distant, when thousands of
miles of these roads will ex end over the length
and breadth of vhe vast continent, lending their

aid in the mighty wont of civilization and
progress.

I am, sirs, your ibilieni servant,

Ivlmcvd Wragqe,

Chief Engineer T. G. A C and T. & N. R.

Injunction Against the O. & M. Railroab.
—The Newark (N. J) Daily AiiverCistr of
the 24th ult. announces that the E ie Railway
has sued out an injunction again, t the ci n-

templated narrowing of the Ohio & Mississippi

Railroad to the Ohio gauge of loir feet nine
tni hes. The grounds on which the injunction

was granted, are that in 1868 the Erie road
purchased the new narrow gauge rolling stock

that had been built tor the Ohio& Mississippi

road, paying therefor $300,000, and d(d other

matters for the said road, in consideration of
which the latter agreed to give up the contem-
plated change, and covenanted to enter mlo
a close alliance with the E ie road. Th<sre

bids fair to be a long fight over the matter.

— The Chicago At Alton Railroad earnings
the first two week* in January were §165,477.-
33—an increase of $33,060.82 o\er correspond-
ing period in 1870.

Fresh Garden, Flower, Fruit, Herb,
Tree &. Shrub, and Evergreen Seeds,
prepaid by mail, witn directions for

culture. Twenty-five different packets

of either class for $1.00. The^six
classes $5.00.

au.Plit) lbs. Evergreen and Tree Seeds; Apple, Pear,
Cherry, &c. ; Grass S-eds ; B.et, Calitmge, Carrot, Oniou,
Squash, Tumip, and all Vege'-able and Flower Se<-ds, in

small or large quantities ; also Small Fruits, Stocks,

Bulbs, Sliruos, Koses, Verlienaa, &c, by mail, prepaid.

New Golden Banded Japao Lily, 60c, Priced Iiesenptive

Catalogue sent to any plain address gratis. Agents
wanted. Wholesale List to Agents, Clubs aj-d the "trade.

Seeds on commission.
B. M WATSON. Old Colony Nurseries and Seed Ware-

house, Plymouth, Mass. Kstitbhshed in 1 c
4

-i

.

ag-i.9.

THE RAILROAD CAZETTE, published In

Chicago, by A. N. KELLOGG, is a Weekly Illustrated

Journal of 2t pages, as large as these of Every Saturday.

It contaius a complete record of railroad news:—the pro-

gress of new roads, elections and appointments of officeri,

contracts let ard to he let, summaries of annual reports,

illustrated descriptions of railroad improvements, article*

both original and selected on railroad operation and civil

and mechanicul engineering, and discussions of the rela-

tions of railroad companies to the community.

This journal is prepared especially for stockholders,

directors, and officers of rtilroads, and all railroad em-

ployees. Price S4 per annum, in advance

TUC FIK.H or WII. 3. lOlISG * CO.
Mathematical instrument Makers, consisting of Wm. J.

Youno and Chas. ti. Heli.kr, was riissolvi-d shortly he-

fore the death of Win. J. Young. The undersigned, the
late partner of said tirm (who was with Mr. Youngcou-
tinuousdy for Fifteen Yoars, will continue in the same
Hue of busiuies, at No. 33 JS'ortll Seventh iireet r

Cur. ofJPUbert.
CHAS. 8. HELLER.

Pnn.ADKi.ruiA, August'!, 1870. i 29-0-70, 2T



THE RAILROAD RECORD. 4 -i ?.

E DWIBf J. HOUSES,

Successor to

McOASTKI, * IFOR >' Ell.

Locomotive and Railroad

CAR SPRING MANUFACTURER
\ =S i «irto9i - S***l** WHw

E. A. FERGUSON,

jYo. 67 West Third Street,

CINCINNATI.

H
E
B
E
S

GET THE BEST.

mI'S IlllillBSIliiEf
1

10, ^O Words and Meaning* not in other Dictionaries.

3000 Engravings. Ia40 pages Quarto.

Glad to add my testimony in its favor,

frest. Walker of Harvard]

Every scholar knows its valut.

[
A" II. Preicott, the Historian.]

Ill he most complete Dicti na y of the Language.
,

J. [Dr. Dirk of Scot]and.]

m lie lest guide nf students of ourlanguage.
[JuhnG. Whittier.]

e will transmit his name to late=t posterity

[Chancellor Kent.]
tymological parts surpasses anythin? by earlier laborers

[Geortre 13 ncruft.]

earing relation to Language Principle docs to Philo-

sopliy. (.Klihu BurriU.j

xcels all others in defining scientific terms,
[President Hitchcock. J

so far as I know, best defining Dictionary.
[Horace Mann.]

Take it altogether., the surpassing work.
[Smart, the English Orthoepist.J

A necessity for every intelligent family , student, tenc 1 er

and professional man- What LiDiary is complete without

the best English Dictionary V

Webster's National Pictorial Dictionary

1040 pages Octavo. 600 Engravings, Price $6.

The work is really a gem of a Dictionary, just the thing

forthe million.—American Educational Monfhh/.

Published by G. & C. M CURIAM. Springfield, Masa.

Sold bv all Bookseller*^

ttftSfilSBORG FOUNDRY

MAfiHINKWORKS,
Branch of Harrisburg Car iManufacmring Co.)

HARRISBURG, PENN.
MANUFACTURERS OF

MACEX2TZ3T3' TOCL3,
SUCH A3

Lathes, Planers, Shaping and Slot-

ting Machines, Boh Culling and
Nut Tapping Machines, £e.

W. T. H1LDRUP, Treasurer.

THE PALACE DAY AND SLEEPING COACHES
op- the:

Erie and Atlantic & Great Western Railway
* re tine Fitiest in Use on finis f'osil iikcimJ !

These superb Coaches, built peculiar to the Broad Cause, arc
attached to the 0:43 £'. M. Express daily at Cincinnati, running
THROUGH TO SEW % OK.il WITHOUT C1UKGG. Conductors ac-
couipanyin^ thrse Coaches through to Sew Voa-li.

licKet Offices : SO W. 4lh St., No. 4 BSurnet BBouse and 115 Tine St.

IV. li. Slt.attar, Gf.a'/ Southern, Ai/f., Chniiinnati, O.

For Stationary & Marine Engines.

It has been proved conclusively, after long practical trial (the severest tests being hourly

brought lo bear), that by the employment of the Huntoon Govehxor, the engine to which it is

attached will run without any variation whatever in the speed, whether heavily loaded or running

light, and wholly uninfluenced by the varying pressure of the steam.

Please refer to WRIGHTSON'S PRIlNTING OFFICE, Cincinnati, FRANKLIN COTTON
MILL, Cincinnati, SPEN.CK BROTHERS, Cincinnati, and to LANE & BODLEV, Engine
Builders, corner of John and Water streets, Cincinnati.

Although its reliability is now proved beyond a doubt, on hundreds of engines where other

forms of governors have failed, yet if requested, we are perfectly willing to allow time for

trial, and if in any instance its operation is not entirely satisfactory to our customers wo
shall not consider it a sale, and on its return we will pay all charges of transportation. How-
ever viol nUor sudden may be the changes, we warrant it lo absolutely govern the engine.

It is a great favorite, from the fact of its compactness ; it is noiseless, and from its pecu-

liar construction requires but little care from the engineer, every bearing being of necessity

lubricated.

Fifteen hundred references furnished from those now using them, in all branches of manu-
facturing business in the United States or British Provinces.

J. AUGUSTUS LYNCH & CO-, Proprietors, 103 State St-, Boston, Mass.
!B-e-70,-S?

.



4-i-i THE liAlJLKOAJD KECOKD.
ERXE5 MAIJUWAY.
1400 MILES under

Une Minagement.

SCO MILES without

Chauge of Coaelics.

7.00 A. If.,, CINCINNATI 3XPRESS,
(Sundays neepted.) Arrive Dayioa 9.10 A.
M.; Urban.., 10.29 A. M ; Galiou, 12 57 i ,M\;

Mansfield, 1 40 P. Mi, West Salem, 2.50 P-

M. (Dine). (Sleeping Coaches through to

New V'ork) ; Akron, 4.26 P. M.; Ranvenna,
5.10 P. M.j Meadviile, 8.00 P. M. (Supper);
Susquehanna, 7.60 A. SI, (Breakfasi) ; Tur-
ners, 1.40 P. M. (Dine); New York, 3.00 P.

M. Connects at Ravenna with Cleveland &
Pittsburg Railroad for Hudson and Cleve-

land; at Elmira for Wiiliamsport and the

Suuih; at Bingharnpton for Coopersiown,
Albany and the celebrated summer resort.

Sharon Springs, and at New York with
afternoon trains and steamers for Boston and
ew England cities.

9.15 P. M. LIGHTNING EXPRESS,
|£dailv. Arrives Dayton, 12.03 A. M.; Lr bana,

1 2o A. M.; Galion, 3.58 A. M.j Mansfield,

4.44 A. M.; West Salem, 5.59 A. M. (Bkf'st)
;

Akron, 7.38 A.M.; Ravenna, 8.25 A. M.;
E Meadviile, 11.20 A. M. (Dine) ; Hornells-

|
Jville, 6.19 P.M. (Supper); New York, 7.00

A. M. Connects at Mansfield with Pittsburg,

Ft. Wayne & Chicago Railway for Pittsburg,

Harrisburg, Philadelphia, &c; at Meadviile
with Franklin Branch for Oil City; at

•Elmira with Northern Central Railway for

Harrisburg and the South, and at N. Y. with
morning trains for Boston and N. England
cities.

f'N'ew and Improved Coaches of the .(tyle peculiar to tlie

Broad Gnuge. arranged for buth Day and Night Travel,

bf*. attached to this train at Cincinnati and run through to

Nerf i'ork, forming the Only f.i lie running through
860 Jliles without OUaiigc.

Boston anil Sew E^Iitnd 3*:*Rseai£rers,
with tbeir 3:iprfrji£;e, are transferred FJiEE
OF CHAUGE in New York.

BROAD GAUGE, DOIBLETRACK ISOU'CE

kew yorITboston,
Providence, Albany,

PITTSBURG, HARRISBURG
Philadelphia, lialtiiiiore,

And Principal Points in

NEW YORK, NEW ENGLAND
AND—Pennsylvania,

This Railway extends from
CINCINNATI to NEW YORK, - 800 Miles.

Cleveland to new York, - 625 Miles.

DUNKIRK toNli'V YORK, - 400 Mile-.

BUFFALO to NEW YORK, - 423 Miles
ROCHESTER to NEW YORK, - 385 Miles

22 to 27 M I LEStte SHORTER ROUTt.

TWO EXPRESS Trt.&OTS DAILY
Leave GIN 01NN ATI from DEPOT, corner Ftfih

arid Hoadley Streets, by Columbus, O., time,

which is 7 rainuteB faster than Cin'ti time.

TT^r* The Erie Railway Company has opened a new
Ferry from their Jersey City Depo to the foot of Twenty-
liird Street. New York, ihm enabling parfleugers to reach

he l.l per portion of the city without the expense and an-
noyance ot a street car or omnibus transfer.

ti r* The see nery along the entire route of the Erie
Railway is of the most picture.c o,'ie and beautiful character.

Admirers of Nature's beauties, in a daylight journey over
this Line, will find in its ever changing landscapes sub
ects of continual admiral! n and interest

BagsaSe Cheoh'd Through
And 1'are p.lway* as Low an by any other Route.

ASK FOR TICKETS VIA ERIE RAILWAY,
Which can be obtained at tlie Company's Offices in Ciu-

cinnati, 60 West Fourth Siree:, 115 Vine Street, 4 Burnet
Tvoa^e, and Toot of Broadway (Spencer House Block) and
at all principal Ticket Officer in the S>uth an<1 Suuth-
wtst WIW. R. BAKU,
TV. B. SHATTrC, Gen. Past'r A«t.~

Qerjfcfai Southern Agent-

LOUISVILLE & CIHCITOATI

SHQET-LilE RAILSOAB,
On and after June 13, trains will run as follows :

NWrffc »p JKXPKf.SS l.aves Cincinnati 7.20 A.
ix|'l8'# ^M M. Dail.\ (except Sunday*) clops regularly

at Walton, btl.ston, Sparta, Liberty, \\ oriliville, Cawp-
hcllsburg, Lagiange, i-ewee Valley. Anchorage ; when
11 :gyed, at South Covingfi n Maurice, Independence. Bank
Lick, Verona, Zion. Gienc-ie, fcagle, Carrolllon, Sulp'tur,

J'entileton ; arrivi sat L uisville 12.415 r\ M.

RWrf* it hOWTHKKW FAST J.1XE Ienv, I

iliW» IP .Cincinnati at l.gu P. M I>r.:.y (except
Sundays). Stops only at Walton, Worlhvhle, and La-
grange ; arrives at Louisville '5.20 P. M.

mj„ «»> RIAIi. leaves Cincinnati 5.00 P. M
l«tlF» C? Daily (except funday.). Stops regularly
at Walton, KUist n. Glencoe, Sparta, L berty, Worthviile,
Camp' ellsburg. Sulphur. Lagrange, Pe'wee Valley, Anchor-
age, and when flagged, at Soulh Covington, Maurice, 1 nde-
pei.dei.ee, Bauk Lick, Verona, Zion, Eagle, C.r.ollton,
Pendleton ; arrives at Louisville 10.00 P. M.

W a*. "S tfS SICMT EXFKESS leaves Cin
l«Wl lw cinnati at 11.15 P.M. Daily (eicept
Satuidays). Stops regularly at Worthviile, Lagrange, and
when flagged- a*. Walton. Verona, !• llislon, V. ler.c^e. Sparta,
Liberty, Kagle. Cauiphellsburg. Sulphur, Pendh'ton rVwee
Val.ey, Anchorage; arrives at Louisville at 5.00 A. M.

j]_r
J No. C connects at Lagrange with the Lexington

Trains, nrriving at Frai.kfortat 6.14: P. M., Lexington
7 45 P. M, QUICK TiMK.

ETr'The B.st Route to the Sou'h- More Baily TrainB
and Quicker Time than any Line from Cincinnati.

11EJ.KY SfEFFEJS, Gen. Ticket Agt

CtiieiDiiuii, llitmilluii & iiayton Ituilroaii.

Trains run to and from Cincinnati as follov,'s:

Eastern Ex^rnss (Krie Railway). 7:tiUA

do do do .. l):4.i f.

Toledo, Detroit & Canada 7:15 A.

do do do . 6:30 P,

Lima Port Wayne &. Chicago. ... 7:15 A
2:30 I

b:3ti P.
. 7: 15 A
2:30 ?. M.
6:30P M.
:35 A. M.

5:to P
7:lo A.
5:00 P,

. 9:30 A.

. M.
M.
M.
M.

ARR1VK.
6:311 P.M.
7:00 A SI-

111:35 P. M-
7:00 A. M
10 :-'a P. M-
5:40 P. M-
7:30 A. M.
5:40 P. M.

10WO A. M.
10:20 A. II.

10:25 P. M-
1:20 P.M.

10:25 p. M.
lb :20 A.M.
f-:(i5 A. M.
6:50 A M.

do do
do do do

Sandusky, Cleveland & Buff;

Springfield Accommodation ..

Sandusky, Cleveland '&. Buffalo..

Muuciedt Indianapolis
do do

Ilamllton, Katun & Richmond
do do do. .

Ilamilttn Aceomm'dation
do do

Train* run SKVEN MINUTKS FASTER than Cincln-
4Rtitime.

For allinrormationand throughtickets, please applyat
trieold offi ce, south-east cornerof Broadwayand Front; Bur-
net House Office, corner Vineand Bakerrtreets.and at the
respective depots. East Front and WestSixth streets.

D MfLARKN. Gen'l Superintendent.
SAM'L STUPU h:N SON, Gen'l Tick't Agt.

Omniliusescall for passen'.ers

The Old And Reliable Route.

Throush to PittHDiira without Cliangn.
The PITTSBUHG, FORT WAYNE & UIHCAQO RAIL-

ROAD, in connection with ihe Cincinnati, Hamilton &.

Payton, and Little Miami Railroada, Etill cont :nue to trans-
poTt proiluce and meicliandise between Cincinnati and
I'ittsbusjr. Philadelphia. B iltinr;re

t New York or Boston,
and ail Kastern poiut6 with the greatest promptitude and
dispatch.

For Rates, Billa of Lading, or any information desired,
shippers will please apply to

H. W. BROWN A CO.,
No. 27 Weal Third Street, Cincinnati.

"W. P- SIIINN, General Kr^ipht Apent
Pittsburgh, Pa.

pASCAL I ItOX WORKS.
-*" ESTABLISHED 1821.

MORRIS TA8KER & CO
MANVrirTrFKR« OF

Lap-Welded American CharcoalIronBo 1I»
er Flues—from 1}£ to 10inchesout3idediameter,cut
to definitelentrtbs.
Wrought Irou Welded Tubes—from >i tnchto
8incb.es ingidediaroeter. with screw and socket connect

tions, for Steam. Gas Water, or other purposes, andftt-
tin irs of every kind to suit the same.
Wrought Iron Galvanized Tubes—strong
and durable, designed especial'y for Water purposes.
Cast Iron Gas or Water Pipe—

i ; Lr- 4i uche.si d

diameter. and branches for same. &c,
Gas Workt)Casfl»gH t etc., etc*

PHIX,AnEL.PIfIA.
Cil Afi. WBESLEKSTEPHEN MORRIS,

TK08. T.TASEKB,JR' H. P. M.TA.3KKR
o. aoppib.

uRASND SCENERY!
{©"QUICKEST EOUTE"©!

BB Miles in Distance Saved

Baltimore Sl Ohio R.R.
—TO—

BALTIMORE,
PHILA I)ELPITTA

,

KJEW YORK, and

ROSTOK,
WITH THE PRIVILEGE OF GOING TO

W^.SH XNGTON

ISO CHANGE OF OAKS
From Cincmnati -p„ 1 fi -m ,-v-^o and hut ON E

or Columbus to J-JCIX Ui.xi.XwX O CHANGE
l*hi(ad>lphia and JVew Tori:.

A
B^°iIK

T
E^d

s ^Baltimore & Ohio R. R

J. Ii.WIt.80X, Matter of Transportation.
L. M. COr.K. General Ticket Anenl.
G. B.GIBSON, General Western Passenper Auent.

JANUARY 1st, 1870.

\Jinciuna1i to tit. Louis Without
Change of Curs.

Ohio & Mississippi Railroad,
For St. Louis, Cairo, Louisville, EvansTillc, St. Joseph

Jsferson City, and all points on tbe Lower Mis-

sissippi River, and on the the Illinois

Centra! Railroad.

TH.AIKS RUS AS FOLLOWS
St. Lnuis, Evsrisville and Cairo
.Mail 7:15A M. 10:55P.M.

Osgood Accommodation 3:10 P.M. 8:45 A.M.
Through Weiiern Express 5:1PP.M. 8:30 P.M.
Night Express 10:50P.M. 6:00A.M.
The 5:10 P. M. tr*iin runs daily. Trains run by Vin-

eennes time, 12 minules slower than Cin'ti time.

For tickets or information apply at Offices. 132 Tine
Street. Corner Front and Broadway ; and at Depot, Foot
Mill Street.

E. G. BONDURANT. Superintendent. Cin.O.
CE. FOI.LET, Gen'l Tick't Ag'l, S:. Louis, Mo.

As in use on the National Despatch Line of

Cars, adapted to two or more gauges. For
information apply to

The Lobdell Car Wheel, Tire &. Machine Co.

Manufacturing Agents
:

Wilmington. Delaware, or
CH.1S. nOfKtS A CO, Boston, Mass.

2-12-0, 5«

THE LOBDELL

CAR-WHEEL, TIRE 4 MACHINE
COMPAXT,

WILMINGTON, DEL.
Established In 1836.

Allkinds ofEailroadMachinery
.GEORGE Q LOBDELL, President

P. N. BRENN AN, Treasurer.
WM. W. LOBDELL. SecretMf

12-5-70,53














